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DEMAND FOR RATE REDUCTION 

The Washington Star of June 3 contained an article 
pointing out that freight. rates. in the United States 
seemed destined for further consideration and possible 
downward revision soon by reason of the fact that the 
net revenue of the carriers was now in excess of “what 
the law allows,” showing that, in March, the net revenue 
of Class I roads was slightly in excess of the 53% per 
cent on their valuation fixed by the Commission as a 
reasonable return, and that the revenues of the railroads 
were on the up grade. 

What this or that newspaper, more or less ignorant 
of the true situation, may say is not particularly impor- 
tant except as it may indicate a feeling or sentiment that 
is likely to be general. If this publication were in one 
of the habitual railroad harriers or in a newspaper whose 
general reputation for truth and carefulness was bad, it 
would be entitled to little or no consideration. But this 
particular newspaper is of the better class, both as to 
fairness in policy and as to carefulness in the facts it 
publishes. It is, therefore, proper occasion for concern 
when such an article, reading logically and convincingly 
to the uninformed, is printed. 

Of course, whatever the facts as to earnings, there 
is no possibility of immediate rate cuts such as sug- 
gested by this newspaper, which is ignorant, not only 
of the intent of the transportation act, but of Commission 
Procedure. There could be no general rate cut until the 
Commission had done the fundamental thing of ordering 
an investigation to determine whether existing rates 
Were too high, thereby giving the carriers their day in 
court before the issuance of any order depriving them 
of revenue, : 

The act contemplates a fair return—fixed, at present, 
by the Interstate Commerce Commission at 534 per cent 
~0n an annual basis, not a monthly revision or a revision 
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‘ulterior motive. 


to reduce rates because the roads in March exceeded by 


a- trifle the 534 per cent return and would probably con- 
tinue to exceed it in April. The tone of the article 
would probably have been much more emphatic if the 
April returns had been in at the time it was written.., 
They have since come in and they show that, in April, 
the roads earned 6% per cent, net. 

The rate of return for January was 5.56 per cent; 
for February, 3.73 per cent; for March, 5.84 per cent. 
The return for the first three months of this year, there- 
fore, was 5.13 per cent. For the first four months it 
was 5.41 per cent—still considerably short of the return 
found adequate by the Commission, under the law. Thus, 
in only two months since the enactment of the. trans- 
portation act, in March, 1920, have the railroads earned 
the return found to be adequate, and most of the time 


_their earnings were far under the adequate return. In 


1920 (the law having become effective September 1, of 
that year) they earned one-tenth of one per cent, instead 
of the six per cent fixed at that time as the adequate 
return. In 1921 they earned a little less than three and 
one-third per cent. In 1922 they earned 4.14 per cent. 
Nobody paid them the difference between what they 
earned and what the Commission and the law said they 
were entitled to earn, and nobody is going to pay them 
the difference. Moreover, the individual roads that 
earned more than the percentage fixed as adequate must 
pay to the government one-half of the excess. 

The transportation act provides for an “annual” net 
railway operating income equal, as nearly as may be, to 
a fair return on railway property devoted to transpor- 
tation purposes. The railroads have not yet, in any one 
year, earned anywhere near the fair return prescribed 
by the law. It will be time enough to talk about possible 
general rate reductions when they have done so. 

We do not accuse the newspaper in question of any 
It was merely discoursing innocently 
and interestingly about something of which it was ignor- 
ant. Its ignorance is excusable—though even a news- 
paper ought to feel it necessary to know about such a 
subject before it discusses it—and its conclusions are 
the natural result of its ignorance. Our point is that 
such an article in such a paper is dangerously indicative 
of what the general public may think. It ought to be 
replied to conclusively and effectively. We think we 
know this newspaper well enough to know that it would 
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Furtherance of trade relations and crea- 


tion of markets depend upon expedient. 


transportation. 





Gulf, Mobile & Northern Railroad 


schedules are fast and regularly maintained, 
affording minimum time in transit between 
Northern, Western, Mississippi Valley, 
Southwestern and Pacific Coast territories. 





Daily Thru Merchandise Car Service from 
Chicago, St. Louis and Memphis (with weekly 
Refrigerator Cars from Chicago) to Meridian, 
Laurel and Mobile, provides for the quick han- 
dling and distribution of less carload freight. 





‘Export and Intercoastal traffic via New 
Orleans, Gulfport and Mobile given special 
attention, resulting in uninterrupted movement 
to and through the ports. 





Information giving forwarding and de- 
livery at junctions, arrival at destination and 
clearance from ports, promptly and cheerfully 
furnished upon request. 
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NEW YORK, - - - Woolworth Bldg. 
BOSTON, - - - - - Old South Bldg. 
PHILADELPHIA, - - - Drexel Bldg. 
BUFFALO, - - - - - Ellicott Square 
CLEVELAND, - - Hippodrome Bldg. 
CINCINNATI, - - - Union Trust Bldg. 
DENVER, - - - - -  170015th St. 
LOS ANGELES" - - Van Nuys Bldg. 
SAN FRANCISCO, - Monadnock Bldg. 
SEATTLE, - - - - - - Alaska Bldg. 


PORTLAND, ORE., 13th and Kearney Sts. 


GULF, MOBILE & NORTHERN RAILROAD 
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be open to conviction and would correct its course. And 


yet it is characteristic of the railroad executives that 


they have not recognized the danger, or, if they have 
recognized it, they have apparently done nothing about it. 

We are glad that Chairman Meyer, of the Commis- 
sion, was sufficiently impressed with. the significance of 
the article in question to do the rather unusual thing, 
for the Commission, of saying, in reply to inquiries con- 
cerning it, that there was nothing in the report as to 
action by the Commission looking toward a general re- 
vision of freight rates. That would naturally be sup- 
posed, by reasonable and informed persons, to be the 
attitude of the Commission, but it is well to have it 
stated authoritatively. 

We suppose it is naturally to be expected that, if 
the revenues of the carriers continue on the up grade— 
as we hope they will—there will be a demand for an 
investigation looking toward general rate revision, and 
it is well, therefore, that the Commission should keep 
its eye on the situation, as we understand it is doing. 
Nor will it be unreasonable, if and when the revenues of 
the carriers have exceeded the reasonable rate of return 
for a reasonable length of time, for consideration to be 
given to possible rate revision. But two months is not a 
reasonable time, especially in view of the many past 
months of deficient revenue and the uncertainty of the 
future. 

We think it is a matter for congratulation, not only 
for the carriers, but for the shippers, as such, and for 
the business world generally that the carriers are mak- 
ing some money. Earnings mean improvements, good 
service, and good business; deficits mean business slug- 
gishness, poor service, and deferred maintenance. We 
hope there will be no excitement over the fact that the 
earnings of the railroads are showing improvement. 

In our issue of March 3 we printed a statement from 
M. O. Lorenz, director of the Bureau of Statistics of the 
Commission, to the effect that there was no reason to 
believe that the general level of rates was retarding 
business. Subsequent heavy loading of revenue freight 
and the resulting improvement in the earning figures 
have borne out his statement. 


EMBARGO NOTICES 

We take pleasure in informing subscribers for our 
weekly Traffic Bulletin and our Daily Traffic World and 
Traffic Bulletin, that we have this week made an ar- 
rangement with the Car Service Division of the American 
Railway Association by which embargo notices will be 
issued to us from the Chicago office, thus insuring greater 
Promptness than was possible by the old plan, under 
which we were able to obtain these notices only from 
the Washington office. It was obvious that there must 
be great delay in our publishing some of these notices, 
due to the fact that they must first be sent to Washing- 
ton and then relayed to us. We have published them, 
nevertheless, for what they might be worth, and, of 
course, many of them were valuable. Now we shall 
get all notices on the day they are issued from both 
Chicago and Washington and our subscribers will have 
the advantage of much fresher information. In the case 
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of the Chicago notices, there will not even be the delay 
due to mailing, since our publications are printed in 
Chicago. The weekly Traffic Bulletin will contain all 
embargo notices issued in Chicago up to Friday morning 
each week, and all notices issued in Washington up to 
Thursday morning, duplications being eliminated, as far 
as possible. Our Daily will, of course, contain this in- 
formation, as issued, from day to day. 


RAILROAD PASSES 

We published last week a statement from John E. 
Benton, general solicitor of the National Association 
of Railway and Utilities Commissioners, commenting on 
a decision of the Tennessee Supreme Court in which he 
found recognition of the power of the Interstate Com- 
merce Commission to prevent wastage of carrier revenue 
through free and reduced rate services. Mr. Benton says 
it will not be questioned that many millions of dollars’ 
worth of free service is given every year to railroad offi- 
cials and other favored persons, and that somebody must 
pay for it. 

It would be a difficult matter to figure how much 
the free passenger service given by the railroads costs 
the railroads or must be subtracted from possible earn- 
ings for, of course, the trains must run anyhow and no- 
body knows how many less trains or less cars or less 
motive power would be necessary if there were no free 
passes, and nobody knows how many of the free passen- 
gers would travel, nevertheless, and pay fare if there 
were no passes. But it must be admitted, we think, 
that there would be some saving and increased earnings 
without passes, and we believe both would be larger than 
generally believed. 

Aside from the question of whether a railroad man, 
traveling on business for his road, ought to receive free 
transportation over the other roads, there is a vast 
amount of other perfectly legal free transportation. Take 
the case of a railroad man’s widow, for instance, who, on 
free transportation, travels from Chicago to California 
and back every year, to say nothing of other trips. If 
this were an exceptional case—a tribute to the unusual 
merit and accomplishments of some outstanding figure 
in the railroad world—there could be little objection. 
But such things are common. . One can rarily travel in 
sleeping cars without seeing numerous passes handed 
to the conductor. Many of them may be legitimate, but 
many of them are not, in. the sense in which we are 
speaking. As Mr. Benton says, somebody has to pay 
for this free transportation. That somebody is the travel- 
ing and shipping public. 

When there is a breathing spell from other matters 
of greater and more pressing importance, we suggest 
that the Commission might conduct an investigation to 
determine the amount of free transportation used, with a 
view to laying down some reasonable restrictions. 


HUGE CHOCOLATE SHIPMENT 


The Lehigh Valley Railroad started west from New York, 
June 4, a solid trainload of one and one-quarter million pounds 
of chocolate, said to be the largest shipment of its kind ever 
made. This is enough chocolate to cover five million pounds 
of candy and was manufactured and shipped by the Stollwerck 
Chocolate Company, Stamford, Conn., for the candy manufac- 
turers of the middle west. . 
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NO RATE REVISION 


The Trafic World Washington Bureau 


Chairman Meyer, of the Commission, June 4, authorized the 
statement that he knew “absolutely nothing” about reported 
action by the Commission looking to an investigation involving 
a general revision of freight rates. Inquiry was made of the 
chairman because of publication in a Washington Newspaper 
to the effect that freight rates seemed to be destined for further 
consideration and possible downward revision by the Commis- 
sion and that indications were that the matter would come 
before the Commission in the next month or six weeks. The 
writer of the article appeared to base his predictions as to 
rate revision on the fact that, in March and April, the net 
railway operating income for the carriers had exceeded 5.75 
per cent and that, therefore, the time was ripe for a revision 
of rates downward, ignoring the fact that in no year since the 
enactment of the transportation act have the carriers achieved 
the stipulated fair return. 

It may be stated that the Commission has been, for some 
months, keeping in close touch with the rate and revenue situa- 
tion, not for the purpose of instituting an investigation, but to 
be in position to meet any problems that may arise in connec- 
tion with the rate situation. 


April Railroad Revenue 


Class I railroads of the United States in April had a net 
railway operating income totaling $83,197,800, which represented 
a return, on an annual basis, of 6% per cent on their tentative 
valuation, according to reports filed by the carriers with the 
Commission, says a statement issued by the Bureau of Railway 
Economics, which follows: 


In April last year the same carriers had a net operating income of 
$49,979,000, which was equivalent to an annual return of 3.99 per cent. 
The net operating income in March was $83,487,000, or 5.96 per cent. 

Operating revenues in April totaled $522,955,700, an increase of 
more than 25 per cent, compared with the same month last year. 
Operating expenses totaled $403,869,000, which was an increase of 
more than 20 per cent over April last year. 

This increase in earnings over April last year, which was the 
first month of the miners’ strike, was due to an increase in freight 
traffic transported in April this year, tentative reports indicating an 
increase of more than 55 per cent, measured in net ton miles. With 
this 55 per cent increase in traffic, agen | revenues. of the rail- 
roads increased only 25 per cent, reflecting reductions in freight rates 
that have been made during the past year. 

Class 1 railroads during the first four months this year had a 
net: operating income totaling $266,246,000, which on an annual basis 
would represent a return of 5.49 per cent. During the same period 
last year their net operating income was $210,842,900, or 4.44 per cent. 
Operating revenues for the four months period totaled $2,006,923,000, 
an increase of 18.80 per cent over the same period last year, while 
pager og expenses totaled $1,606,142,000, or an increase of 18.15 
per cent. 

Complete reports showed that the Class 1 carriers in the eastern 
district had a net operating income in April totaling $48,321,000, which 
was at the annual rate of return of 7.93 per cent on their tentative 
valuation. In April last year their net operating income was 
$26,293,205, or 4.42 per cent. Operating revenues for those roads 
amounted .to $273,378,700, or an increase of 32.45 per cent over the 
same month last year, while operating expenses totaled $206,677,900, 
which was an increase of 24,46 per cent over April, 1922. 

The net operating income for the carriers in the southern district, 
according to complete reports, totaled $12,281,700, which would be at 
the annual rate of return of 7.18 per cent, while in April last year 
it was $9,722,000, or 5.81 per cent. Operating revenues totaled $69,284,- 
000, or an increase of 20.36 per cent over the same month in 1922, 
while their operating expenses totaled $52,363,700, an increase of 
19.38 per cent over April last year. 

Complete reports for the carriers in the western district, except 
the Duluth, Winnipeg & Pacific R. R. and the Wichita Falls & North- 
western R. R. Co., showed that the carriers in that district had a 
net operating income in April of $22,595,000, which would be at the 
annual rate of return on their tentative valuation of 4.52 per cent. In 
April last year those carriers had a net operating income of 
$13,964,000, or 2.85 per cent. Operating revenues totaled $180,292,800, 
an increase of 17.81 per cent over April last year, while their operat- 
ing expenses amounted to $144,827,600, or an increase of 14.60 per 
cent over the same month in 1922. 

Twenty-nine railroads in April had operating deficits, of which 
Seven were in the eastern, two in the southern and twenty: in the 
western districts. In March thirty-five railroads had operating deficits. 
These tabulations are based on reports from 192 Class 1 railroads 
representing a total mileage of 235,130 miles. 


EXPRESS ROUTES UP AGAIN 


The Trafic World Washington Bureau 


The Southeastern and the American Railway express com- 
panies have come before the Commission again because they 
have been unable to agree on what would and what would not 
be reasonable routes for them to establish in compliance with 
the Commission’s report on the complaint of the first mentioned, 
No. 12784, Southeastern Express Co. vs. American Railway Ex- 
press Company, dated March 12, 1923. The Southeastern has 
completed an inter-territorial routing guide of what it considers 
reasonable routes. It has filed that guide with the Commission, 
effective June 20. 

The American did not join in that guide. Therefore the 
Southeastern has filed a supplemental petition in which it has 
asked the Commission to issue an order approving the routes 
selected by it’and placed in that routing guide, so that, as it 
said, shippers, without further delay, might have the benefit 
thereof; that the order based on the supplemental complaint 
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require the American to remove from its tariffs the restrictive 
schedules contained in the supplement to its tariffs which be. 
came effective May 1, 1921, the day the Southeastern began 
business and the day the American broke the routes that haq 
existed while it was operating over the railroads now embraced 
in the territory covered by the Southeastern; that the order 
declare the routes contained in the guide before mentioned ig 
be established routes, open to use by the shipping public under 
the. Commission’s system of through express rates, with the 
right of the shippers to route at will express traffic thereover: 
and order the American to recognize the routes listed in the 
Southeastern’s inter-territorial guide, as established routes, re. 
quiring the American to open them for use without obstruction 
or hinderance requiring the American to respect shippers routing 
over the routes and in connection with their use, and that sim. 
ilar orders be made respecting the intra-territorial guide which 
the Southeastern is compiling. 

The American, at the same time filed an application for re. 
argument in the case and for modification or reversal of the 
report. It asked for reargument, modification and: reversal on 
three grounds, as follows: 


1. That the Commission's report in dealing with the American’s 
restrictive supplements, effective May 1, 1921, is incomplete and does 
not correctly state the purpose or effect thereof, _ 

2. hat an express company cannot be required to put into a 
route less than the entire length of its line, which lies between the 
termini of such route, unless such inclusion would make the route 
unreasonably long. 


‘ hat the Commission’s findings in the report under considera- 
tion, if put into practice, will be unjust and unreasonable to the 
applicant, and in exact conflict with the principles stated in the 
opinion of the United States district court, in American Railway 
Express Co. vs. Railroad Commission of Georgia, 274 Federal, 649, 
which case is based upon the same kind of powers as is the action 
of the Commission in this case. 


The main contention under the third claim was that no 
route was reasonable which was unreasonable to any one of 
the carriers involved; that it would be unreasonable to require 
the initial carrier to short-haul itself, except for the most extraor- 
dinary cause. The American said it must appear as an axiom 
that it was unreasonable to require a carrier, which had estab- 
lished all the enormous facilities and terminal properties inci- 
dent to the picking up and delivery of shipments in a great 
terminal, like New York,-as an illustration, and which had a 
reasonable line to a destination equipped with adequate facili- 
ties, unnecessarily to surrender that traffic before it had reached 
the destination. Such a requirement, the American suggested, 
was out of line with the law, with logic and the justice of the 
case, and with all the precedents from the Commission and the 
courts 


DENY RESIGNATION RUMOR 


The Trafic World Washington Bureou 


Chairman Meyer and Commissioner Potter June 7 denied 
rumors that they were about to resign from the Commission, 
the former. to become a college professor and the latter for 
some other reason. The chairman said that, more than a year 
ago, some of his friends. had suggested him as president of the 
University of Wisconsin, but he had opposed that because he 
favored the election of the man who had been acting as presi- 
dent. Not-a word about that or any other position had been 
said for more than a year, he said. Commissioner Potter said 
he had no thought of resigning and had no plans in mind for 
anything other than the work he was now doing. 


LIVE STOCK VERSUS THE PRODUCT 


Before Attorney-Examiner Hillyer June 13 at Chicago, the 
case of John Morrell and Company etal vs. New York Central 
et al. (Docket No. 14771, filed by Walter E. McCornack) will 
be heard. It is a case brought by the Interior Iowa Packers, 
a group of packers operating packing houses in interior Iowa 
and attacking the relationship between the rates on the live 
stock and the product east of the Mississippi River to Trunk 
Line and New England territories. Armour, Swift, and Cudahy 
have either intervened or filed original petitions in support of 
the Iowa complaint, while many eastern packers have intervened 
or will intervene against them. The great consumption of meat 
products in the United States is east of the Mississippi River 
and this movement is one of the greatest in the world. The 
relationship has been the subject of agitation for fifty. years and 
this case is expected to settle the question. 





OREGON SHORT LINE BRANCH 
The Oregon Short Line Railroad Company has applied t0 
the Commission for authority to construct a line of railroad 
from a point on its existing branch line near Nampa, Idaho, to 
a connection with its present Boise branch, a distance of 2.6 
miles. The company said the extension was required in order 
that main line trains from Boise might be run through Nampa 


. without switching and was necessary by the changing of the 


Boise branch to main line. 
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- Current Topics | 
in Washington 








How the Damage Is Done.—A false or misleading or a false 
and misleading report, such as was published in Washington 
this week, about the Commission considering something that 
might lead to lower rates, hurts business, and every experi- 
enced traffic man knows it. Whenever there is talk of lower 
rates, especially in newspapers that try to be correct, there 
js, at least, a temporary stoppage of part of the volume of 
trafic. There is some traffic that must move, regardless of 
the possibility of a reduction in rates, and every traffic man 
knows that. But there is a percentage that can be held back 
until. the truth is known. A certain. percentage of traffic so 
held back never moves because the demand therefor has been 
met in some other way. The greatest hurt, however, it is 
believed, resulting from such reports, is that which comes from 
a confirmation in the minds of those who have money to invest 
in equipment and other railroad property that, no matter how 
fair the laws on the books may seem to the ear, there is to 
be no fairness in. their administration. The idea of the Com- 
mission thinking, because the return for two successive months 
has resulted in an approach to the standard of what constitutes 
a fair return, that it ought to consider reducing rates, to those 
who think they know something about the psychology of in- 
vestors, is preposterous. The man with money to invest, as a 
rule, wants something that is solid, if the rate of return is to 
be modest. Of course, the rate of return to an individual road 
is not limited to 5.75 per cent, but the generality of investors 
does not know that. The man in the street is the one who 
has money to invest. He is the one who furnishes the money 
the financiers handle... Bankers are merchants who have money 
to sell. If they do not make a profit for those who intrust it 
to them, their careers are short lived. They are commission 
merchants to whom customers send money for sale to those 
who need it. Commission merchants handling fruits and vege- 
tables sometimes “sting” those who intrust them with goods 
to sell. Bankers sometimes do the same to their customers. 
Day after day, however, that cannot be the fact, else there 
would soon be no more trusting. Now, when those having money 
see a report that, because the revenue for two months has 
appeared to approach a fair return, the Commission is thinking 
of doing something that may result in a reduction in freight 
rates, the market for railroad securities .is not improved. Hard- 


.boiled big shippers, of course, know there‘could not be a reduction 


in freight rates inside,of six months, even if the Commission 
started a case right away. They, therefore, are not misled. But 
the customers of the hard-boiled ones are not so well informed. 
The latter can and often do cancel orders on no more solid 
foundation than that furnished by the report to which reference 
has been made. That hurts business, too. Cancellation of 
orders is one of the curses of American business. It is just as 
bad as the habit of labor unions breaking their agreements, 
which makes it almost impossible for a contractor to.undertake 
a job for a given sum of money. The lack of morality, the lack 
of regard for the contract in commercial transactions, worse 
that ever since the war, is a thing that appalls one accustomed 
to thinking that the prosperity of the country some day, not 
many years hence, will get a hard and more or less. permanent 
jolt from the inability of anyone to get a job undertaken on a 
definite and reasonable basis. A report such as that which 
was published in reputable newspapers not only chokes off the 
supply of money for cars, engines and other things the railroads 
need, but affords additional excuses, if any were needed, to 
bring about the cancellation of orders for goods. And, in time, 
the vicious cycle will get around to the production of an ad- 
verse effect on the revenues of the reputable newspapers. Of 
course, in this particular case, the denials may be so emphatic 
that the damage may not be as great as it might have been, 
but the thing is bad from any possible angle of view. 





_ Public Is Sensitive—-How sensitive the public is to mislead- 
ig reports in reputable newspapers—that is, newspapers that 
make an effort to keep within sight of accuracy—was shown 
in Washington this week. Over-enthusiastic propaganda agents 
for the meeting of the Shriners set afoot reports that the crowd 
in Washington probably would number 500,000. Immediately 
thereafter cancellations of reserved rooms in hotels took place. 
The report appeared to impress the police officials. Ten days 
before the time for the arrival of the high Shrine officials, the 
Police forbade parking of automobiles in the business parts of 
downtown. Immediately the volume of business of those who 
had contributed to the funds needed for the entertainment of 
the visitors fell off alarmingly. Natives, apparently, decided 
that if they could not park their cars downtown, they could 
but off shopping until some other time. Those who parked 
their cars far from the usual places seemed to decide that they 
could buy their luncheons near the places where they had to 
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park, so the downtown eating places began bewailing the loss 
of patronage. Reports that food purveyors were attempting to 
gouge brought a reduction in the demand for fruit and vege- 
tables. Every false or misleading report brought punishment. 
The police lifted their ban on downtown parking until the very 
eve of the coming of the Shriners, but the tradesmen who had 
been hurt by the order did not recover their business. The 
crowd at no time approached 500,000, or half of that num- 
ber, although it was large, as may be inferred from the fact 
that more than 100 bands were in the line of marchers that 
escorted the imperial potentate to the reviewing stand in which 
he was joined by President Harding, who, while he was a 
state senator and lieutenant-governor at Columbus, was a cornet 
player in a Shrine band. The band carries him on its roll 
as a cornetist, although, in the last eight or ten years, he has 
not been a steady attendant on rehearsals. The cornet he 
used to play was in use on the day he reviewed the parade in 
front of the White House. 





One Way to Get Action.—The refusal of the court to permit 
the National Industrial Traffic League to intervene, as a friend 
of the court, or to grant a rehearing in the E. I. du Pont de 
Nemours case at St. Paul, involving the question of the right 
of the Director-General, as agent of the President, to sue for 
the collection of undercharges notwithstanding the expiration 
of three years, suggests the desirability of legislation. Con- 
gress, by legislation, can force every case brought by the 
Diector-General out of court. It is not contempt of court for 
Congress to change the law, whether it be statutory or the 
result of precedents, while a matter is before the courts. In 
fact, that has often been done. The court, when legislation has 
changed the law, wipes the cases off its docket because the 
questions have become moot and no longer can be an issue 
between parties. Thus far, the Director-General has been suc- 
cessful with his contention that Congress did not intend to 
have the three-year limitation extend to suits by the government 
for the collection of undercharges. Congress can tell them it 
intended the three-year limitation to apply, or it can merely 
change the statute so it will apply, without saying what was 
its original intention. No question of vested interest can arise. 
The removal or the interposition of a bar, after the fact, cannot 
be questioned, because the government is the one that would 
lose money because of such legislation. Sotto voce, those who 
have been interested in the matter have suggested that the 
court at St. Paul did not appear to regard Luther M. Walter 
highly as a friend, else it would have let him come in and 
expound his theory of the law instead of slamming the door 
in his face and telling the du Pont people to get out and quit 
suggesting that Congress had tied the hands of the government, 
as a common carrier, the same as it had tied those of the com- 
mon variety of Common carriers to which the three-year limi- 
tation does apply, when they seek the recovery of undercharges. 





Do Judges Study Law?—When one reads the opinions of 
men who have been elected to the bench in various states, one 
wonders whether men so elected have ever studied law. Some- 
times the wonder is whether a particular man on a bench got 
his education in the last century. The Kirkendall vs. Erie case, 
about which the Supreme Court. of the United States issued 
its writ of certiorari this week, has attracted the attention of 
those who have had to do with the law relating to common 
carriers, as built up in this country since 1887, because the 
charge of a judge to the jury, out in Cleveland, O., was so full 
of the flavor of the law as it was,‘ perhaps, a century ago.. In 
effect, he told the jury that, if it was convinced that the agent 
of the Erie at Corning, N. Y., accepted the box of stuff which -; 
he billed as bedding knowing it to be household goods, the 
carrier was bound by his act. If that was the law a century 
or more ago, it has not been the law since 1887. The time that 
has elapsed since that year, it might be suggested, has been 
enough to enable even ox-cart transportation to carry it as far 
as Cleveland is from Washington, the latter being the place 
where the law was made. It may be accurate to say that for 
the first thirty years after the enactment of the interstate com- 
merce law, there was uncertainty about the matter. Even_.ad- 
mitting that, the thought is suggested that not only Justice, but 
Law also walks with leaden soles to weigh it down. And the 
irony of fate is that Ohio is the state whence came Francis B. 
James and Atlee Pomerene, the men who have written much 
about the troublesome thing known as a bill of lading. The 
Ohio judge who wrote the charge to the jury, it is believed, 
still believes the declaration of the old books that the bill of 
lading is the evidence of contract between the carrier and the 
shipper, within the full meaning of the word “contract,” instead* 
of a contract in a few minor particulars and largely a receipt 
for goods delivered to a bailee for hire to be carried in accord- 
ance with published terms, which may not be varied,,no matter 


how much the supposed contracting parties may desire to vary 
them. 





Oil-Industry Inclined to Rejoice—The petroleum industry is 
said to be on the verge of becoming a devout subscriber to 
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the old saying it is an ill wind that blows no one good. Its 
tendency to rejoice and be glad is attributable to the fact that 
Robert M. LaFollette just now seems more inclined to fuss, 
fume, fret, and besmirch the railroad industry than he is to 
putter around the petroleum industry. Less than four months 
ago he was in full steam to bring forth a suggestion that unless 
the Standard and a few other big companies in the petroleum 
industry were hamstrung, the price of gasoline would soon go 
to a dollar a gallon. Since that time the production of crude 
oil in the United States has risen from about 1,600,000 barrels 
per working day to very nearly 2,000,000. So much oil has 
been found in California that wells have had to be capped and 
pinched in to prevent fearful waste. The pipe lines, railroads 
and steamships could not carry away the maximum possible 
production and there is not enough tankage to hold all that 
could be produced.. Gasoline has not gone down much in price 
for the simple reason that the refining capacity of the country 
is 500,000 barrels a day greater than the production of crude oil. 
So many refiners are bidding for crude that they keep up prices 
of crude and they must get stiff prices for refined products or 
go broke. The big units, the testimony before the La Follette 
committee showed, could: break every ordinary sized competitor, 
if they reduced their prices to a point where they could break 
even and make only a modest profit instead of the immodest 
one some-of them were making. Since La Follette took up rail- 
road valuation there is a suspicion that he has come to the 
conclusion that there is more in railroad baiting, for him, than 
in belaboring the refiners—hence the inclination of the latter 
to be thankful. A. E. H. 


SUSTAINS NORTH CAROLINA TAX 


The Trafic World Washington Bureau 

In an opinion by Associate Justice Brandeis, the Supreme 
Court of the United States this week affirmed dismissal by the 
federal court for the eastern district of North Carolina of bills 
brought by the Atlantic Coast Line, Norfolk Southern, Seaboard 
and Southern railroads attacking the constitutionality of a 3 
per cent net income tax on railroad properties within the state. 
The cases were numbered 724, 727, 744 and 756 and were dis- 
posed of in one opinion. 

Justice Brandeis said the contention of appellants that 
the statute providing for the collection of the tax was obnoxious 
to the commerce clause rested upon the argument that the 
states’ definition of net income differed from that adopted by 
the Interstate Commerce Commission; that the state was with- 
out power to depart from the Commission’s definition as far 
as concerned interstate commerce, and that, since the statutory 
definition differed, the act was unconstitutional. 

“A conclusive answer to that argument is found in the fact 
that the state adopts (without modification) the Commission’s 
definition for the net income of that which it taxes,” said Justice 
Brandeis. 

The court found that the North Carolina statute complied 
with the essentials of the commerce clause that “a state tax 
shall not directly burden interstate commerce and that it shall 
not discriminate against interstate commerce.” 


LOSS AND DAMAGE CASES FILED 


The Trafic World Washington Bureau 

Writs of certiorari in two loss and damage cases were 
allowed by the Supreme Court of the United States this week 
in No. 1031, Great Northern Railway Co. vs. Galbreath Cattle 
Co. et al., to the Supreme Court: of Montana, and in No. 1018, 
Erie vs. Martin Kirkendall, to the Court of Appeals for the 
eighth judicial district of Ohio. 

In the first ¢ase the railroad company, sued in the state 
court for the damage resulting from the death of 141 head of 
cattle hauled from Cody, Wyo., to Seville, Mont., stopped for 
feeding and watering at Great Falls, Mont., shipped in the sum- 
mer of 1920, asked for a review by the Supreme Court on the 
ground that the state courts had denied it rights under the 
federal laws. The denials consisted of the state court declining 
to permit the removal of the suit for damages to the federal 
court, and its denial of the claim that the terms of an inter- 
state bill of lading or live stock contract controlled the case 
and defined the duty of the carrier in respect of the movement 
and care of the cattle. 

According to the petition for the writ of certiorari, the 
Montana court erroneously held that the duty of caring for the 
cattle, by means of feed and water, was upon the carrier, 
whereas under the federal law the duty is placed upon the 
shipper. It averred that the unloading of the cattle at Great 
Falls was under the supervision of the caretaker sent with the 
shipment by the complainant and that if there was negligence 
it was the negligence of the shipper that caused the death of 
the 132 head that died after the unloading at Great Falls. Nine 
died in the car. The cattle, apparently, had been without water 
for 24 hours in a temperature, which, at the time of loading, was 
about 90 degrees. In the transcript of testimony on that point 
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the railroad company directed the attention of the court to the 
fact that it detailed its train crew and section men to help the 
caretaker unload the cattle and that later it sent its own vet. 
erinary to caution the college student who had been sent along 
as caretaker, to be careful in allowing the cattle to have water. 
It asserted that the testimony showed that the caretaker mage 
no effort to limit the amount of water the cattle were alloweq 
to take, but, on the contrary, complained that there was not 
enough water in the troughs to permit the animals to drink 
their fill, after they had grazed on salt sage. 

In the Ohio case the question was as to the liability ofthe 
Erie to the shipper, who sued for the full value of what had 
been billed as “one box of bedding,” but which, according to 
the Erie, was a box of household goods, which had been billeg 
as bedding. The complainant, Kirkendall, said he told the agent 
of the Erie, at Corning, N. Y., where the shipment originated, 
that the box contained household goods, but that notwithstand. 
ing that fact he billed it as bedding. The agent denied the 
allegation. 

The case was tried in the municipal court of. Cleveland, 0, 
for the full value of the contents of the box, which had not been 
delivered. The Erie claimed that it was immaterial what the 
agent and shipper had said to each other because the tariffs 
provided for a limitation of liability to 10 cents per pound if 
no value was declared and that the only material question was 
as to what the box contained. 

Ohio’s courts disposed of the case on the assumption that 
the bill of lading and the act of the carrier’s agent in issuing 
it controlled the matter and gave judgment for the complainant, 
instead of limiting the liability to the 10 cents per pound pro- 
vided in the applicable tariffs, which, the Erie contended, the 
shipper was assumed to know would be the limit of the liability 
when he shipped under the released rates authorized by the 
Commission for application to household goods, or furniture. 





INITIAL CARRIER RESPONSIBLE 


The Superior Court of Quebec has held that the first carrier, 
unless there is a stipulation in the contract to the contrary, is 
responsible for the safe transportation of goods shipped. The 
plaintiff sued for the value of goods shipped via the Canada 
Steamships, Limited, which either did not reach destination or 
were delivered in a damaged condition. The defendant claimed 
that it transferred the goods to another company for trans- 
portation part of the distance to their destination, and claimed 
responsibility rested with it. The court held that the steam- 
ship company, which first took the goods, was responsible for 
those to whom it later handed them over. 


SUPREME COURT ADVANCES CASES 


The Supreme Court of the United States this week granted 
motions to advance No. 1072, Dayton-Goose Creek Railway Co. 
vs. United States, and No. 1044, Peoria & Pekin Union vs. 
United States, and set them down for argument November 12. 
The Dayton-Goose Creek case involves the constitutionality of 
the part of section 15-a of the interstate commerce act providing 
for recapture of excess earnings of the railroads, and the Peoria 
& Pekin Union case involves switching charges at Peoria, IIl., as 
between the Peoria & Pekin Union, the terminal carrier, and the 
Minneapolis & St. Louis, concerning which the Commission 
issued its service order No. 37. 


EXPRESS DAMAGE CASE 


An action against the Canadian Express Company has been 
dismissed for any amount in excess of $237.78 tendered by the 
defendant. Plaintiff sued for damages through the loss of meat 
shipped to him in care of the defendant company. The goods 
were damages in a wrecked freight car. Defendant claimed that 
the sum submitted covered the damage. The judge pointed out 
that the defendant’s liability was limited to. $50 for each col 
tract if the shipper did not declare the value when it was over 
that amount. The value was not declared in the case under 
consideration. Defendant tendered with its defense a sum sufi- 
cient to cover the $50 liability on two shipments concerned, 
together with carrying charges and legal costs. The court held 
this was sufficient. 


COURT CLOSES ITS DOOR 


The United States Circuit Court of Appeals for the eighth 
circuit at St. Paul, Minn., has denied the application of the 
defendant in error in No. 6138, James C. Davis, Director-General 
of Railroads, as agent, vs. E. I. du Pont de Nemours & Co., for 
rehearing and the motion of Luther M. Walter, in behalf of the 
National Industrial Traffic League, to be permitted to intervene 
and file a brief in the case as.amicus curiz. Both applications 
were made with a view to showing the court that the three-yeal 
limitation for the beginning of suits for the collection of under 
charges on freight moved during federal control was upon the 
President, as the operator of the railroads during the control 
period, the same as it is admitted to be upon common carrie 
corporations. . 
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COMMON BRICK DESCRIPTION 


In a report on further hearing, written. by Commissioner 
Daniels, in No. 10733, National Paving Brick Manufacturers’ 
Association et al. vs. Alabama & Vicksburg et al., opinion No. 
g490, 80 I. C. C. 179-84, the Commission changed its description 
of common brick and the loading requirement so as to accom- 
plish what it had in mind when it made its original report in 
the case, 68 I. C. C. 213. That purpose was to define a common 
prick and say how it should be loaded in a car as conditions 
precedent to the imposition, for distances not exceeding 150 
miles, of rates only 80 per cent of the uniform brick list rates. 

The original description and loading requirement were de- 
fective in two particulars. The first was that only low-grade 
clay was recognized as the raw material from which a common 
prick might be made. The second was that a brick made from 
the material specified must be loaded into cars “at random.” 
The carriers defined “at random” as meaning “thrown into the 
ear and not tiered.” Under such a definition only a few cars 
of common brick ever moved. Shippers said it was an uneco- 
nomical way to load brick, that it caused breakage and un- 
necessary expense of unloading. 

In the report on further hearing the Commission broadened 
the description so as to include brick in which low-grade shale 
was the raw material. The testimony showed that low-grade 
shale was used in producing the Chicago common brick, which 
c. A. Shank, in the argument on May 14 (Traffic World, May 
19, p. 1216), said was the commonest of common brick. The 
loading requirement was. changed from “at random” to read 
“loaded to the marked capacity of the car, and when not braced 
or packed for protection against rubbing, breaking or chipping, 
not including any grades (firsts, seconds, thirds, or culls) of 
enameled, face, front, paving, fire or refractory brick.” 

The decision was further changed so as to make the com- 
mon brick description apply in all parts of the country, east of 
the Rockies, except eastern trunk-line territory. The Commis- 
sion said no good reason had been shown why the description 
should not be generally used, except in the rate domain of 
the eastern trunk lines, although originally intended only for 
central territory. 

Exclusion of the eastern trunk-line territory was caused, 
not because of any definitely established difference of condi- 
tions, but because there was practically no record on the sub- 
ject as to that part of the country. There was no formal com- 
plaint, the Commission said. Testimony in the record was to 
the effect that face brick and so-called common brick, the 
latter when used for facing purposes, were shipped packed with 
straw between each course to prevent chipping. 

The Commission, discussing the contentions of the Hollow 
Building Tile Association, and especially the one that no lower 
rates should apply on common brick than on hollow building 
tile, said that even if that contention were considered as within 
the issues on the case on further hearing, it had not been 
sustained. 

As to sand-lime brick, in behalf of which an intervention 
was granted at the further hearing, the Commission said the 
proper classification of brick made by the methods and ‘with 
the materials used by the sand-lime manufacturers was not an 
issue in the case. However, it said, the decision was not in- 
tended to exclude from the uniform brick list articles of similar 
transportation characteristics, or to prevent the application of 
the common brick basis to such other articles as might properly 
be accorded the same rates. It said the matter of the proper 
classification of sand-lime brick should be left in the first in- 
stance to the initiative of. the carriers, subject to the right of 
interested shippers to file formal complaints attacking rates 
charged in any particular instance, as unreasonable or other- 
wise in violation of the interstate commerce act. 


TRANSIT COMPLAINT DISMISSED 


With Commissioner Campbell dissenting, the Commission has 
dismissed No. 12880, Dean Mill Company vs. Missouri Pacific 
et al., opinion No. 8489, 80 I. C. C 174-8, holding the failure of 
the Missouri Pacific to accord transit at Monroe, La., on grain 
and grain products originating at Mobile & Ohio points between 
St. Louis and Cairo, and destined to Louisiana points on the 
Missouri Pacific, not unreasonable or otherwise unlawful. The 
Louisiana Flour & Feed Company, a corporation the Commission 
said was largely owned by the president of the complaining 
company, intervened in behalf of the complainant. The Dean 
company alleged the failure to permit transit at Monroe, by the 
Missouri Pacific, on grain and grain products originating at 
Mobile & Ohio points was unreasonable, unjustly discrimina- 
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tory and unduly prejudicial. The Louisiana Flour & Feed Com- 
pany, with a plant at Monroe, distributes from that point. 

It said the combinations it had to pay on the traffic orig- 
inating on the Mobile & Ohio in many instances were prohibitive 
and had shut it out of points on the Missouri Pacific. 

The complainant has a mill at Ava, Ill., on the Mobile & 
Ohio, buying most of its grain on rails of the Mobile & Ohio at 
East St. Louis, milling it at Ava under a transit arrangement, 
and then shipping it to points on the Alabama & Vicksburg and 
the Vicksburg, Shreveport & Pacific in Mississippi valley terri- 
tory, but not to points on the Missouri Pacific in that territory, 
except at combinations on Monroe. The plant at Monroe is a 
transit house for cleaning, grading and sacking. The Dean mill 
is in active competition with, among others, a mill at Chester, 
Ill., not far from Ava, but on the Missouri Pacific, and also with 
mills at Coffeyville, Kans., and California, Mo., both on the 
Missouri Pacific and therefore able to ship into Louisiana under 
transit accorded by the Missouri Pacific. The smaller com- 
munities in the south cannot utilize grain and grain products 
in carload lots and it is of a matter of some consequence, the 
Commission says, for them to be permitted to collect these com- 
modities at suitable points for reshipment in mixed carloads. 

The issue in the case was whether the Missouri Pacific should 
be required to grant transit on grain and grain products, the 
raw materials for which originated on the Mobile & Ohio be- 
tween St. Louis and Cairo, between which points the Missouri 
Pacific also has rails, but not to Ava, in competition with such 
commodities originating on its own rails and accorded transit 
by it. The Missouri Pacific contended that while it accorded 
transit on grain originating at points on either lines, it did 
not accord transit, in any instance, under conditions similar to 
those under consideration in this case. It said it did not permit 
transit where a competing line took the grain at a primary mar- 
ket such as East St. Louis, hauled it to a milling point, and there 
after delivered the product to the Missouri Pacific at -such a. 
point that the latter received a substantially shorter haul than it 
would have had had the grain been delivered to a mill on its 
own line. . 

“The position of the Missouri Pacific here appears to be in- 
spired by the natural desire to obtain the maximum haul from 
the producer to the consumer,” said the Commission. “It feels 
that the production of grain and grain products on its line is 
sufficient to supply all consumers on its rails. It contends that 
the establishment of the transit sought would tend to attract to 
the Mobile & Ohio additional traffic with the result that the 
Missouri Pacific would lose a considerable part of the haul it 
now enjoys.” 

Commissioner Campbell, in his dissent, said the record was 
replete with testimony of the disadvantage of complainant in 
attempting to compete in the distribution of its products with 
shippers located on the Missouri Pacific. He said the majority 
refused to order removal of the undue prejudice, apparently, on 
the ground that the Missouri Pacific would lose a considerable 
part of the haul which it now enjoys. 

“I cannot sanction the conclusions of the majority in this 
case,” said jhe, “because the record shows that the Missouri. 
Pacific is now’a party to joint rates applicable to traffic originat- 
ing on the. Mobile & Ohio and-interchanged with the Missouri 
Pacific. at Murphysboro, Ill, which accords.the Missouri. Pacific, 
practically the same haul it would have if it originated the 
traffic... The Missouri Pacific alone is in a position to remove the 
undue prejudice by granting transit to complainant at Monroe,. 
in connection. with’ the through rates it now participates in 
from points on the Mobile & Ohio, and the record amply supports 
an order requiring the Missouri Pacific to accord this service to 
complainant.” 


SOUTHWESTERN BRICK RATES 


A revision of brick rates, effective not later than June 30, 
on not less than ten days’ notice, is expected by the Commis- 
sion by reason of its decisions in No. 10284, Fort Worth Freight 
Bureau et al, vs. Director-General, Abilene & Southern et al., 
No. 12740, Beaumont Chamber of Commerce vs. Alexandria & 
Western et al., and related fourth section applications (mime- 
ographed without page or opinion numbers). 

In the first mentioned case it found the rates assailed, those 
from Fort Worth, Denton, Bennett’s; Ferris, Corsicana, Palmer 
and other points, mainly in the northern and eastern part of 
Texas, to destinations in western Louisiana, Oklahoma and that 
part of Arkansas known as the Little Rock-Fort Smith terri- 
tory, and the carload minima unjust and unreasonable to the 
extent they exceeded the rates and carload minima on brick 
and other clay: products, as described in connection with rates 
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between Shreveport and points in Texas, for distances of 450 
miles or less, contemporaneously in effect between Shreveport 
and points in Texas common-point territory, except that the 
rates on brick slabs, in carloads, were and are unjust and un- 
reasonable to the extent they exceeded or exceed the carload 
rates and minima on fire brick and clay products taking the 
same rates. 

Immediately after stating that finding the Commission made 
the further finding that for the future the rates assailed would 
be unreasonable to the extent they might exceed the distance 
scales of rates prescribed for single and joint-line application 
in the same general territory, in the Memphis Southwestern 
Investigation, in connection with the National Paving Brick 
Manufacturers’ Association case. In connection with the find- 
ing for the future the Commission said the carriers were ex- 
pected to establish, on or before June 30, upon not less than 
10 days’ notice, rates for the future not in excess of the finding. 

In the second case, No. 12740, involving brick from Beau- 
mont and Schneider, Tex., to western Louisiana, the Commis- 
sion found the rates on common brick for the future would be 
unreasonable to the extent they might exceed, for like distances, 
the rates contemporaneously maintained between Shreveport 
and points in Texas as a resuit of the Shreveport and National 
Paving Brick Manufacturers’ Association cases. The report 
said the carriers were expected to have such rates in effect 
not later than June 30, on not less than 10 days’ notice. 

In fourth section order No. 8737, based on Leland’s appli- 
cation No, 628, the Commission denied relief on traffic from 
Beaumont to western Louisiana. They desired permission to 
charge lower rates from Beaumont than from Schneider. The 
tariffs containing rates in accordance with that order, the Com- 
mission said, “shall be made effective on statutory notice.” 

In fourth section order No. 8738, based on application No. 
699 by Leland; No. 1951 by the Kansas City Southern; No. 2440 
by the St. Louis-San Francisco; No. 2669 by the Santa Fe, and 
Nos. 4218, 4219 and 4220, by the Missouri Pacific and St. Louis, 
Iron Mountain & Southern the Commission denied relief re- 
quested by the Santa Fe in No. 2669, from Coffeyville, Kan., to 
Yale, Okla. 

As to the other applications involved in No. 10284, the 
Commission authorized the carriers to establish and maintain, 
via all routes, from any point of origin to any point of desti- 
nation within the territory covered by the report, the lowest 
rates on brick and related articles prescribed or approved in 
the report in that case, as maximum rates via any route be- 
tween such points, and to maintain higher rates from, to and 
between intermediate points, provided that the rates from, to 
or between the intermediate points should not exceed the scales 
prescribed or approved in the report as maximum rates for ap- 
plication at such intermediate points and should in no case 
exceed the lowest combination. All other relief was denied as 
of June 30. 


Commissioner Campbell dissented as ‘to the parts of the 
report which, as viewed by him, constituted an attempt to nul- 
lify the equidistant part of the amended fourth section. He 
said his reasons for the dissent were set forth in his dissent- 
ing expression in the report on the Memphis-Southwestern In- 
——— 77 I. C. C. 473, and needed not to be repeated in 
this case. 


The Commission said it would impose no general maximum 
limitation upon the degree of circuity as a condition to the re- 
lief granted. It said, however, it was to be understood it did 
not approve the meeting of competition over unduly circuitous 
routes caused by the rates of the shorter lines. It expected, 
it said, all rates over unduly circuitous routes to be eliminated. 
It said further that if it should appear that that was not being 
done, such further orders as might be deemed appropriate 
would be issued. 


The complaint in the leading case alleged undue prejudice 
against the complainants and undue preference for their com- 
petitors in Kansas, Oklahoma and Arkansas, as well as viola- 
tion of the fourth section. It asked for an extension of the 
Shreveport scale to distances of not exceeding 450 miles, with- 
out the addition thereto of the 2 cents per 100 pounds increase 
authorized and made by General Order No. 28. The complaint 
also asked for reparation to the Acme Brick Company, operat- 
ing plants at Denton and Bennett’s on specified shipments made 
during the statutory period. 

The rates mentioned in the report, which contained many 
rate comparisons, were those in effect at the time of the hear- 
ing, January 19, 1920, except where otherwise indicated. The 
Texans complained about the more satisfactory adjustment of 
rates on which their competitors shipped into Oklahoma from 
Kansas and Arkansas plants. The complainants said they had 
not been able to ship into Arkansas. The Commission said 
their testimony tended to show exclusion from a large con- 
suming territory, although much of the territory was within 
300 miles. Kansas and Oklahoma, the Commission said, were 
able to shop into Arkansas. 

In shipping into Oklahoma, the Commission said, the Tex- 
ans had to pay from half to 8.5 cents more than their Kansas 





competitors and from 1 to 6 cents more than their Arkansas 
rivals. To some points in Louisiana, the Commission said, the 
spread between the rates on brick from. Texas and from Ar. 
kansas for similar distances was as much as 34.5 cents. In 
shipping to Arkansas the complainants, it said, would have to 
pay as much as 19 cents more than their Kansas competitors, 
although there was no substantial difference in transportation 
conditions. 

Carriers conceded the mal-adjustment and submitted scales 
which were based on the scale prescribed in the Shreveport 
case, plussed by the 2 cent increase allowed under General 
Order No. 28. A slightly higher scale was proposed for hollow 
building tile. It was said to be the scale in effect in Arkansas, 
The minimum proposed was 60,000. At present the minimum 
is 40,000 and under the Shreveport scale 50,000. 

The Commission did not make a finding under the allega. 
tion of undue prejudice and undue preference. It contented 
itself with making findings based on the National Paving Brick 
Manufacturers’ Association, the Memphis Southwestern and 
Shreveport cases, making the scales in those cases applicable 
as modified by the paving brick case. The scale in the main 
case was limited to 450 miles because the complainants them- 
selves limited their complaint so as to leave untouched the 
rates for distances in excess of 450 miles, apparently because 
to a part of the destination territory the rates for greater dis- 
tances would be less than those in the scale unless limited to 
450 miles. 

An award of reparation was made to the Acme Brick Com. 
pany in an amount equal to the difference between the charges 
collected on the rates found unreasonable and those which 
would have accrued at the rates found reasonable. 


COMPO-BOARD RATES TOO HIGH 


In a report on No. 13028, George Green Lumber Co. et al 
vs. Ann Arbor et al., opinion No. ‘8491, 80 I. C. C., 185-90, the 
Commission condemned, as unduly prejudicial, rates on compo- 
board (fiber and wood combined), from Minneapolis to Buffalo 
and other points throughout the country, between October 1 
and December 28, 1917, inclusive, and on and after March 1, 
1920. It said they were unduly prejudicial to the extent they 
exceeded, exceed or may exceed the rates on other wall boards. 
It said the rates were not unreasonable per se and that rates 
in excess of the aggregate of the intermediates, while prima 
facie unreasonable, had not been shown unreasonable in and 
of themselves. It also said the undue prejudice had not resulted 
in damage upon which to award reparation. 

The Commission ordered the carriers to establish rates on 
compo-board not later than August 27 in accordance with the 
finding, from Minneapolis to the cities mentioned in the com- 
plaint, which when established, will have the practical effect 
of bringing all the rates on compo-board to the level of the 
rates on other wall boards. 

The complaint asked for rates from Minneapolis to To- 
ronto. The Commission said it was without jurisdiction to do 
that. Therefore it made no finding as to the existing rates. 

The complaint asked for reasonable, non-discriminatory and 
non-prejudicial rates, without specifying any particular stand- 
ard. The Commission said that compo-board was a trade namé 
of a product which was used for the same purposes, and there 
fore competed with certain wood pulp wall boards, also having 
commercial names. The complainant contended that the prod- 
uct should have the same rates as beaver board and Cornell 
board. The Commission said the differences in value and small 
differences in transportation characteristics were not sufficient 
to warrant differences in rates. 


POTATO INCREASES FORBIDDEN 


An increase in rates on potatoes, proposed in the schedules 
held up in I. and S. No. 1740, Potatoes from Denver & Rio 
Grande Western Stations in Colorado to El Paso & Southwest 
ern Stations in New Mexico, opinion No. 8492, 80 I. C. C., 191-3, 
has been held not justified and the suspended schedules have 
been ordered cancelled not later than July 13. The Commis- 
sion said that if the respondents would correct their tariffs t0 
eliminate fourth section violations at Dawson and at other 
points not herein specified and would cancel rates that were 
inconsistent and unnecessary they might establish rates from 
the points of origin in the San Luis Valley in southern Colorado, 
to Santa Rosa and points intermediate thereto, not in excess 
of 75 cents, provided that to points beyond Santa Rosa via the 
route through that point the rates were not in violation of the 
fourth section. The proposal was to establish a rate of $1 
cents. The Commission found unprotected fourth section de 
partures, conflicting rates and a generally unsatisfactory record. 
Out. of the confusion it drew the conclusion that via a particu- 
lar route the carriers, if they were so disposed, might establish 
the 75-cent rate, hereinbefore mentioned. 


PLUMBERS’ SUPPLIES RATES 


In a report on I, and 8. No. 1690, cancellation of commodity 
rates on plumbers’ supplies from Chattanooga and group points to 
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South Atlantic and Florida junction points (mimeographed with- 
out page or opinion numbers), the Commission held justified 
the cancellation. of less-than-carload commodity rates and an 
increase in the carload minimum from 24,000 to 30,000 pounds on 
plumbing supplies. It held the carriers had not justified their 
proposal to increase the carload rate from 49.5 to 69.5 cents, 
the full fourth-class rate. It said the disapproval was without 
prejudice to their right to increase the carload rate to 59 cents, 
which rate the Commission prescribed in Standard Sanitary 
Manufacturing Co. vs. Southern, 80 I. C. C. 7. 

This investigation and suspension case was held up pending 
the decision in the formal case before mentioned. The pro- 
testants said they had no objection to the cancellation of the 
carload commodity rates to the Florida junction points nor to 
the increase in the carload minimum. The issue, therefore, the 
Commission said, was narrowed to the question of the increased 
carload rate to the south Atlantic ports, on which the Commis- 
sion passed in the formal case. 


SLACK REDUCTIONS APPROVED 


The Commission in a report on I. and S. No. 1733, Slack 
Coal from Arkansas-Oklahoma Mines to Texas, opinion No. 8493, 
80 I. C. C. 194-204 held the reduced rates on nut and slack coal 
from mines on the St. Louis-San Francisco in Oklahoma and 
Arkansas, to destinations on its line in Texas, stations from 
Adams to Brownwood, including Fort Worth and Dallas, a dis- 
tance of 250 miles, had been justified. The reductions ranged 
from about 24 to 48 cents per ton. The tariffs, originally filed 
to become effective January 27, were suspended until June 26 
upon the protest of the Colorado & New Mexico Coal Operators’ 
Association. 

According to the report of the Commission, the immediate 
precipitant of the rates proposed was an adjustment on nut and 
slack coal from mines in Colorado and New Mexico made by the 
Santa Fe and other carriers. The St.Louis-San Francisco did 
not articipate in those reductions from New Mexico and Colo- 
rado but some of its connections did, the rsult being reductions 
to junctions served by the St. Louis-San Francisco, chiefly Dallas, 
Fort Worth, Cresson and Brownwood. The Frisco according to 
the report, proposed reductions to those junctions merely to 
meet those from Colorado and New Mexico, and to observe 
the fourth section, fractional increases being made at some 
points. The reduction, the Commission said, would not be the 
same in cents per ton but the differential, slack under lump, 
would be the same. 

Both proponents and opponents of the proposed rates said 
they had difficulty in disposing of nut and slack coal in the 
territory under consideration and the protestants said they 
had sold practically no slack in that territory for twenty years. 
Competition of oil, gas and lignite apparently created the diffi- 
culties under which they labored. 

The protestants, according to the Commission would not 
object to differentials of slack and nut under lump, proportioned 
more to the volume of the rates on lump. They objected to the 
uniform basis of the differentials without regard to the volume 
of the rate on lump. They also objected on the ground that 
the reductions would have a bad effect on the revenues of 
the carriers in the southwest. 


The case, as reviewed by the Commission was that of a 

delivering line, the St. Louis-San Francisco, refusing to partici- 
pate in reductions on coal from New Mexico and Colorado 
proposed by the lines serving the New Mexico and Colorado 
mines as originating lines, and then reducing rates from mines 
on its own rails, to the destination to which both sets of rail- 
roads desired to haul coal. 
Regardless of whether the coal from the two mining districts 
im question competed or did not compete, the Commission said, 
the St. Louis-San Francisco was within its rights, in. reducing 
the rates, whether on account of the reductions from Colorado 
and New Mexico, or to meet the competition of oil and other 
fuels, or for other reason, provided only that the reduced rates 
would not be unreasonably low and a burden on other traffic, 
and would not be unduly prejudicial or unduly preferential. It 
Said the testimony of the St. Louis-San Francisco, not refuted, 
was that the rates would yield some profit, though not so high 
as the respondent thought it might reasonably demand under 
more favorable marketing conditions. On that point of com- 
Petition and reduced rates proposed by carriers, a point which it 
is believed will become more important as time passes and the 
railroads make, or try to make; adjustments to meet changes 
in business conditions, the Commission said: 


th The record does not establish that the proposed rates are below 
. Cost of the service or unreasonably low by comparison with other 
rates or by other appropriate tests. or can they be held to unduly 
prejudice the protestants and unduly prefer the proponents. We 
th not agree with an argument advanced by the protestants that 
the.” would be unduly prejudiced within the meaning of Section 3 of 
lin act if the respondent were.to be permitted to reduce its one- 
the aut and slack rates to junction points with other routes from 
ane colorado and New Mexico mines, to which rates have been re- 
* sgl via other lines, and to points directly intermediate thereto, 
ed exclusively by the respondent, without participating in similar 
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reductions to the same points jointly with the other lines from the 
Colorado and New Mexico mines. 

The proposed rates should not be disapproved because of possible 
reductions of other rates as a result thereof. On the same theory the 
proposed reductions from Colorado and New Mexico in 1921 and 
1922 should have been suspended and disapproved by us in response 
to the protests of the proponents herein. If such reductions do 
follow on slack coal from other Oklahoma districts, the protestants’ 
present competitive situation on that coal will not be affected, because 
they ship no slack coal into this territory at the present time,. and 
have not done so for twenty years or more. If such reductions do 
follow finally from the McAlester district of Oklahoma on nut coal, 
the protestants will apparently be affected as to that coal, although, 
as hereinbefore stated, there is a conflict in the testimony as to what 
extent the McAlester nut coal is used in this destination territory 
for domestic purposes, which is the primary use of the protestants’ 
nut coal. To the extent of the use of the McAlester nut coal for 
steam purposes the protestants would not be affected in this terri- 
tory any more than they would be affected by the proopsed rates on 
steam coal from Groups 14 and 15, here in issue. e are not justi- 
fied in disapproving the proposed rates because of the possibility 
of these other reductions. If they are proposed and protested, they 
will be given appropriate consideration at that time. 

Nor do the arguments of the protestants concerning the transpor- 
tation of nut coal on the slack basis from the Oklahoma and Arkansas 
mines and on a contemporaneously higher basis than on slack coal 
from the Colorado and New Mexico mines, and concerning the 
related question of difference in screen specifications, warrant our 
disapproval of the proposed rates. In the initiation of its rates, 
and until they are proven to be unduly prejudicial in an appropriate 
proceeding, there is nothing in the regulating statute to prevent the 
respondent from carrying: nut coal between points on its own line 
on the slack basis, or to require it to make the same screen regula- 
tions as obtain at the Colorado and New Mexico mines, served by 
different carriers. The weakness in the protestants’ position in this 
respect lies in the necessary assumption that their basis of rates on 
nut and slack coal and their screen specifications are proper and 
that those of the proponents are improper. There is no more pre- 
sumption of reasonableness in the one case than in the other. It is 
true that the protestants want these issues determined in some sub- 
sequent proceeding, but in the meantime they would deny to the 
proponents the benefits of a reduction that otherwise seems proper, 
and that is similar to the reduction received by them without sus- 
pension of the proposed rates and therefore without determination 
in advance of the similar issues that would doubtless have been pre- 
sented had we suspended the schedules proposing those reductions. 


These issues may be determined in an appropriate proceedings upon 
complaint. 


We conclude that the proposed rates have been justified, and our 
order of suspension will be vacated. 


CARRIER NOT AT FAULT 


The Commission has dismissed No. 13039, Hidalgo Steel 
Co. vs. Pennsylvania, opinion No. 8495, 80 I. C. C., 207-8, hold- 
ing the transportation and demurrage charges collected by the 
railroad company on 33 carloads of steel plates for export, in 
May, 1920, from Ivy Rock, Pa., to Philadelphia, reconsigned to 
Jersey City, were not unreasonable or otherwise unlawful. 

It was contended by the complainant that the detention of 
the cars and the assessment of additional freight, from Phila- 
delphia to Jersey City, was the result of the Pennsylvania’s 
failure to perform its contract at Philadelphia and that there- 
fore no demurrage and no additional transportation charges 
should have been assessed. 

According to the statement of facts made in the Commis- 
sion’s report, the steel arrived at Philadelphia between May 15 
and May 27, 1920, for delivery to a ship that docked at an 
open pier. Five carloads were unloaded into the ship by an 
independent stevedoring company, that is one not connected 
with the Pennsylvania, before a strike of the stevedores was 
called. Efforts on the part of the railroad company and the 
complainant to obtain the loading of the steel were ineffectual, 
as the stevedoring company with which the steel company had 
the contract would not pay higher wages. Something more 
than $550 in demurrage acerued while the steel was at Phila- 
delphia, before it was reconsigned to Jersey City, where the 
loading was completed. 

The transportation rate from Ivy Rock to Philadelphia was 
5.5 cents. The rate from Ivy Rock to Jersey City, 14 cents, 
was applied on the reconsigned shipment. According to the 
Commission, the applicable tariff did not provide a rate cover- 
ing transfer from open cars over an uncovered pier to ship. 
It left the duty of having the lading transferred from cars to 
ship to the consignor or consignee. The railroad company’s 
only obligation, the Commission said, was to place cars promptly 
for unloading and that duty, it said, was performed. The steve- 
doring company employed by the complainant did not have an 
exclusive right to stevedore on that pier, so the complainant 
could have employed some other stevedore. The stevedore em- 
ployed by the complainant was permitted to locate a traveling 
crane on the pier but that crane did not interfere with the use 
of the pier by other stevedores, the Commission said. 

The finding, therefore, was that the record did not disclose 
that any wrongful act of the Pennsylvania was the proximate 
cause of the accrual of the demurrage charges at Philadelphia 


or the transportation charges beyond that point, hence the dis- 
missal. 


RELIEF FOR WEST SIDE LINES 


In a report on part of the fourth section phase of No. 9702, 
Memphis-Southwestern Investigation, opinion No. 8488, 80 I. C. 
‘C. 157-73, written by Commissioner Daniels, and called by him 
“Rates Between Mississippi River Points,” the Commission has 
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extended fourth section relief to the Missouri Pacific and lines 
between it and the Mississippi River west bank, so they may 
make and maintain lower rates from, to and between St. Louis 
and crossings south thereof than contemporaneously maintained 
on like traffic from and to intermediate points. In effect the 
report and accompanying supplemental fourth section order No. 
7542, permit them to make rates to points on the east side of 
the river to meet the rates of the east side lines, without their 
reducing their intermediate rates on the west side. 

This restores, in part, the situation that existed prior to 
the declaration of the Railroad Administration, made during 
federal control, that the Missouri Pacific and other west side 
lines, with rails to the crossings, did not need relief because 
competition on the Mississippi had disappeared. Ever since 
that time communities on the west side have been hoping and 
expecting the west side lines would reduce rates at intermediate 
points so as to be in a position to compete at New Orleans and 
other crossings with the east side lines, chiefly the Illinois 
Central, to and from the crossings. Instead of reducing, hows 
ever, the west side lines have elected to remain out of the 
business at points like New Orleans and Memphis, rather than 
reduce their intermediate rates. The result, according to the 
estimates of the carriers, has been the loss of considerable 
revenue by the west side lines. 

The original fourth section order denying relief to the west 
side lines was dated December 2, 1919. Relief other than that 
given in the supplemental order given in the report was denied, 
as of August 1, 1923. The denial of other relief as of that date 
means that the relief granted may be taken not later than that 
date. 


The original report on this phase of the celebrated case was 
made in 55 I. C. C. 515. That report denied relief to continue 
class and commodity rates from St. Louis and points taking 
the same rates, to Memphis, and points taking the same rates, 
which were lower than rates from, to, or between intermediate 
points; class and commodity rates from New Orleans and points 
taking the same rates, to Memphis, and points taking the same 
rates which were lower than intermediate rates; and class 
and commodity rates from St. Louis and Memphis, and points 
taking the same rates, to New Orleans and group, which were 
lower than the intermediate rates. The rates, in accordance 
with the plan of the Railroad Administration were. revised and 
since that time have been in compliance with the fourth section. 

Commissioner Daniels, in reciting the history of the adjust- 
ment of rates by the west side lines, from and to the crossings, 
said that from the time of the construction of the west side 
lines to the revision made in 1919, they had maintained the 
same rates between the crossings and were in active competi- 
tion with the east side lines, for traffic between the crossings, 
or river points. The west side carriers, he said, also had in 
effect the same rates as the east side carriers, between the 
lower crossings, on the one hand and the territory on and north 
of the Ohio River and east of the Mississippi, on the other. 
The territory to the north and east is that commonly lumped 
together as “defined territories.” 


When the federal control period ended, the west side lines 
were confronted with the alternative of meeting the lower rates 
of the east side lines and reducing their intermediate rates 
to that lower level, or of increasing the rates to and from the 
lines, as before set forth, chose to retire from the competition 
retirement from competition at the crossings. The west side 
lines, as before set forth, chose to retire from the competition 
at the crossings rather than reduce their rates at intermediate 
points. 


Application of the west side lines for relief from the fourth 
section was opposed by the Arkansas Railroad Commission and 
various Arkansas civic and commercial organizations, while the 
Memphis Freight Bureau intervened in behalf of the applicant 
lines. In the original petition. in this case only the rates be- 
tween a few of the Mississippi crossings were involved, but 
when the case was reopened the applications of the west side 
lines covering rates between all crossings: south of and includ- 
ing St. Louis, were assigned for hearing with it. 

The central fact in the situation was the higher level of 
rates on the west than on the east side of the river and the 
desire of the west side lines to maintain that higher level and 
at the same time to get into competition with the east side linéS 
at and between the crossings. The routes of the west side car- 
riers, Mr. Daniels said, generally speaking, were more cir- 
cuitous than those of the east side lines. 

Much of the evidence in the case, Mr. Daniels said, was 
devoted to showing the amount of the reductions the west side 
lines would have to make if relief was not granted and they 
desired to meet the competition of the east side lines at and 
between the river points. He put a table of rates into his report 
showing that for 316 miles the first class rate from Memphis was 
136 cents, while the west side first class rate for exactly the 
same number of miles was 167.5 cents. At 382 miles the two 
rates would be 149 and 187.5 cents. 

The Commission said it was clear from the evidence in this 
case that the west side lines, as a whole, could not be operated 
successfully on the lower basis of rates maintained on the east 
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side and that the situation of the west side carriers presented 
a special case within the meaning of the fourth section warrant. 
ing some relief, subject to the conditions under which such relief 
was authorized. The chief of such conditions is that the rates 
over the relief routes will be reasonably compensatory. The 
traffic men testified that only a little additional expense would 
be imposed by participation in the competitive business anq 
that, therefore, the lower rates of the east side lines, for the 
business in contemplation as an addition to the business done 
between points on the west side, would be reasonably compen. 
satory. 

The Arkansas commission in one place contended that the 
transportation conditions in Arkansas and western Louisiana 
were precisely like those east of the river and that the rates 
in effect via the east side lines to and from the river would be 
reasonable if applied over the direct lines of the west side car. 
riers and should not be exceeded at the intermediate points. On 
the other hand, Mr. Daniels said the Arkansas commissioon main. 
tained that the carriers had not shown that the rates would be 
reasonably compensatory and that, therefore, fourth section re. 
lief had to be denied. Mr. Daniels said the two contentions were 
not entirely consistent. He said that if the proposed rates were 
reasonable, as alleged by the Arkansas commission, it necessarily 
followed that they were reasonably compensatory. 

The carriers did not make a showing as to grain and grain 
products. Those commodities were not considered in the South- 
western Commodity case, so fourth section relief as to them 
was denied, without prejudice. 

The Commission said that it was satisfied that, with the 
exception of rates on fertilizer, those proposed by the applicants 
would be reasonably compensatory. 

Commissioner Campbell concurred in the report and order 
giving relief to the west side lines, but “only as a temporary 
expedient.” He said it should be understood that relief should 
stand for only a reasonable period, during which time a con- 
structive revision of rates on both sides of the river should be 
made effective. He said he could not believe there were any 
such differences between the southwest and the southeast as 
would justify the present disparitis in rates. He said he thought 
the situation demanded immediate attention and early correction. 


COMMISSION ORDERS 


Complainant’s petition for reopening of No. 14122, Lubrite 
Refining Company vs. Dayton Goose Creek Ry. et al., has been 
denied by the Commission. 

The Illinois Coal Traffic Bureau has been authorized to 
intervene in No. 14779, Great Western Paper Co. vs. C. & E. I. 
Ry. et al. 

The State Corporation Commission of New Mexico has been 
authorized to intervene in No. 14870, El Paso Chamber of Conm- 
merce vs. A. T. & S..F.-Ry. et al.° 

The first paragraph of the Commission’s order, dated May 
19, in Finance No. 2949, in the matter of the application of the 
Central of Georgia Railway Company for authority to assume 
obligation and liability in respect of certain equipment trust 
certificates, has been modified so that the date of the agreement 
and lease of the said certificates shall be June 1 instead of 
May 1. 

The Commission’s order entered in No. 11965, Galveston 
Commercial Association et al. vs. A. & V. Ry. et al., has been 
modified so as to permit the defendants to establish rates in cot 
formity therewith upon not less than one day’s notice. 

The petition for intervention filed by the Ohio River Sand 
Company in No. 11116, Beaver Sand Company et al. vs. Director 
General, Beaver Valley R. R. et al., has been denied except as to 
oral argument on the record as made. 

The Minneapolis Traffic Association has been authorized to 
intervene: in No. 14822, Traffic Bureau Chamber of Commerce, 
La Crosse, Wis., et al. vs. Great Lakes Transit Corporation et al. 

“Phe Carter Oil Company has been authorized to intervene in 
No. 14840, Cosden Oil & Gas Company vs. A. T. & S. F. Ry. et al. 

The Commission has authorized the Harlan County Coal 
Operators’ Association to intervene in Finance No. 2806, in the 
matter of the application of the Southeastern Railway Company, 
for a certificate of public convenience and necessity authorizing 
it to construct a line of railroad in Lee County, Va., and Harlan 
County, Ky. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Virginian Railway Com 
pany to assume obligation and liability in respect to $5,700,000 
of equipment trust certificates which are to be sold at not less 
than 94.587. 

The Central of Georgia Railway Company was authorized 
to issue $858,000 of refunding and general mortgage 6 per cent 
bonds which may be pledged for short term notes. 


WESTERN MARYLAND EQUIPMENTS 
The Western Maryland Railway Company has applied ‘ 
the Commission for authority to issue $1,500,000 of 6 per cet 
equipment trust certificates in connection with the acquisitio? 
of 2,000 rebuilt steel hopper coal cars. 
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CRUDE OIL DIFFERENTIAL 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner J. P. McGrath in a report 
on No. 14003, Citizens Gas and Electric Co. of Council Bluffs, Ia., 
vs. Atchison, Topeka & Santa Fe et al., as to rates on gas oil, 
from points in Kansas and Oklahoma, and from Kansas City to 
Council Bluffs. He said the Commission should find the rates on 
like traffic from Walters, Okla., to Council Bluffs not unreason- 
able. The allegation was that the rates on shipments of gas oil 
between June 18, 1920, and January 25, 1922, were unreasonable, 
because they exceeded the rates on crude oil, the latter to be 
established in accordance with the rule laid down in the Mid- 
continent case, 36 I. C. C., 109, decided August 15, 1915. In that 
case the Commission said rates on crude, fuel and gas oils should 
be five cents less than those on refined oils. Keeler discussed 
that and other similar cases as the foundation for a recom- 
mendation that the rates in question be condemned as unreason- 
able to the extent they exceeded rates 5 cents per 100 pounds 
prior to and 6.5 cents less, on and after August 26, 1920, than the 
contemporaneous rates on refined oils. He said the Commission 
should award reparation on the shipments subsequent to July 6, 
1920, those prior to that time being barred by the statute of 
limitations. He said the defendants were represented at the 
hearing, but offered no testimony in defense of the reasonable- 
ness of the rates. 


REPARATION ON GASOLINE 


Attorney-Examiner John McChord, in a report on No. 13926, 
Standard Oil Company (Kentucky) vs. Director-General et al., 
recommended a finding of unreasonableness and an award of 
reparation as to rates on seven tank carloads of gasoline and 
fuel oil from North Baton Rouge, La., to Carrollton, Ala., shipped 
between January 16, 1918, and June 11, 1918. The complaint 
alleged the rate of 73 cents imposed on the shipments was un- 
just, unreasonable and in violation of the aggregate of inter- 
mediates part of the fourth section, the sum of the interme- 
diates, via York, Ala., having been 61.5 cents. 

McChord said the defendants declined to introduce any 
testimony at the hearing. They claimed the complainant failed 
to prove that it bore the charges or that it was either consignor 
or consignee. 

The examiner directed attention to the fact that in the 
complaint the complainant made the allegation that it made the 
shipments, paid and bore the freight charges. He said the ex- 
hibits gave the car numbers, weight and amount of freight paid. 
He said the witness had said “This is the rate that we paid 
on these shipments, on the seven shipments that moved, and 
are indicated in the complaint.” 

Counsel for the defendants, McChord said, cross-examined 
the witness for the complainant but propounded no question 
with respect to the details of the payment of the charges. 

“It is believed that inasmuch as the witness referred in 
his testimony to the allegations of the complaint, which stated 
in detail the shipments and that complainant paid and bore the 
charges, the failure of the witness to state conjunctively on the 
hearing that the complainant both paid and bore the charges is 
not material and that defendant’s contention is without merit,” 
said the examiner. “The details of the shipments can be shown 


when the complainant complies with rule V of the rules of 
practice.” 


SWITCHING CHARGES UNREASONABLE 


_ Examiner I. L. Koch has recommended an award of repara- 
tion in No. 13811, Weber Flour Mills Corporation et al. vs. 
Union Pacific, on a finding that switching charges on carload 
shipments of wheat at Kansas City, Mo.-Kans., were unreason- 
able. The complainants alleged that switching charges of $2 
and $2.50 before and after August 26, 1920, for transporting 
humerous carloads of wheat during the period February 20, 
1920, to February 10, 1921, from defendant’s inspection tracks 
at Kansas City, Kans., to its connections at Kansas City, Mo., 
were unreasonable and unduly prejudicial. The shipments 
originated at stations on lines of the defendant in Kansas and 
were billed for official inspection at Kansas City, Kans. Upon 
arrival at that point the cars were switched to the most avail- 
able track, there officially inspected, and subsequently switched 
from that track to defendant’s connections at Kansas City, Mo., 
col b es at that point or for movement to destination be- 

The charge in question was cancelled February 10, 1921, 
following complaints that it was in violation of the findings and 
order in Reconsignment Case No. 3, and correspondence with the 
Commission. The defendant said, however, in making the con- 
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cession, it specifically stated it would not voluntarily make 
reparation to shippers on account of any such Charges paid 
prior to cancellation. The defendant said cancellation was 
made on suggestion from the Commission that in the interest 
of public policy it was desirable to have all carriers apply a 
uniform rule at the principal grain markets. The examiner 
said the defendant’s charge was unusual, and that, with the ex- 
ception of the Rock Island, which maintained a similar charge 
on interstate traffic from March 24, 1919, to December 13, 1920, 
the other lines reaching Kansas City maintained no such 
switching charge, but treated switching service such as that 
involved in the instant case as covered by the line-haul rate 
or by rules and charges governing shipments stopped for offi- 
cial inspection and disposition orders incident thereto, and that 
when defendant’s switching charge was canceled on February 
10, 1921, the situation with respect to interstate traffic became 
uniform at all Missouri river markets. The examiner concluded 
that the complainants were damaged in the full amount of the 
unreasonable switching charges. 


COAL RATES REASONABLE 


On a finding that the rate charged on a carload of coal 
from Cleaton, Ky., to Drew, Miss., reconsigned to Belzoni, 
Miss., was not unreasonable, unjustly discriminatory or unduly 
prejudicial, Examiner Harris Fleming has proposed dismissal 
of the complaint in No. 14499, Memphis Freight Bureau for 
Brown Coal Co. vs. L. & N. et al. The shipment, consigned to 
a merchant at Drew, arrived at that point March 21, 1921, and 
was placed on a public delivery track. The consignee was 
promptly notified, but on the following day refused to accept 
delivery and, at complainant’s request, the car was subsequently 
forwarded to Belzoni. 

Charges were collected on the basis of rates of $2.94 and 
$2.75, to and beyond Drew, respectively, plus a demurrage charge 
not complained of. The complainant contended that the ap- 
plicable charges should not have exceeded those based on the 
joint rate of $3.07 which contemporaneously applied from Clea- 
ton to Belzoni over the route of movement, plus $7, the per car 
reconsignment charge applicable at Drew. The complainant 
took the position, according to the report, that the car was 
merely set out at Drew to clear the main track and was not 
placed for unloading prior to its reconsignment. 

“However,” the examiner said, “the Commission has often 
pointed out that, in the absence of instructions to the contrary, 
it is the right of a carrier, and ordinarily would be the appro- 
priate course, to place a car for unloading promptly upon arrival 
at destination, while the record establishes that the consignee 
at Drew has no private track and the car was placed for un- 
loading on the public delivery track.” 

The examiner found that the applicable charges were col- 
lected except that there was an apparent failure to collect the 
reconsignment charge, and, if unpaid, that this charge should 
be promptly collected. 


PANCAKE FLOUR RATES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner John B. Keeler, in a report 
on No. 13462, Aunt Jemina Mills Company vs. Director-General, 
Chicago, Burlington & Quincy, et al., as to rates on pancake flour, 
in carloads, from St. Joseph, Mo., to Helena, Butte and Great 
Falls, Mont., Spokane, Tacoma, Seattle and Wenachee, Wash., 
Portland, Ore., and Vancouver, B. C., during federal control, be- 
tween July 17, 1918, and November 13, 1919. The applicable rates 
were 96 cents to the Montana destinations; $1.125 prior to Sep- 
tember 20, 1918, and 96 cents thereafter to Spokane, Tacoma, 
Seattle, Wenachee and Portland; and $1.19 and $1.01 for the 
same periods to Vancouver. 

Contemporaneously the examiner said the defendants main- 
tained rates from St. Joseph of 76 cents to the Montana, Wash- 
ington and Oregon points and 81 cents on buckwheat, corn, rye 
and wheat flour. In 1919 the same rates were established to the 
destinations involved on pancake flour. 

Defendants did not deny, said the examiner, that pancake 
flour, normally, should take rates no higher than other flours, 
but asserted that in the present instance the 76-cent rate was 
depressed by water competition, and should not be taken as a 
measure of the reasonableness of the rates assailed. The exam- 
iner said they had apparently overlook the fact that flour was 
on of the so-called schedule A commodities, the transcontinental 
rates upon which had not been influenced by water competition 
to an extent sufficient to justify the maintenance of lower rates 
to the coast than to intermediate points, as pointed out by the 
Commission in Transcontinental Rates, 46 I. C. C., 236, 249. 
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Keeler said the Commission should hold the rates unreason- 
able to the extent they exceeded 76 cents to the American desti- 
nations and 81 cents to Vancouver. The defendants contended 
the Commission lacked jurisdiction over the shipments to Van- 
couver, but the examiner said it should follow International 
Nickle Co. vs. Director-General, 66 I. C. C., 627, in which it held 
it had jurisdiction over the American part of the through rate. 


RATES ON SUNFLOWER SEED 


Dismissal of the complaint has been recommended by Ex- 
aminer Leo J. Flynn in a tentative report on No. 14410, Amendt 
Milling Company vs. Michigan Central et al., on a finding that 
charges collected on a carload of sunflower seed from Albany, 
N. Y., to Monroe, Mich., including advanced charges of boat 
line for transportation to Albany and cartage charges at that 
point were not unreasonable or otherwise unlawful. 

The shipment from New York to Albany by the E. G. 
Murray Lighterage & Transportation Company which did not 
hold itself out as a common carrier between those points and 
filed no tariffs with the Commission for such service, the exam- 
iner said. On demand of D. E. Long & Sons, a cartage con- 
cern, which tendered the shipment to the New York Central 
at Albany, the New York Central advanced charges of $106.60 for 
the transportation of the shipment by boat to Albany and $11.20 
for cartage at that point. 

The complainant contended that the defendants could not 
legally have advanced the charges and asked reparation in the 
amount of such charges, or in the event the shipment should be 
held to have been a through shipment from New York to Monroe 
it asked reparation to the basis of an all-rail rate of 58.5 cents 
in effect from and to those points. Disposing of these conten- 
tions, the examiner said: 


‘ 

Complainant refers to Conference Ruling 62, which condemned the 
practice of carriers which had been in the habit of advancing charges 
of boat lines, which were common carriers and making regular trips, 
unless the tariffs of the boat lines were on file. The ruling cited is 
inapplicable here as the boat line which performed the transportation 
from New York to Albany did not hold itself out to make regular 
trips between these two points. The New York Central provided in 
a tariff that it would advance, for collection from the consignee, 
among other items, charges of connecting rail, boat or stage lines 


and charges of transfer companies handling freight between railroads 
and boat lines. 


The Commission should find that the shipment was not a through 
shipment from New York to Monroe; that charges for the transporta- 
tion to Albany and cartage charges were legally advanced! and that 
the charges collected were not unreasonable or otherwise unlawful. 


FINDING FOR TEXAS CITIES 


Orders putting Marshall and Jefferson, Tex., on as favorable 
rate basis as Shreveport and Texarkana, have been proposed 
by Examiner John C. Donnally in a report on No. 14323, Cities 
of Marshall and Jefferson, Tex., et al. vs. Texas & Pacific, et al. 
He said the Commission should hold rates from St. Louis, Mem- 
phis, New Orleans and points in defined territories, based on St. 
Louis, Kansas City or Memphis, and water-and-rail rates from 
Atlantic seaboard points, to the Texas cities unduly prejudicial 
to them and unduly preferential of Texarkana. He said it should 
also hold that rates from all the points before mentioned or 
described, to Marshall and Jefferson unreasonable to the extent 
they exceeded the aggregate of intermediates, and recommended 
the modification of fourth section orders Nos. 6285, 7541 and 8600. 

The complaint contained a general prayer for reparation 
but the examiner said there were no specific shipments men- 
tioned and that therefore reparation should be denied. 

The complaint was a general one levelled at the class and 
commodity rates, one part of the allegation about undue preju- 
dice being based upon the fact that Marshall and Jefferson 
were not given as long line of commodity rates as accorded to 
Texarkana and Shreveport, where the lines observing the Texas 
common-point adjustment met lines not bound to observe that 
adjustment or interested in its maintenance. 

According to the examiner the issues in this complaint were 
considered in Cities of Marshall and Jefferson, vs. T. & P., 39 
I. C. C. 249. In that case the Commission held the class rates 
from Memphis to Marshall unreasonable and unduly prejudicial 
to the extent they exceeded rates based on the distance scale 
prescribed in Memphis Freight Bureau vs. St. Louis, Iron Moun- 
tain & Southern, 39 I. C. C. 224, and that class rates from St. 
Louis should not exceed those from Memphis by more than the 
differentials stated in that case. It also found the class and 
commodity rates from the Atlantic seaboard via gulf and rail 
unreasonable to the extent they exceeded the combinations based 
on Shreveport. But before the order became effective the para- 
graph relating to rates from New Orleans, and from the Atlantic 
seaboard territory via gulf and rail, was indefinitely postponed. 
Class rates, the examiner said, were put upon the basis pre- 
scribed from Memphis and St. Louis. 

In its essence the complaint, the examiner said, was that the 
railroads had ignored the Commission’s finding (1) that the 
rates from New Orleans and from the Atlantic seaboard were 
unreasonable to the extent they exceeded the Shreveport com- 
binations, (2) the direction that commodity rates be revised to 
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harmonize with the class rates, and. (3) the direction that Mar- 
shall and Jefferson be accorded commodity rates to the same 
extent as Shreveport and Texarkana; and that the expected 
adjustments in rates from defined territories to correspond with 
changes in the rates to the basing points were not made. 

Donnally reviewed the history of the attempts of the Texas 
cities to obtain a better adjustment and then said the Com- 
mission should find as follows: 


The Commission should find that rates from St. Louis, Memphis 
and points in defined territories basing on St. Louis, Kansas City or 
Memphis to Marshall and Jefferson are, and will be, unduly preju- 
dicial to Marshall and Jefferson and their shippers and unduly pref- 
erential of Texarkana and its shippers to the extent they exceed or 
may exceed rates on like traffic contemporaneously maintained from 
the same points to Texarkana by more than the amount by which 
the rate for the same class, or for the class to which the commodity 
belongs, from St. Louis to Marshall and Jefferson, respectively, would 
exceed on a ton-mile basis the corresponding rate contemporaneously 
maintained from St. Louis to Texarkana; that rates from New 
Orleans and water-and-rail rates from Atlantic seaboard points to 
Marshall and Jefferson are and for the future will be unduly preju- 
dicial to Marshall and Jefferson and their shippers, and unduly pref- 
erential of Texarkana and its shippers to the extent they exceed or 
may exceed rates on like traffic contemporaneously maintained from 
the same points to Texarkana; and that rates from all the points 
mentioned to Marshall and Jefferson have been and are unreasonable 
to the extent they have exceeded or exceed the aggregates of the 


contemporaneous intermediate rates based on either Texarkana or 
Shreveport. 


JOINT RATES FOR SLOGO MINE 


An order directing the defendants to remove undue 
prejudice by establishing joint rates as prayed by the com- 
plainant has been recommended by Examiner John B. Keeler 
in a report on No. 12737, Slogo Coal Corporation vs. Missouri 
Pacific et al. He said the Commission should find the existing 
rates on coal from the mine of the complainant at Johnston 
City, Ills., to interstate destinations in the north and west. 
The mine is located in the southern Illinois group about 120 
miies from East St. Louis. Joint rates, the examiner said, 
were generally in existence from mines in that group. Few, 
however, are in existence from the Slogo mine, situated on the 
rails of the Missouri Pacific because that road and its con- 
nections have not been able to figure routes for the coal. It 
contended for routes through the Missouri river crossings 
which would give it the longest hauls. Its connections wanted 
the interchange to take place at Illinois junctions. It as- 
serted that when its connections take loaded cars they insist 
upon the Illinois junctions but when they return empty cars 
to it they insist upon the Missouri river crossings, thereby 
giving it the shortest possible haul on the loaded cars and 
the longest possible on empties. 

Keeler said the Commission had frequently said the shipper 
might not be deprived of lawful rates because of carrier 
controversies of the nature involved in this case. He said 
the Commission should order undue prejudice removed by the 
establishment of joint rates from the Slogo mine not exceed- 
ing those from mines on the Southern in the southern Illinois 
group, or from mines on the Baltimore & Ohio in the Belleville 
group by more than the current differential between the south- 


ern Illinois and Belleville groups to destinations as shown 
herewith, as follows: 


Ann Arbor R. R.—AIl stations. 

Atlantic & Northern Ry.—All stations. 

Baltimore & Ohio Chicago Terminal R. R.—AlIl stations. 

Big Fork & International Falls Ry.—All stations. 

Boyne City, Gaylord & Alpena R. R.—AIl stations. 

Cedar Rapids & Iowa City Ry.—All stations. 

Charles City Western Ry.—All stations. , 

Chicago, Burlington & Quincy R. R.—Davenport, Ia., to Minneapolis, 
Minn., west of Omaha to Edgemont, S. D., including Black Hills 
Division, also branch lines in Nebraska and Kansas, north and 
northwest of Kansas City, Mo., to Denver, Colo., and Cheyenne, 
_ Wyo., including branches in Kansas and Nebraska. 

Chicago Great Western R. R.—Dubuque, Ia., and all stations in Iowa, 
Minnesota and Missouri. é 

Chicago, Milwaukee & St. Paul Ry.—Stations in Missouri, Iowa, Min- 
nesota, North and South Dakota. " 

Chicago, Rock Island & Pacific Ry.—All stations north of Kansas City, 
Mo., in Missouri, Iowa, Minnesota and South Dakota. : 

Chicago, St. Paul, Minneapolis & Omaha Ry.—Stations in Wisconsin, 
Iowa and Minnesota. 

Cincinnati Northern R. R.—All stations in Michigan. a 

Cleveland, Cincinnati, Chicago & St. L. Ry.—All stations in Michigan. 

Detroit & Huron Ry.—All stations. 

Detroit & Mackinac Ry.—All stations. 

Detroit & Toledo Shore Line—All stations in Michigan. 

Detroit, Bay City & Western R. R.—AlIll stations. 

Detroit, Toledo & Ironton R. R.—All stations in Michigan. 

East Jordan & Southern R. R.—AIl stations. 

Elgin, Joliet & Eastern R. R.—AlIl stations in Indiana. 

Grand Rapids & Indiana R. R.—AIll stations in Michigan. 

Grand Trunk Ry.—All stations in Indiana and Michigan. 

— —e Ry.—Stations in Iowa, Minnesota, North and South 

akota. 

Illinois Central R. R.—All stations in Iowa, Minnesota and South 
Dakota, 

Indiana Harbor Belt R. R.—AlII stations. 

Iowa Southern Utilities—All stations. 

Kalamazoo, Lake Shore & Chicago R. A.—AlIl stations. 

LaCrosse. & Southeastern Ry.—All stations, 

Manchester & Oneida Ry.—All stations. 

Manistee & Northeastern R. R.—All stations. 

Michigan Central R. R.—AIl stations in Indiana and Michigan. 

Michigan United Rys.—All stations. 

Michigan R. R.—All stations. 
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Minneapolis, St. Paul & Ste. Marie Ry.—Stations north and west of 
Minneapolis in Minnesota and North Dakota. 

Northern Pacific Ry.—All stations in Minnesota and North Dakota. 

Muscatine, Burlington & Southeastern R. R.—AIl stations. 

New York Central R. R.—AIl stations east of. Chicago to Elkhart, 
Indiana, thence north through Bristol and Vistula, Ind., all sta- 
tions in Michigan. ; 


New York, Chicago & St. Louis R. R.—Stations east of Chicago to 
Bellevue, Ohio. f. 

Pere Marquette R. R.—AlIll stations in Indiana and Michigan. 

Pontiac, Oxford & Northern R, R.—AIl stations. i 

Rapid R. R.—All stations. 

Stanley, Merrill & Phillips Ry.—All stations. 

Waterloo, Cedar Falls & Northern Ry.—All stations, 

Watertown and Sioux Falls Ry.—All stations. 


UNABSORBED SWITCHING CONDEMNED 


Failure of the line-haul carriers to absorb all the switching 
charges on grain and grain products at Toledo, O., between 
March 1, 1920, and April 1, 1922, Examiner Lawrence Satter- 
field thinks, in a report on No. 13606, the Larrowe Milling Co. 
vs. Ann Arbor et al., should cause the Commission to hold 
unreasonable the through charges on such traffic, in instances 
in which the traffic originated at points west and southwest 
of Toledo, milled in transit, and forwarded to various eastern 
and southeastern destinations. The through charges, he said, 
should be held unreasonable to the extent of the unabsorbed 
switching charges. The non-absorptions ran from $1.50 to $9.50 
per car. In some instances the switching was all absorbed. 

Satterfield found that some of the trunk lines serving To- 
ledo also served rival grain markets at which competitors of 
the complainant in the mixed live stock feed business received 
their transit service without any additions, for switching, to 
the joint rates. He found that such competitors were shipping 
to the same destinations as the complainant and that in all 
instances prices were fixed by free competition in which the 
Toledo competitors were handicapped by the unabsorbed parts 
of the switching charges. 

The switching charges in question were those of the To- 
ledo Terminal Railroad, on the rails of which the mill of the 
complainant was located. At the time the Larrowe mill was 
placed on the terminal company’s rails Satterfield said it was 
the custom of the line-haul carriers, with the exception of the 
Pennsylvania, during a part of the time, to absorb the total 
of the inbound and outbound switching charges. Commencing 
March 26, 1918, he said, the line-haul carriers began absorbing 
only a part of the terminal’s charges. That failure to absorb, 
he said, was coincident with an increase in the rates of the 
terminal company. That company, he said, in a fifteenth sec- 
tion application for permission to make the increases in its 
rates, said the public was not interested because the carriers 
making use of its facilities were expected to pay for the service. 
The public, it said, would be interested only in the rates as 
charges for services from one part of the terminal to another, 
not a part of a line-haul service. Satterfield said the record 
showed that during federal control the traffic assistant in charge 
of eastern trunk lines was given permission to make changes 
in the tariff so as to provide for complete absorption of the 
switching charges. Just why that proposal had not been car- 
ried out, he said, was not explained further than the declara- 
tion of witnesses for the defendants that they considered their 
revenue “too thin.” He said their testimony was confined to 
showing the revenue per ton-mile accruing to the several line- 
haul carriers after the deduction of the switching charges. But 
he said the through rates or charges were not in issue. 

The complainant, he said, contended the reasonableness of 
the through charges was not in issue and could not be estab- 
lished by a showing of the small earnings of some of the car- 
riers parties to the through transportation. Defendants, he 
said, pointed out that, considered from the standpoint of per- 
centage, their absorptions had been increased to a greater per 
cent than the net increases in the line-haul rates during the 
period in question. 

Such a showing, however, he said, fell short of sustaining 
the burden resting upon the defendants to justify the increased 
through charges. Nor did it, he said, satisfactorily explain why, 
during the reparation period, the rates through Toledo should 
have been made in a different manner than that observed at 
that point before or since the period, and with a different result 
than obtained generally at competing gateways served by them. 


SUGAR COMPLAINT DISMISSED 


Examiner John T. Money has advised the dismissal of No. 
14449, Traffic Bureau of the Phoenix Chamber of Commerce et 
al. vs. Atchison, Topeka & Santa Fe et al., on a finding that 
the rates on sugar, in carloads, from California points to Phoe- 
nix were and are not unreasonable, unjustly discriminatory or 
unduly prejudicial. The complaint was against the rates that be- 
came effective February 17, 1921. The Arizona corporation 
commission intervened in behalf of the complainant. The ex- 
aminer said the testimony in the case was of a general char- 
acter and insufficient for a finding that the rates should be 
lower than to Tucson, or lower than found reasonable in Phoe- 
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nix Chamber of Commerce vs. Director-General, 62 I. C. C., 512. 


In that case the rate of $1.045 was held unreasonable to the 
extent it exceeded 96.5 eents. 


SAW-LOG RATES REASONABLE 


Dismissal of the complaint in No. 13903, Bay City Trans- 
portation Association et al. vs. Director-General, as agent, and 
Michigan Central, has been proposed by Examiner J. Edgar 
Smith on a finding that rates on saw-logs on the Mackinaw 
division of the Michigan Central are not unreasonable. The 
allegation was that the rates were unreasonable since April 14, 
1918. The examiner said there was no proof indicating unrea- 
sonableness in the rates under attack. 


TIMBER AND LUMBER TO ARIZONA 


In a report on No. 14279, Arizona Corporation Commission 
vs. Atchison, Topeka & Santa Fe et al., Examiner John T. Money 
said the Commission should find unreasonable rates on lumber 
and rough larch timber from Portland and other points in Ore- 
gon taking the same rates, to Prescott, Ariz., to the extent they 
exceed or may exceed 67.5 cents. The allegation was that they 
were unreasonable, and, as compared with rates to Phoenix, 
unjustly discriminatory and unduly prejudicial. The rates on 
larch timber were half a cent higher than other kinds of lumber 
and timber, but the carriers expressed a willingness to make 
them the same. The rate to Prescott, on lumber, was 81 cents. 

The case was caused largely by the inability of the Santa 
Fe and the Southern Pacific to agree upon the points of inter- 
change and therefore were not able to agree upon joint rates. 
The examiner said the Commission should order joint rates 
and that if the railroads could not agree upon the interchange 
point the complainant should be allowed to bring the matter 
before it in an appropriate proceeding. 


EMERGENCY HAY RATE REPARATION 


In a report on No. 14308, M. J. Hyland, trading as Omaha 
Hay and Feed Company, et al., Director-General, Chicago, Bur- 
lington & Quincy et al., Examiner J. P. McGrath said the Com- 
mission should find the rate charged on baled hay, from Omaha, 
to Bozeman, Cardwell, Wilsall and Benchland, Mont., on ship- 
ments that moved between January 10 and March 31, 1920, were 
legally applicable. The ‘rate was 30 cents. The complainants 
contended the rate was illegal. The rate was an emergency 
rate and the charge of illegality was based upon a dispute as 
to the tariff interpretation. 

The examiner said the Commission should hold illegal the 
rate on like traffic from O’Neill and Schuyler, Neb., to Red 
Lodge to the extent the factor of a combination, applicable be- 
tween Laurel and Red Lodge, exceeded 9 cents. The emergency 
rate was made subject to a limitation which seemed to increase 
the Laurel-Red Lodge factor from 9 to 10 cents. The examiner 
said the Commission should hold that the effect of the limitation 
on a plan to give rates one-half those usually. applicable could 
not be to increase any factor and that the factor was illegal to 
the extent it exceeded 9 cents, and direct refund to that basis. 


LUMBER SHIPMENTS OVERCHARGED 


Attorney-Examiner John McChord, in a report on No. 14526, 
Marshall Tie Co. vs. Southern et al., said the Commission 
should find that twelve carload shipments of lumber from 
Cherokee, Ala., to Hopkinsville, Ky., between October 15, 1921, 
and May 29, 1922, were overcharged, and direct the carriers 
to refund the difference between the rate charged and the one 
that was applicable, with interest. He said the proper rate was 
24 cents. Charges were collected at a rate of 31.5 cents. 


WROUGHT IRON PIPE REPARATION 


Reparation on account of an unreasonable rate on wrought 
iron pipe, in carloads, from Pittsburgh to Mannington, W. Va., 
has been recommended by Examiner Warren H. Wagner in a 
report on No. 14589, National Supply Co. of Pennsylvania vs. 
Baltimore & Ohio et al. The complaint alleged the fifth class 
rate of 27 cents was and is unreasonable, unjustly discrimi- 
natory and unduly prejudicial. The complainant asked for a 
reasonable rate and for reparation. The shipments on which 
reparation was asked moved between August 30 and September 
29, 1922. They moved over the Pennsylvania and the Baltimore 
& Ohio. The complainant asked for a commodity rate of 19 
cents applicable from stations on the, Baltimore & Ohio to 
Mannington. The 19-cent rate was made effective over the 
route of movement after the shipments had been made. The 
Baltimore & Ohio contended that there was no regular move- 
ment over the route in question and that the subsequent estab- 
lishment of the rate was not a confession of unreasonableness. 
The examiner said the Commission should hold the 27-cent rate 
unreasonable to the extent it exceeded 19 cents and direct 
reparation to that basis. 
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TRANSCONTINENTAL APPLICATIONS 


The Trafic World Washington Bureau 


Men in the traffic bureau of the Commission have been ad- 
vised that the Transcontinental Freight Bureau has formulated 
an application for relief from the long and short haul part of 
the fourth section on a line of commodities, which, on account 
of its comparative brevity, is expected to be disappointing to 
shippers in the Mississippi and Missouri valleys. But, according 
to the explanations that have been given by the railroads to ship- 
pers in those valleys, their object in making up the list of com- 
modities was to include therein only the things that are moving 
freely by the canal, so as to show the Commission their desire 
to be no more than to permit all-rail rates necessary to meet 
competition. They excluded from that list commodities, for 
which, on account of commercial competition, shippers might de- 
sire relief so as to put them into the Pacific coast terminal mar- 
kets on a more favorable basis. Commercial competition, how- 
ever, was not recognized, it was said, as the controlling reason 
for including or excluding any commodity. 

The proposal is to blanket rates from the Buffalo-Pittsburgh 
line, on the east, to the Missouri River on the west. 

Coincidentally, and in accordance with the custom of long 
years’ standing, the Southern Pacific will apply for permission to 
make rates from New York piers the same as those proposed 
from the blanketed territory of origin. The Mallory line will 
also ask like permission, as to the rail-and-water route in which 
it participates, it is the understanding. The Southern Steam- 
ship Line is expected at the same time to apply for permission 
to make like rates from Philadelphia via the gulf ports. It would 
be Hamlet without Hamlet were the Southern Pacific and the 
steamship lines to forego making a bid for traffic from the At- 
lantic ports via the gulf on the same basis. 

When the applications have been set down for hearing the 
usual line-up of interests is expected, Chicago and the middle 
west supporting the contentions of the transcontinental lines, 
and, in some instances, opposing the rates from the seaboard 
on the ground that the rates from the seaboard, if permitted to 
become effective, would deplete the revenues of the rail lines be- 
yond the gulf ports so as to bring the proposed arrangement in- 
to conflict with the intent of the amended fourth section, to make 


such relief as may be granted, not an undue burden on other 
traffic. 


The following commodities it is proposed to carry, from the 
blanket territory, on a 75-cent rate, the minimum, of course, not 
being the same in all instances: Rice, soda, band iron and steel, 
pipe bands, billets, bolts, horse shoes, boiler ends, rosin, nails 
and spikes on an 80,000 minimum, cast iron pipe, structural iron 
and steel, rail fastenings, pressed steel car sides, and wire rods, 
each on 80,000 minimum, with higher rates on most of the ar- 
ticles on lower minima. At a dollar rate the carriers propose to 
carry boiler flues, cast iron pipe, structural iron and steel, pressed 
steel car sides, paint, soap, magnesium sulphate, phosphate am- 
monia, soda-alumina, sulphate of lime and phosphate of, paper 
and articles of such, as bags, books, boxes K. D., labels, wall 
paper, carpet lining, newsprint and poster paper, and wrapping 
paper. Only a few articles are to carry rates in excess of $1. 
The most conspicuous are nails and spikes at $1.05 for a 50,000 
pound minimum, ammunition $1.10 on a 40,000 pound minimum, 
tinware, $1.50, lard and lard substitutes, $1.20. Rates on iron 
and steel articles, from group J, are to be 77 per cent of the rates 
carried in the tariffs in specific sums. 


FOURTH SECTION HEARINGS 


At a hearing on fourth section applications before Exam- 
iner Cummins at Chicago, June 4, carriers serving the north 
central states asked for a joint hearing on and postponement 
of applications 1840, 1848, 1858, and 1898, pending a probable 
readjustment of all rates between Missouri River and other 
Western Trunk Lines points and point on and east of the 
Mississippi. The applications involve class and commodity 
rates between Illinois, Indiana, Wisconsin, Michigan and points 
on the Mississippi on the one hand and points on and north 
of the Missouri on the other. 

The carriers said that, in the latter part of May, a com- 
mittee of carrier representatives had called on the Commission 
informally with a view to certain readjustments in this ter- 
ritory and the Commission had advised them to file evidence 
under Docket 14625, which involves the bases of rates through- 
out this territory. The formal application to broaden the scope 
of this case is being prepared. The representatives of the 
carriers said, therefore, that, in view of the probable alteration 
of rate bases in this territory, a readjustment of the rates in- 
volved in these four applications would, perhaps, be a waste 
of time at present-and asked postponement of their hearing or 
consolidation with Docket 14625. Date of hearing has not been 
set for this case. 

In the hearing of fourth section application 1869, which in- 
volves rates on sewer pipe and wall coping, in straight or mixed 
carloads, and drain tile and flue lining in mixed carloads be- 
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tween Monmouth, Galesburg and Streator and points in north- 
ern Iowa, the C. M. & St. P. said that such fourth section vio. 
lations as it had were being removed. Representatives of the 
Cc. B. & Q. asked that relief be granted to Sioux City from 
Monmouth, Macomb, Galesburg, Hopewell, Streator and Chicago, 
in erder to permit them to serve all points on their line, Sioux 
City being on a circuitous branch line, where, they said, the 
traffic could be handled at the lower rate. : 

In application No. 1844, concerning rates on salt from Chi- 
cago, Peoria, St. Louis, and groups to points in the Missouri 
River district, the C. B. & Q. asked the same relief as granted 
under fourth section order 1840. Detroit was said to be the 
originating basing point for salt rates in the current tariff, 
Boyd’s I. C. C, A-1225, No. 57-G. Other points, such as Akron, 
Cleveland, etc., it was stated, were handled by adding certain 
arbitraries to the Detroit group rates. Relief was asked to 
Sioux City and other points on the branch line of the C. B. & Q, 
in order to increase traffic on this line. Sioux City was shown 
to be 114 per cent more circuitous from Detroit, via Chicago, 
over this line than over the shortest route. 

In application 1845, which involves similar rates, relief was 
asked on the same ground. In application 1846, involving class 
and commodity rates from St. Paul, Minneapolis, Minnesota 
Transfer and points in Iowa, Minnesota and Wisconsin to Mem- 
phis, Jackson, Meridian and New Orleans, the C. M. & St. P. 
said that such fourth section violations as existed would be 
removed. 


NEW LUMBER RATES 


The publication of a new system of rates on lumber and 
forest products from north Pacific points to C. F. A. territory 
was indicated as probable at the hearing of fourth section ap- 
plication No. 12383, June 6, before Examiner Cummins at 
Chicago. A postponement of the hearing was asked by repre- 
sentatives of the carriers who said they had filed June 5, an 
amended application through which they intended to submit 
to the Commission a new tariff embodying a scheme of rates 
that would clarify the situation. It was stated that the work 
of compiling the tariff was practically completed except for 
the drawing up of maps, and that: it was being pushed with 
all speed. 

The new tariff will establish five new groups in C. F. A. 
territory and will be based on an application of the Kelly com- 
bination rates which it is expected to keep all routes open 
and avoid application of the equa-distant clause as well. The 
formulation of the rates will be by the use of Countiss 28-E 
I. C. C. 1115 with the combination from the gateways of Jones 
127H, I. C. C. 833 and Jones 228, I. C. C., U. S. 1, as rules 
for the construction of combination rates. 

The carriers have been studying this situation for some 
time and said they believed they had arrived at a rate struc- 
ture that would be satisfactory to all parties and protect the 
integrity of the rates by all routes. It was stated that most 
of the proposed rates were available to the shipper now but 
that there was considerable confusion, due to the fact that 
they involved a great number of combinations using the Kelly 
rules, and that for years there had been through rates to the 
east but only a large number of combinations in C. F. A. 
Territory. 


TRANSCONTINENTAL RATE HEARINGS 


Transcontinental rates to the Pacific Coast were under con- 
sideration before Examiner Cummins at a hearing on fourth sec- 
tion applications in Chicago, June 5, at which applications filed 
as early as 1910, were reopened. The hearings are a part of the 
Commission’s program of clearing up a number of cases of long 
standing. Four applications were heard jointly—205, 342, 645, 
646. No evidence was presented by the carriers, it being their 
contention that all phases of fourth section violation as embodied 
in these cases had been covered by existing orders. 

The Transcontinental Freight Bureau, it was stated, had 
under way a correction of transcontinental tariffs which would 
be placed before the Commission in an attempt to obtain specific 
wording as to routing of transcontinental freight, which it was 
hoped will eliminate much of the fourth section difficulty caused 
by transcontinental rates through higher rated territory. The 
present rates indicate no specific routings east of such gateways 
as Denver, and representatives of the Transcontinental Freight 
Bureau indicated that an attempt would be made to formulate 
such routings. It was estimated that at least three months would 
be required before a submission to the Commission could be 
made. 

The carriers believed that if these cases could be carried 
over until such time as the proposed changes could be made, the 
defence of the proposed routes would elarify the situations. AP 
plication 205 was the first application filed by R. H. Countiss 
before the Commission. Applications 645 and 646 are old appli- 
cations involving transcontinental tariffs of the Chicago, Milwau- 
kee and Puget Sound, under I. C. C. 32 and 115. Number 205 
involves tariffs I. C. C. 915, 128 and 929. Number 342, also a 
Countiss tariff, involves I. C. C. 914 and 923. 
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VALUATION THEORIES 


The Trafic World Washington Bureau 


William Jennings Bryan’s declaration at the La Follette 
valuation conference that he was the original “cost of reproduc- 
tion” advocate, and Senator La Follette’s reply that, in 1893, re- 
production values were below original costs, the latter being the 
pasis of value contended for by La Follette and his associates 
today, has caused students of valuation theories to point out that 
time has shifted the positions of the railroads and utilities, on 
the one hand, and the protectors of the “public interest” on the 
other hand. 

What has happened is this: In the 90’s valuation experts for 
the railroads and utilities contended for valuations on the basis 
of original cost. Their opponents contended for valuations on 
the basis of cost of reproduction. Now the railroads and utilities 
emphasize the importance of consideration of cost reproduction 
in determining value, while their opponents contend for the 
original cost idea. 

In an address some time ago on the subject of valuation for 
rate-making purposes, John E. Benton, general solicitor of the 
National Association of Railway and Utilities Commissioners, 
said: 


It was in 1898 that Smyth vs. Ames, 169 U. S. 125, was decided. 
In that case the Union Pacific railroad was contesting rates pre- 
scribed. by the statute of the state of Nebraska. In these. days 
owners usually pin their faith to reproduction cost, but then, 
oddly enough, it was the state represented by William Jennings 
Bryan which contended that any return to which the company 
might be entitled must be computed upon reproduction cost while 
the company was contending that it should be computed upon 
the original cost, which it claimed to be shown by the amount of 
its stock and bonds outstanding. The road had been constructed 
in war times when everything was high. 


The court, in the Smyth vs. Ames case, did not accept either 
basis as urged, but set up a “fair value rule” providing that the 
various elements of value must be taken into consideration in 
the determination of value. The court said: 


And, in order to ascertain that value, the original cost of 
construction, the amount expended in permanent improvements, 
the amount and market value of its bonds and stocks, the present 
as compared with the original cost of construction, the probable 
earning capacity of the property_under particular rates prescribed 
by statute, and the sum required to meet operating expenses, are 
all matters for consideration, and are to be given such weight as 
may be just and right in each. case. 


In the Southwestern Bell Telephone Company valuation case, 
recently decided by the Supreme Court, Associate Justice Brand- 
eis dissented on the ground that, in his opinion, the so-called 
rule of Smyth vs. Ames was legally and economically unsound. 
He said the majority opinion, adhering to that rule, declared 
that what was termed value must be ascertained by giving 
weight, among other things, to estimates of what it would cost 
to reproduce the property at the time of the rate hearing. He 
said the experience of the twenty-five years since the Smyth case 
was decided had demonstrated that the rule there enunciated 
was delusive, and that it had failed to afford adequate protection 
either to capital or to the public. Continuing, Justice Brandeis 
said: 


The adoption of present value of the utility’s property, as the 
rate base, was urged in 1893, on behalf of the community; and it 
was adopted by the courts, largely, as a protection against inflated 
claims based on what were then deemed inflated prices of the 
past. See argument in Smyth vs. Ames, 169 U. S. 466, 479, 480; 
San Diego Land & Town Co. vs. National City, 174, U. S. 739, 757, 
758; San Diego Land & Town Co. vs. Jasper, 189 U. S. 439, 442, 443; 
Stanislaus County vs. San Joaquin & Kings River Canal & Irriga- 
tion Co., 192 U. S. 201, 214. Reproduction cost, as the measure, or 
as evidence, of present value was, also, pressed then by represen- 
tatives of the public who sought to justify legislative reductions 
of railroad rates. The long depression which followed the panic 
of 1893 had _ brought prices to the lowest level reached in the 
Nineteenth Century. Insistence upon reproduction cost was _ the 
shippers’ protest against burdens believed to have resulted from 
watered stocksfi reckless financing, and unconscionable construc- 
tion contracts. Those were the days before state legislation pro- 
hibited the issue of public utility securities without authorization 
from state officials; before accounting was prescribed and super- 
vised; when outstanding bonds and stocks were hardly an indica- 
tion of the amount of capital embarked in the enterprise; when 
depreciation accounts were unknown; and when book values, or 
property accounts, furnished no trustworthy evidence either of 
cost or of real value. Estimates of reproduction cost were then 
offered, largely as a means, either of supplying lacks in the proof 
of actual cost and investment, or of testing the credibility of evi- 
dence adduced, or of showing that the cost of installation had been 
wasteful. For these purposes evidence of the cost of reproduc- 
tion is obviously appropriate. 

_At first reproduction cost was welcomed by commissions as 
evidence of present value. Perhaps it was because the estimates 
then indicated values lower than the actual cost of installation. 
For even after the price level had begun to rise, improved ma- 
chinery and new devices tended for some years to reduce construc- 
tion costs. Evidence of reproduction costs was certainly welcomed, 
ranuse it seemed to offer a reliable means for performing the 
imeult task of fixing, in obedience to Smyth vs. Ames, the value 
or a new species of property to which the old tests—selling price 
Ab net earnings—were not applicable. The engineer spoke in 
rg oh language implying certitude. His estimates seemed 
th be free of the infirmities which had stamped as untrustworthy 

€ opinion evidence of experts common in condemnation cases. 
. Te for some time, replacement cost, on the basis of prices pre- 
be ing at the date of the valuation was often adopted by state 
ommissions as the standard for fixing the rate base. But gradu- 
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ally it came to be realized that the definiteness of the engineer's 
calculations was .delusive; that they rested upon shifting theories; 
and that their estimates varied so widely as to intensify, rather 
than to allay doubts. When the price levels had risen largely, 
and estimates of replacement cost indicated values much greater 
than the actual cost of installation, many commissions refused 
to consider valuable what one declared to be assumptions based 
on things that never happened and estimates requiring the projec- 
tion of the engineer’s imagination into the future and methods 
of construction and installation that have never been and never 
will be adopted by sane men. Finally, the great fluctuation in 
price levels incident to the World War led to the transfusion of 
the engineer’s estimate of cost with the economist’s prophecies 
concerning the future price plateaus. Then, the view that these 
estimates were not to be trusted as evidence of present value, was 
frequently expressed. And, state utility commissions, while ad- 
mitting the evidence in obedience to Smyth vs. Ames, failed, in 
ever-increasing numbers, to pay heed to it in fixing the rate base. 
The conviction is widespread that a sound conclusion as to the 
actual value of a utility is not to be reached by a meticulous 
study of conflicting estimates of the cost of reproducing new 
the congerie of old machinery and equipment, called the plant, 
and the still more fanciful estimates concerning the value of 
the intangible elements of an established business. Many com- 
missions, like that of Massachusetts, have declared recently that 
“capital honestly and prudently invested must, under normal con- 
ditions, be taken as the controlling factor in fixing the basis 
for computing fair and reasonable rates.” 

To require that réproduction cost at the date of the rate 
hearing be given weight in fixing the rate base, may subject in- 
vestors to heavy losses when the high war and post-war price 
levels pass—and the price trend is again downward. The aggre- 
gate of the investments which have already been made at high 
costs since 1914, and of those which will be made before prices 
and costs can fall heavily, may soon exceed by far the depreciated 
value of all the public utility investments made theretofore at 
relatively low cost. For it must be borne in mind that deprecia- 
tion is an annual charge. That accrued on plants constructed 
in the long years prior to 1914 is much larger than that accruing 
on the properties installed in the shorter period since. a 

The adoption of the amount prudently invested as the rate 
base and the amount of the capital charge as the measure of the 
rate of return would give definiteness to these two factors involved 
in rate controversies which are now shifting and treacherous, 
and which render the proceedings peculiarly burdensome and 
largely futile. Such measures offer a basis for decision which is 
certain and stable. The rate base would be ascertained as a fact, 
not determined as matter of opinion. It would not fluctuate with 
the market price of labor, or materials, or money. It would 
not change with hard times or shifting populations. It would 
not be distored by the fickle and varying judgments of appraisers, 
commissions, or courts. It would, when once made in respect to 
any utility, be fixed, for all time, subject only to increases to 
present additions to plant, after allowance for the depreciation 
included in the annual operating charges. The wild uncertainties 
of the present method of fixing the rate base under the so-called 
rule of Smyth vs. Ames would be avoided; and likewise the fluctua- 
tions which introduce into the enterprise unnecessary elements of 
speculation, create useless expense, and impose upon the public 
a heavy, unnecessary burden. 


The majority opinion in the telephone company case has 
been hailed as a great victory for the owners of railroad and 
other utility properties by financial writers in the press. These 
writers assumed that, under the decision, reproduction cost on 
valuation date was a measure of value. This view is not held 
in official circles at the Commission or among representatives 
of the state commissions. Their view is that the court merely 
restated the principles before established. It is pointed out 
that, in a period of low price levels, consideration of the cost of 
reproduction would tend to lower the value found just as in a 
period of high price levels it would tend to increase the value 
found. In discussing this phase of the case, Mr. Benton says: 


The majority opinion of the U. S. Supreme Court in the South- 
western Bell case, while perhaps in no respect changing the state- 
ment of the law, lends an emphasis to the reproduction cost factor. 
which is likely to increase the insistence of carriers and utilities 
upon the acceptance of reproduction cost as a measure of value, 
which in my humble opinion, it decidedly is not. It is a factor 
which must be given weight. The majority opinion settles this as 
the present rule. Hence the prudent investment is not the measure 
of value. Both are evidence of value to be given their proper 
weight. It is still true, as stated by the court in the Minnesota 
Rate Cases opinion, that the ascertainment of value “is not a 
matter of formulas, but there must be a reasonable judgment 
having its basis in a proper consideration of all relevant facts.” 
In the Southwestern Bell case the Supreme Court found, as the 
majority opinion stated, that the Missouri commission “undertook 
to value the property without according any weight to the greatly 
enhanced costs of materials, labor and supplies,” and this was 
what the court condemned. 


POSSIBLE LA FOLLETTE LITIGATION 


The Trafic World Washington Bureau 


Commission men familiar with the terms of the valuation 
section of the interstate commerce law and the Commission’s 
practices thereunder freely admit the possibility of those who 
participated in the LaFollette valuation conference in Chicago 
taking the Commission into court with a view to having it 
ordered, by mandamus, to do something it has not done. The 
Kansas City Southern did that because the Commission said the 
statute required the doing of something no rational human being 
could do—that is, to guess how much more it would cost to 
obtain the lands held by the Kansas City Southern now, by con- 
demnation or other methods, than was the cost of acquiring 
those lands in the method and manner that were used. 

The Supreme Court said that, no matter how irrational the 
requirement of the law might be, it was the duty of the Commis- 
sion, as the agency of the Congress, to make the effort and report 
the result. It said it was not within the scope of the Commis- 
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sion’s work to say that that which Congress had ordered was 
impossible of performance. The Kansas City asked for and 
obtained a writ of mandamus. But when the Commission ordered 
it to submit its testimony on the point that was under con- 
sideration the railroad company joined with the Commission in 
asking for the revocation of the mandamus. It seemed not 
anxious to go ahead under the rule of the court directing the 
Commission to undertake what it had asked be done. At the 
next session of Congress, the Commission was relieved of the 
duty of making the guess, which the requirement of the court 
would have made necessary. 

A writ of mandamus, it is admitted, might be obtained be- 
cause the Commission has not done every little thing that text 
of the statute says shall be done. For instance, the Commission 
is required to report in detail on each piece of property owned 
or used by the common carrier, the original cost to date, the 
cost of reproduction new, the cost of reproduction, less deprecia- 
tion. Congress was not content with that general direction It 
went into detail. In the fourth apragraph of section 19a, the 
valuation section, it said that, in ascertaining the original cost 
to date of the property, in addition to other elements the Com- 
mission might deem necessary, it should investigate and report 
on the history and organization of the present and previous cor- 
porations operating such property; “upon any increases or de- 
creases in the stocks, bonds, or other securities, in any reor- 
ganization; upon moneys received by any such corporation by 
reason of any issues of stocks, bonds, or other securites; upon the 
syndicating, banking or other financial arrangements under which 
such issues were made, and the expense thereof” and other 
details of immense complexity, the history of which would be 
hard to get and the value of which, if and when obtained, would 
not be of obvious value. 

The Commission, in many instances, has reported itself 
unable to find the original cost and has declined to make any 
estimate as to that item. It has paid little attention to stocks 
and bonds. 

Any one of half a dozen small omissions of that kind, it is ad- 
mitted, under the severe rule laid down in the Kansas. City 
Southern case, might be made the ground for asking for a 
writ of mandamus, especially if the men who participated in the 
conference succeeded in persuading the labor organizations, for 
instance, to contribute large sums for that kind of heckling of 
the Commission about a work, the practical value of which, to 
many, has not been obvious, especially to those who know that 
rates are not based either on capitalization or on valuation, but 
on the ability of the traffic to stand them. The fact that the 
labor leaders, through their publications, have been laying great 
stress on valuation, has suggested the thought that LaFollette 
and some of the so-called valuation experts have seen the deep 
treasury into which they might dip if they could only persuade 
the labor leaders that railroads were worth $10,000,000,000 less 
than some figure they set before the leaders as the valuation total 
likely to be approved by the Commission. The labor leaders 
have large funds at their command. They contributed liberally 
to the Plumb plan propaganda because that seemed to provide a 
method whereby the members of the railroad operating organ- 
izations could retain the high rates of pay established during 
government operation, if not increase them. 

It is suggested that it has not been hard for those desiring 
a new political issue or further employment in the valuation 
work to persuade the labor leaders that they had better get 
into the valuation work if they desire to prevent the valuation 
of railroad property at such a figure as forever to close the 
door to government ownership and brotherhood operation. The 
thought is that the labor leaders “fell for’ the talk about over- 
valuation, or, if not for that, for a suggestion that even if the 
railroads were worth what the Commission might report them as 
being worth, that would be no reason for the labor leaders 
quitting their fight to get a say in the management of those 


properties, by Plumb plan method, or straight out government 
ownership. 


VALUATION REPORT 


In a tentative valuation report the Commission has found the 
final value of property owned and used by the Georgia & Florida 
Railway Company to be $4,618,813 as of June 30, 1918, and of 
total used property, $4,815,313. On date of valuation the company 
had outstanding $17,087,455.04 in stock and long-term, debt, made 
up as follows: Common stock, $5,217,000; preferred stock, $3,478,- 
000; funded debt, $7,832,000, and certificates of indebtedness, 
$560,455.04. The property of the Georgia & Florida Terminal 
Company, leased to the Georgia & Florida, was valued at $172,500. 


VALUATION ORDER SUSTAINED 

The Court of Appeals of the District of Columbia has sus- 
tained a ruling by the Supreme Court of the District of Colum- 
bia holding that the Interstate Commerce Commission may 
refuse carriers access to records and data of the bureau of 
valuation. The St. Louis & Southwestern asked for a writ of 
mandamus compelling the Commission to give it access to the 
records. A minority opinion of the Court of Appeals. held that 
Congress did not intend that the Commission should refuse to 
permit the carriers to see the records. 
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S. P.-C. P. CONTROL CASE 


Argument was heard in St. Paul, Minn., May 31, by United 
States Circuit Judges Sanborn, Stone and Lewis on the applica. 
tion of the government for a final decree in the case of the Unite 
States against the Southern Pacific in which the Supreme Court 
of the United States ordered a separation of the properties of the 
Southern Pacific and Central Pacific. This is the case in which 
the Commission authorized the Southern Pacific to obtain contro] 
of the Central Pacific by lease and stock ownership after the 
Supreme Court had ordered the dissolution. The Southern Pacific 
asked the court to enter a decree permitting the order of the 
Commission to be made effective. Solicitor General James \, 
Beck appeared for the government and F. P. Blair and C. A. 
Severance for the Southern Pacific. The arguments involved the 
effect of the transportation act on the Sherman anti-trust law. 

Mr. Beck said the position of the Attorney-General in the 
case was one of great respect for both the Supreme Court and for 
the Commission and that he simply asked that the court carry 


into effect whatever it regarded as the true will of Congress. He 
said in part: 


The present proceeding concerns not merely the integrity of the 
judgment of the Supreme Court in one of the most important trans- 
portation cases ever submitted to that court for its authoritative 
decision, but, in its last analysis affects the integrity of the Sherman 
anti-trust law. If, in the enforcement of this famous rule of public 
policy, the action of the courts is subject to the revision of the Inter- 
state Commerce Commission, then the Sherman anti-trust law, so 
far as the regulation of interstate transportation is concerned, ’ has 
largely lost its efficacy and there would seem to be little use in the 
future of any effort by the government to enforce its provisions in 
the judicial department of the government when under the interpre- 
tation now sought to be given to the transportation act the real court 
of last resort is an administrative commission. 


_It may be that Congress intended such a radical departure in a 
policy, to which it has now tenaciously adhered for nearly thirty- 
three years, and it may also possibly be an act of wisdom to transfer 
the whole question of permissible monopolies or restraints of trade 
in interstate transportation from the rigid enforcement of the Sher- 


man anti-trust law to the more elastic discretion of an administrative 
tribunal. 


The government, however, can not assent to this view until the 


judiciary, as the final interpreter of th il 
——_ Pp e will of Congress, shall so 


We recognize that the Commission in this matter has acted fron 
the highest motives and with a full belief in its legal power to mie 
the order. It did so after a very patient hearing of the railroads in- 
volved and of the representatives of the states through whose terri- 
tory these railroads pass. Possibly no hearing was ever given more 


care or was marked with a more scrupulous desire to h 
testimony that could be adduced. " ———— on 


The United States was not a party to thet hearing. While the 
Department of Justice was given full opportunity to pa before 
the Commission, yet we felt it inconsistent with our fidelity to the 
Supreme Court to appear before the Interstate Commerce Commis- 
sion, an administrative tribunal, and reargue the merits of the 
Southern Pacific’s control of the Central Pacific. We recognize, 
moreover, that, after a full and patient hearing, the Commission 
made an order which contains many constructive features of un- 
doubted value. It may be true that the practical wisdom of that 
order is vindicated by the very general satisfaction with which it 
has been apparently received in the great section of the country 
through which the railroads pass. Upon the wisdom of the Commis- 
sion’s order I express no opinion. If it has the legal power to substi- 
tute its judgment as to what the interests of that section and of 
the entire nation require for the judgment of the Supreme Court, 
then we do not question in this proceeding the constructive value of 
its order. It is solely a question of power and the general policy of 
railway consolidation is not involved in this case. 


It may well be that this carefully prepared and very able order 
of the Commission is a wise and beneficent adjustment of a problem 


which for more than a generation has vexed the government and the 
states more immediately affected. 


_It may well be that the settlement proposed by the Commission, 
which has, at least for the time being, harmonized the long-standing 
differences of great trans-continental carriers, will better subserve 
the public interests than the absolute divorce which the Supreme 
Court, enforcing the Sherman law, has decreed. 


Nevertheless, the question remains whether, after the Supreme 
Court has adjudged that the control of the Central Pacific by the 
Southern Pacific is unlawful as destructive of competition, the Com- 
mission could disregard such finding and declare otherwise. 





BIG CANADIAN ENGINE 


The largest passenger engine in Canada has just been turned 
out at Kingston for the Canadian National Railways, the first 
of sixteen to be built there for the company. The overall 
length of the engine, including tender, is 90 feet. The tender 
has six wheels on each side and will carry 17 tons of coal and 
10,000 imperial gallons of water. The weight of both is over 
290 tons. The width of the engine is 10 feet 6 inches, and its 
tractive power 49,600 pounds. It is about 20 per cent more 
powerful than the largest passenger engine now in service it 
Canada. It has eight drive wheels, four on each side, of 73 
inches in diameter. The boiler carries 210 pounds’ pressure to 
the square inch, with an inside diameter of 7 feet 4 inches at 
the largest course. It is equipped with everything known (0 
modern railroad practice in the way of safety devices, labor 
saving equipment and economy of operation. It can draw 4 
train of 17 cars at a speed of 70 miles an hour. It has a reserve 
of power not maintained by the ordinary engine; if stopped oD 
a grade it can start without having to take up the slack and 
cause a jerk. The whistle and bell have been placed on the 
side in order to keep within the height limit. 
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MEETING OF CLAIM AGENTS 


Railway and steamship men of the United States, Canada, 
Mexico and Cuba connected with the freight claim departments 
of practically every railroad on the North American continent 
met in Montreal last week for the 32d annual convention 
of the American Railway Association, Freight Claim Division. 
According to reports submitted, restoration of American rail- 
way lines to private operation has caused a tremendous re- 
duction in the number of claims submitted by the public for 
damages to shipments, or thefts, representing some kind of 
inefficiency in the handling of freight. 

William C. Fitch presided over the meetings, as R. H. 
Aishton, president of the American Railway Association, and 
N. D. Mayer, representative of the Freight Claim Division on 
the board of directors of the general association, were unable 
to be present, their testimony being required at an inquiry 
peing conducted by the Interstate Commerce Commission. 

The morning session on the opening day was taken up 
mainly with addresses, among them being a speech by Sir 
Henry Thornton, president of the Canadian National Railways. 
In the afternoon the meeting considered reports, including 
that of the committee on rules of order, as to the attitude of 
the railways on all phases of freight carrying by interlocking 
roads. 

Sir Henry Thornton, in his speech, emphasized the value 
of co-operation and teamwork, saying: ‘No individual, no mat- 
ter how great he may be in ability, can make a success of a 
railway if he has not support and co-operation.” i 

It was shown that out of the freight carried annually by 
American railroads, amounting to billions of dollars, 2,200,000 
claims for reparations on account of loss, theft, or damage, 
representing $48,000,000, were made in 1922. This is a decrease 
from 1921, with claims for $96,000,000, and the difference was 
attributed entirely to the energetic propaganda work of the 
committee on freight claim prevention. Only 1,053 claims out 
of the more than two million adjusted by the freight claims 
division were disputed between the roads to the extent of 
having recourse to the committee of appeal. 

Reports of the secretary and general committee of the 
freight claim division showed that in 1919, when the railroads 
of the U. S. were under government control, 4,300,000 claims 
were received. In 1920, when government control continued 
to September 1, 4,800,000 claims were received. In 1921, claims 
amounted to 2,600,000, while, in 1922, there was a still further 
reduction, the total being 2,300,000. Traffic in the latter years 
was not lower. On the contrary, it was heavier in 1922 than 
in the other years, with the exception of coal. 

It was stated that average shipments were handled twice 
as efficiently in 1922 as in 1920, when conditions were bad. 
Under government control there had been a lessening in the 
morale of the workers, the feeling being that the United States 
was rich and could afford to pay. Post-war conditions had 
also militated against efficient handling of freight; but, on the 
other hand, the coal and shop strikes in 1922 had been handi- 
caps against efficient administration. 


Further argument presented for the benefit of private op- 
eration was the recurring normality in other branches, show- 
ing reductions in complaints. At the close of 1921, unadjusted 
loss and damage claims were 578,000; at the close of 1922 there 
were 273,000 such claims. In 1922, there were 66.4 per cent 
of all claims presented permanently adjusted within 30 days 
from receipt, as against 58.1 per cent in 1921. In 1922, 86 per 
cent of all claims were settled within 90 days, as against 78.1 
per cent in 1921. The 1922 balance was 14 per cent, as against 
22 per cent in 1921, consisting mostly of claims requiring ex- 
tensive investigation over a number of railroads handling the 
shipments in question, or lack of supporting evidence on the 
part of the claimants 


It was stated that, at present, 90 per cent of claims were 
being adjusted within 90 days of receipt, and conditions were 
almost normal again. The situation was said to be somewhat 
the same on Canadian railways. 

The sessions the second day were mainly devoted to the 
consideration of the report on loss and damage rules and the 
report of the committee dealing with the apportioning of 
Claims among the different railways in cases of shipments han- 
dled by more than one road. 

, Officers were elected as follows: Chairman, J. B. Basker- 
Ville, assistant general claim agent, Norfolk & Western Railway, 
Roanoke, Va.; first vice-chairman, J. F. Horrigan, freight claim 
agent, Northern Pacific Railway Company, St. Paul, Minn.; 
Second vice-chairman, W. B. Kellet, freight claim agent, Fort 
Worth & Denver City Railway; secretary, Lewis Pilcher, Chi- 
cago. Members of the governing committee of the freight 
Claim division were elected as follows: R. L. Calkins, New 
York; H. C, Pribble, Topeka, Kan.; W. C. Fitch, San Francisco; 
C. M. McDonald, Boston; H. M. Moors, New Orleans. The 
Canadian member is Edward Arnold, general freight claim 
agent, Canadian National Railway, Montreal. 
At this session, in honor of Memorial Day, Oliver N. Gold- 
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smith, claim agent of the Chicago & Western Indiana and Belt 
Railway of Chicago, a war veteran in his 80th year, recited 
Lincoln’s Gettysburg address and members stood for thirty 
seconds in honor of the soldier dead of the United States. Mr. 
Goldsmith prefaced the recitation with a survey of the growth 
of the United States in the last sixty years. 

In the evening of the second day the annual convention 


dinner was held at the Mount Royal Hotel. Many of the dele- 
gates had their wives and families with them, and with the 
200 delegates present a convivial time was had. The ballroom 
was decorated with the flags of the four nations represented. 
W. C. Fitch, retiring chairman of the association, was in the 
chair, and Fred E. Winburn acted as master of ceremonies. 

On the last day of the meetings some suggestions were 
made by which those receiving and shipping goods by freight 
could make effective the motto of the railway and steam- 
ship lines in the association—“Cut Loss and Damage in Half— 
It Can Be Done.” A memorandum of suggestions was drawn up 
by following which shippers and receivers of freight might as- 
sist carriers in reducing loss and damage. It was emphasized 
that a perfect package might not reach its destination unless the 
billing was also perfect. This applied as much to the billing de- 
partment of the shipper as to that of the railway. Illegible bill- 
ing was condemned and abbreviations discouraged. 

When the shipment consists of more than one package it is 
a great help, in keeping track of goods, it was stated, to place 
consecutive numbers on the packages, the number to be shown 
in large figures directly following the consignee’s name. The im- 
portance of using the word “from” before the name of the shipper 
on all packages was stressed. Including the street address of 
the shipper was also advised. Large writing and figures were 
recommended. The habit of some firms of stamping their ship- 
ments with the trade name instead of that of the commodity 
was deprecated. 

Nailing was said to be the weakest part of the ordinary box 
shipped. Proper nails and proper spacing were urged; all space 
within the package should be occupied. Receivers of stray pack- 
ages of freight were urged to notify the carrier at once, in order 
that the packages might be connected with the regular billing. It 
was stated that, apart from robbery, freight was lost only when 
the record was lost. Prevention heads are studying the best 
means of keeping freight and waybill together. Customers were 
urged to follow a given program in unpacking freight—the work 
of unpacking and checking should never be interrupted. The en- 
tire lid should be removed from every case and before sending 
it to the yard the case should be turned upside down. 


Several hundred rules governing loss and damage, which are 
observed by railroads in connection with the apportionment of 
claims among different roads, were adopted. It was urged that 
carriers employ proper cars for special kinds of merchandise. 

In opening the discussion William C. Fitch, chairman of the 
Freight Claim Division, said: 


We are gathered today for consideration of what is unques- 
tionably the most important part of our work, the protection of 
freight in the hands of carriers so that there may be a decided 
reduction in the amount charged by the carriers to the loss and 
damage account and even more particularly that there may be 
less annoyance and dissatisfaction to the patrons of the carriers, 
and a consequent increase in the harmony and co-operation 
between those two interests. It has been said many times that, 
to the extent that the interests of the various shipping interests 
of the country are concerned or improved, just to that extent will 
the interests of the carriers be advanced. Whatever hurts the 
industry in so far as transportation is concerned, necessarily and 
materially hurts the carriers. The money value of commodities 
lost or damaged after delivery to the carriers for transportation 
is not the most important evil. The annoyance to the shipper 
and dissatisfaction to the consignee are matters which must be 
overcome by better handling of freight. We are here to consider 
what can be done by carriers themselves and through co-opera- 
tion with the shippers and receivers of freight to overcome all 
the dissatisfactions that have existed hitherto. 


President R. H. Aishton, of the Association, who was unable 
to be present, wrote as follows: 


It is not indulging in the use of reckless rhetoric to say that 
the reduction of claims paid chargeable to the loss and damage 
account, with the consequent reduction of the ratio of freight 
claim payments to gross freight revenue of Class I carriers 
from 2.42 per cent, for the previous four years, to a figure of 
1.12 per cent for 1922, is a monument to the efficiency of the rail- 
roads in the building of which you and your organization had a 
part and one of which you may all be justly proud. Co-opera- 
tion of shippers and the public in the past had been most help- 
ful in bringing about heavier loading, prompt unloading, and 
increased mileage per car, and only by their continued co-opera- 
tion and their full knowledge of what this means to their own 
transportation requirements could results be secured. 


TANK CAR LOSS AND DAMAGE 


Loss and damage suits of exceptional interest to shippers 
in tank cars have recently been disposed of by William C. Wil- 
son, justice in the Municipal Court, Part 1, of the Ninth District, 
Borough of Manhattan, City of New York, in cases brought 
against Director-General Davis and the Pennsylvania by the 
General Chemical Company., 

In the case against the railroad company (No. 25292) the 
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General Chemical sued on a claim assigned to it by the Alan 
Iron & Steel Company to recover the value of a tank car of 
sulphuric acid, shipped in its own car to the Wood company 
at Conshohocken June 15, 1920, f. 0. b. Marcus Hook. 

According to the uncontradicted testimony of various wit- 
nesses, the car was in good condition when it left Marcus Hook, 
received no rough handling, and was in good condition until 
the conductor who was to take it out of West Philadelphia 
discovered a leak, while he was walking to his caboose, that 
was spilling acid at the rate of about five gallons a minute. 
The leak was discovered an hour after the car was inspected 
at West Philadelphia. The railroad witnesses testified there had 
been no rough handling. 

Justice Wilson said the evidence convinced him that in 
some manner, not disclosed, there was such handling on the 
part of the defendant’s employes as to cause that heavy leak- 
age, and that it could not have been caused in any other man- 
ner. He said he was convinced that the damage was caused 
by the negligence of the railroad company and its employes. 
Therefore he held the company liable for the loss, amounting 
to $528.16, and interest amounting to $84.50. 

In the case against Director-General Davis (No. 25290) the 
question was one of latent defect in a truck side of a certain 
type. The witnesses for the railroad testified that the derail- 
ment of the car of acid was caused by the breaking of a truck 
side. They concluded that it was a latent defect because 
three-fourths of the break was rusty and the other fourth 
“shiny” as of recent origin. The car, as in the other case, 
originated at Marcus Hook, the car being shipped December 
14, 1919, to the Empire Tire & Rubber Company at Trenton, 
N. J. It was derailed and wrecked near Chester Pike Bridge. 
The railroad employes came to the conclusion that a broken 
truck side was the cause of the derailment of the tank car. 

The Director-General claimed that inasmuch as it was a 
defect of a latent nature that caused the wreck, he was not 
to be held in damages for the loss of the acid entailed thereby. 

“If, as all the witnesses who examined the break testified, 
seventy-five per cent of the same was an old break,” said the 
justice in a memorandum opinion, “I cannot conceive of its 
being a latent defect and not noticeable upon proper examina- 
tion. The evidence discloses that considerable trouble had been 
had by railroad companies with the Bettendorf truck side be- 
cause of its failure to withstand the strain from time to time, 
and that they had a tendency to crack and break, and with 
the railroad company’s knowledge of such a tendency, it seems 
to me that the railroad company is called upon to exercise a 
high degree of care in their inspection. If there was a seventy- 
five per cent break in the truck side, that break existed at the 


time the car was accepted by the railroad company for the: 


purpose of transportation and if a proper inspection had been 
made by the inspectors of the railroad company at the time 
that it was received by them for transportation such a crack 
would have been observed.” 

The justice said that, aside from the question of negligence, 
under the Master Car Builders’ rules and decisions, the railroad 
was responsible for the damage to the lading. He said that 
both the plaintiff and defendant in this instance were members 
of the M. C. B. A. Rule 32 of that association provides that 
the delivering company shall be responsible for damage to 
any car caused by derailment. From that the justice deduced 
that all consequential damages resulting from a derailment 
would be chargeable to the railroad, which, in this instance, 
would include the lading itself. 

As to the point made in behalf of the Director-General 
that the suit was based on an assignment of claim, prohibited 
by federal statutes, the justice said that section 10 of the federal 
control law did not permit the carrier to take advantage of 
the prohibitory statute. 

Another point raised by the Director-General. according to 
the report on the case made by Justice Wilson, was that he 
was not liable in damages because the damage resulted from 
a defect or vice in the property. The judge said that that 
claim had no application to the issues of fact in the case be- 
cause “the property” referred to by the inherent defect or vice 
rule alluded to the contents of the car, and not to the car itself. 
He said the rule could have no application in this case because 
there was no claim that the acid contained in the car had any- 
thing to do with the cause of the wreck. Therefore he gave 
judgment for $597.26 for the lost acid and $113.79 for interest 
on the value thereof. 


NO. 9702 REACTIONS 


The Trafic World Washington Bureau 
The Commission, in a memorandum respecting No. 9702, 
the Memphis Southwestern Investigation, has called attention to 
tariffs filed in supposed compliance with the report and order 
in that case “containing rate changes producing increases in 
present rates in many cases not authorized or required by this 
decision.” The memorandum is as follows: 
The attention of the Commission has been called to tariffs 
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filed to become effective June 30, 1923, purporting to have been 
issued in pursuance to the decision in this proceeding containing 
rate changes producing increases in present rates in many cases 
not authorized or required by this decision. Informal protests 
have been made against some of these changes and it is possible 
that others may be formally protested before the expiration of 
the time allowed for that purpose. 

As the adjustment of rates involved is one of considerable 
magnitude and covers an extensive territory, it is desirable in 
order that the fullest possible consideration may be given to such 
protests that they be filed with the Commission as early as 
possible. Therefore it is suggested that a prompt check be made 


of the tariffs published as a result of this proceeding and protest 
filed at the earliest practicable date. es 


No mention of specific tariffs is contained in the memo- 
randum, but it is understood that the rates that, prima facie, 
to the Commission, seem unwarranted, are contained in Leland’s 
I. C. C. No. 1600, Speiden’s I. C. C. Nos. 657 and 715, Cotterill’s 
I. C. C. No. 440 and tariffs carrying proportional rates from 
New Orleans into Louisiana for application to traffic from the 
north and east. Informal protests concerning the proportionals 
caused the examination of the tariffs filed in supposed com- 
pliance with the decision in that case and the issuance of the 
memorandum calling the attention of shippers to what had been 
done. It called attention to the important fact that some of 
the increases in rates apparently were not required nor war- 
ranted by the Commission’s decision in that case, in which 
the disappearance of competition on the rivers was made the 
foundation for an increase in rates in the southeast and the 
southwest greater than shippers thought possible. 


Coincidentally with the Commission’s memorandum asking 
for information, shippers took note of supplement No. 9 to 
Speiden’s I. C. C. 674 and supplement No. 19 to his I. C. C. 643, 
effective July 1. In them the carriers appear to be undertaking 
to make rates on iron and steel, canned goods and a number 
of other commodities on the formula basis used by them in 
I. and S. No 1303; that is, to make commodity rates on per- 
centages of the class rates. 

A similar character of publication, it is believed, is Glenn’s 
A-409, effective June 15, carrying increases and reductions on 
sweet potatoes from Georgia and other southern points to des- 
tinations in the north, east and west, the basis being 29.5 per 
cent of first class. Some informal objections had been made 
to that tariff when this was written, the ground being that, on 
account of the expense of preparing the yellow yams produced 
in the South for the market, chiefly the expense of de-hydration, 
the new rates would not permit the growers to compete with 
growers in the peninsulas of Delaware and Maryland. 


OVERCHARGE REPARATION CASE 


The Trafic World Washington Bureau 

The Garcia Sugars Corporation, by the Mather-Cogswell Cor- 
poration, has sent the Commission, for filing, a formal docket 
complaint, asking for an order of reparation requiring the Savan- 
nah & Atlanta and other defendant railroads to pay to it 
$7,739.65, collected as overcharges on 39 carloads of raw sugar 
shipped from Port Wentworth, Ga., to Marine City, Mich., be- 
tween February 18 and March 12, 1920. 

No dispute about the law or the facts on the main question 
in the case exists between the railroads and the complainant. 
The former, however, are. not willing to make reparation, be- 
cause the Detroit, Bay City & Western, the delivering line, is 
in the hands of a receivership. The complaint says the de- 
fendants admit the charges collected were in excess of the 
legal tariffs, but, owing to the receivership, are unwilling to 
pay, except upon an order from the Commission. They hold 
that attitude notwithstanding the fact that that part of the 
Detroit, Bay City & Western known as the Port Huron & 
Detroit Railroad, is not under the control of the receiver. 

Fifth class to and from the Ohio River was collected on the 
sugar in question, although at the time of the movement the 
complaint alleges and the carriers admit the legal rates were 
commodity rates. The combination of commodity rates, estab- 
lished when the railroads made concessions in the rates to in- 
terior sugar refiners on the theory that they were entitled to 
compete with the seaboard refiners, was 69 cents. That yielded 
$18,857.72. The combination of class rates yielded $27,774.58. 
There is an outstanding undercharge of $1,177.21 The railroads 
have prorated the undercharges so as to show how much each 
owes to the complainant and included the figures in the com- 
plaint so the Commission can make the order desired with the 
minmum of work on its part. 


NORTHWESTERN PACIFIC BONDS 


The Northwestern Pacific Railroad Company has applied 
to the Commission for authority to sell $1,352,000 of first and 
refunding mortgage 4%4 per cent bonds. The proceeds will be 
used for the purchase of new equipment, additions and better- 
ments, and to reimburse the company’s treasury for funds ad- 
vanced on account of new construction and additions and bet- 
terments. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter 
‘ stem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


LOSS OF OR INJURY TO GOODS 


Seller Who Consigned Goods to Himself, and Not Buyer Who 
Paid With Bill of Lading Attached, Had Right of Action 
Against Carrier for Damages: 

(Supreme Court of Alabama). Where goods were shipped 
consigned to the shipper himself for delivery to buyers | on 
payment of draft with bill of lading attached, an action against 
the carrier for damage to the goods during passage, should 
have been brought by the shipper, and not the buyers, since 
the subsequent delivery of the goods to the buyers on their 
payment of the draft did not operate as an assignment of 
the right to recover the damages. (Louisville & Nashville R. 
Co. v. Sarris & Collas, 95 So. 903). 

Notation in Bill of Lading Held Not to Authorize Delivery of 
Shipment Without Production of Bill of Lading: 

Where seller of goods shipped goods consigned to himself 
and attached bill of lading to draft, notation in bill of lading 
that buyer should be notified did not authorize the carrier 
to deliver the shipment to the buyer without the production 
of the bill of lading.—Ibid. 

Variance Between Allegations that Goods Had Been Shipped 
to Buyer and Proof that Seller Had Consigned Goods to 
Himself Held Fatal: 

In buyer’s action against carrier for damage to goods 
sustained during transportation, variance between pleadings 
alleging that the carrier had accepted the goods for shipment 
to the buyer and proof that the seller had in fact consigned 
the shipment to himself for delivery to buyer on payment of 
draft with bill of lading attached held fatal.—lIbid. 

Complaint Held to Plead Negligence of Carrier in Shipment of 
Flour: 

Complaint alleging that defendant railroad as a common Car- 
rier accepted specified quantity of flour for shipment, and that 
the defendant “was negligent in and about the handling of such 
flour on said shipment, in this, that the defendant negligently 
allowed or permitted the said flour to become wet and damaged 
by water, to the plaintiff’s damage aforesaid,” held sufficient 
to plead defendant’s negligence.—Ibid. 

Interstate Commerce Commission Has No Power to Compel 
Shipper to Take Less Than Actual Value of Goods Lost; 
Statute Prohibits Such Limitations of Liability: ‘ 
(Court of Civil Appeals of Texas. . El Paso). The power 

of the Interstate Commerce Commission to fix rates does not 

enable it to require a shipper in intrastate commerce to accept 
less than the actual value of goods lost in shipment, even 
though he has signed a contract containing such limitations, 
since Rev. St. Arts. 707, 708, prohibits such limitations of 

liability. (Lancaster et al v. Houghton, 249 S. W. Rep. 1103). 

Limitation for Loss of Household Goods of 10 Cents Per Pound 
Held Unreasonable: 

A valuation of each article of househeld goods shipped by 
carrier at 10 cents per pound beyond which it attempts to 
limit its liability for loss of such goods is unreasonable and 
should not be enforced, since it is a matter of common knowl- 
edge that some articles of small weight are of great value, 
whereas others of greater weight are of small value.—Ibid. 


Carrier Not Liable for Watch and Cuff Buttons Included in 

Shipment of Household Goods: 

Since a watch and cuff buttons, valued at $20, are .not 
household goods, their presence in a shipment to a carrier 
without revealing their special value is a fraud upon the 
carrier which discharges its liability for loss of these articles 
Irrespective of Rev. St. arts 707, 708.—Ibid. 

Where Agreed Valuation of Lost Goods Was a Certain Amount, 

Judgment for Higher Held Erroneous: 

Where the agreed valuation of loss of goods, sustained by 
a shipper was a certain amount, it was error to enter judg: 
ment for a larger amount.—Ibid. 


CARRIAGE OF LIVE STOCK 


Contract Provisions Binding After Delivery of Stock Shipment, 
Damaged From Causes Beginning to Operate While Live 
Stock Still in Carrier’s Possession: 

(Supreme Court of Oregon). Where live stock is shipped 
under a “low value stock contract,” as prescribed by the Public 
Service Commission by virtue of Or. L. sec. 5878, and it 
appears, after completed delivery, that the live stock has been 
damaged from a cause which began to operate while the stock 
was still in the carrier’s possession, the contract provisions 
are applicable and binding on both parties. (Cripe et al v. 
Davis, Agent, etc., 214 Pac. Rep. 343). 
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Contract Provisions as to Damages and Notice of Injury to 
Shipment of Sheep Held Inapplicable After Delivery by 
Carrier: 

Where five carloads of sheep were shipped under a “low 
value stock contract,” prescribed by the Public Service Com- 
mission by virtue of Or. L. sec. 5878, and after completed 
delivery by unloading on private spur track some of the sheep 
strayed upon the main line of railroad and were killed by a 
train, the contract provisions as to the measure of damages, 
and notice of injury were inapplicable, since the cause of de- 
struction of the sheep did not begin to operate while they 
were in the carrier’s possession.—Ibid. 


Delivery of Shipment by Carrier a Mixed Question of Law and 

Fact: 

Delivery of a shipment by a carrier is a mixed question 
of law and fact.—Ibid. 

When Court May Instruct That Delivery Has Been Made by 

Carrier as Matter of Law Stated: 

Where the evidence is plain, clear, and undisputed, show- 
ing that personal property was received, transported, and put 
into the possession of, and under the dominion of, consignee 
at the point of destination, it is proper for the court to in- 
struct the jury as matter of law that delivery had been made 
by the carrier.—Ibid. 


Party in Whose Favor Error Operates Cannot Complain: 

Where an error has been made in refusing to give an in- 
struction, the party in whose favor the error operated cannot 
complain.—Ibid. 


Instruction Held Sufficient to Impose Upon Plaintiffs the 

Burden of Showing Ownership of Live Stock Injured: 

In an action against a carrier for damages to a shipment 
of sheep, an instruction that it was “incumbent upon the 
plaintiffs to show ownership of the sheep” held sufficiently to 
charge that the burden was imposed upon plaintiffs to show 
ownership of the sheep in themselves before they were en- 
titled to recover damages.—Ibid. 


Reasonable Care Required to Avoid Killing Stock Straying 
on Right of Way: 

Where a carrier completed delivery of a shipment of sheep 
upon a private spur track, the fact that the sheep strayed 
upon the carrier’s right of way and bunched themselves upon 
the track in front of an approaching train, did not excuse the 
carrier from using reasonable care to avoid running down and 
killing the stock.—Ibid. 


Where Shipper Does Not Accompany Live Stock, Carrier Must 
Give Prompt Attention, Despite Contract that Shipper As- 
sumes All Risks and Expenses of Feeding and Watering: 
(Supreme Court of Oklahoma). Where a shipment of live 

stock was made under’ special contract providing that. the 

shipper should assume all risks and expense of feeding and 
watering, and the carrier is aware that the shipper is not 
accompanying the animals to care for them, it is its duty 
to give them proper attention the same as though no contract 
for care by the shipper had been made. (Chicago, R. I. & P. 
Ry. Co. v. W. T. Hales & Co., 214 Pac. Rep. 170). 


Special Contract That Shipper Will Care for Shipment of Live 
Stock Where Shipper Does Not Accompany It Held Not 
To Change Rule of Prima Facie Case of Negligence 
Against Carrier: 

Where a shipment of live stock is made under special 
contract providing that the shipper will care for the animals 
and attend to feeding and watering them, and the carrier is 
aware that the shipper is not accompanying the animals to 
care for them and undertakes to feed and water them, the 
special contract does not change the general rule that proof 
of delivery to carrier in good condition and delivery by the 
carrier at destination in bad condition makes a prima facie 
case of negligence, and the burden is on the defendant to 
overcome such prima facie case.—Ibid. 


Interstate Shipper Not Precluded from Recovering Damages 
for Negligent Delay in Furnishing Stock Cars: 


(Supreme Court of Missouri, Division No. 1). An Inter- 
state shipper did not waive right to damages for delay in 
furnishing stock cars by a provision in the subsequent Dill 
of lading that all prior contracts relating to the manner of 
receipt or transportation of the live stock described therein, 
or furnishing cars therefor, are hereby waived and merged in 
this agreement, it not being within the power of the carrier 
under the Carmack Amendment of June 29, 1906, to the Inter- 
state Commerce Act of 1887 (U. S. Comp. St. sec. 8604a) to 
make a contract exempting it from, liability for damages — re- 
sulting from its own negligence or unlawful act in the hand- 
ling of. interstate business. (Howell et al. v. Hines, Director 
General of Railroads, 249 S. W. Rep. 924). 


Evidence That Cars Were Ordered on November 12 for Ship- 
ment Held Ample for Jury: 
Evidence that shipper of hogs ordered on November 12 
three stock cars, to be delivered for loading on November 18, 
held ample for submission of that issue to jury.—Ibid. 
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Cars Ordered Six Days Before Intended Use Held Ordered 

Within Reasonable Time: 

Where it was shown that three or four days was the time 
usually allowed for placing of cars for live stock shipments, 
an order for cars on November 12 for use on November 18 
was made within a reasonable time.—lIbid. 

Evidence of Live Stock Shipper as to Market Prices Held 

Competent: 

Evidence of live stock shipper as to market prices of hogs 
at St. Louis on certain days, taken from the Stock Reporter, 
held competent.—Ibid. 

BILLS OF LADING 
Consignee Can Recover Advances Made on Duplicate Bill of 

Lading: 

(Supreme Court of South Carolina). Where carrier by mis- 
take gave shipper two bills of lading for a single interstate 
shipment of cotton, and consignee made advances on the du- 
plicate bill of lading, consignee can recover such advances 
from carrier. (Gleason v. Bamberg, E. & W. Ry. Co., 117 S. E. 
Rep. 188). 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Findings of Department of Public Works on Granting Certifi- 
cates of Convenience and Necessity Not Disturbed: 
(Supreme Court of Washington). Findings of department 

of public works on granting a certificate of public convenience 

and necessity to one of two rival carriers will not be disturbed 
unless they show evidence of arbitrariness and disregard of 
the material rights of the parties to the controversy. (State 
ex rel. B. & M. Auto Freight v. Department of Public Works, 

et al., 214 Pac. Rep. 164). 

Carrier by Water Entitled to Hearing on Application for Cer- 
tificate of Convenience by Land Carrier: 

A carrier by water between two points, which would be 
adversely affected by the granting of a certificate of conveni- 
ence and necessity to an auto freight carrier, was entitled 
to be heard on application by the auto freight company for 
a certificate of convenience and necessity.—Ibid. 

Priority of Application for Certificate for Convenience Not 
Controlling: 

Of two public auto freight carriers not having transported 
freight over a regular route between two points, neither was 
entitled to a certificate of convenience and necessity as matter 
of right, and the fact that one of them was prior by a few 
days in point of time in making application has no controlling 
effect on the question as to which one should be granted the 
certificate, in view of Laws 1920-21, p. 341, sec 4.—Ibid. 

No Abuse of Discretion in Order Granting Certificate of Con- 
venience and Necessity: 

Department of public works held not to have abused its 
discretion or acted arbitrarily in granting a certificate of public 
convenience and necessity to one of two rival applicants 
engaged in auto freight service where the effect of having 
granted it to the other one would have probably been to 
eliminate a boat service and deprive a large number of persons 
of transportation facilities.—Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Charter of Four Vessels Held Not Separately Assignables 
(District Court, D. Massachusetts). A charter party, 
whereby the owner chartered to the charterer four vessels at a 
stipulated monthly hire for each vessel, beginning from the date 
of delivery of that vessel, and which required the charterer to 
deposit a stated sum as security for the hire on the delivery 
of each vessel, though it might be considered a divisible con- 
tract for some purposes, was not a separate contract in respect 
of each vessel, so that an assignment of the rights of the 
charterer in respect of one vessel, though it might possibly 
have passed an equitable interest, would not entitle the 
assignee to sue the owner on the charter party but his situa- 
tion was analogous to that of a sublessee or subcharterer. 


(Marine Transp. Co. v. Shawmut S. S. Co. Leventritt v. Same, 
287 Fed. Rep. 547). 
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Agreement Supplemental to Charter Held Not to Relieve 

Against Forfeiture for Nonpayment of’ Hire: 

An agreement supplemental to a charter party of four ves. 
sels, which gave the owner the right to withdraw any vesse 
from the charter party the hire of which was not paid on the 
due date, and authorized the owner to apply any portion of 
the guaranty fund which had been deposited under the terms 
of the charter to the payment of any hire due, did not cop. 
template that the guaranty fund must be entirely exhausted 
before any default in payment of the hire occurred for which 
the owner could withdraw the vessels from the charter.—Ibiq, 
Guaranty Fund for Charter of Four Vessels Held Security for 

Payment of Hire on All: 

Where a charter party required the charterer to Day 
$20,000 when each of the four vessels covered by the agree. 
ment was delivered to him as security for payment of the hire 
of the vessels, and permitted the charterer to withdraw $20,000 
in the event of the loss of any one vessel, the guaranty fund 
thereby created was not limited to the payment of the charter 
hire for the vessel for which each portion was deposited, but 
the amount deposited for two vessels, which was all the 
deposit that ever was made, could be applied to payment of 
the hire of any of the vessels.—Ibid. 

Charterer’s Letter Held Not to Defeat Owner’s Right to Pay 

Hire From Guaranty Fund: 

Where a charterer had deposited a guaranty fund for 
payment of the hire of the vessels, an agreement stated in 
a letter by the charterer extending the time for the payment 
of monthly hire, and permitting the owner to use the amount 
deposited in the guaranty fund without further notice, was 
not intended to defer the right of the owner to apply the 
guaranty fund against hire then due, if it preferred to do 
so, but was intended merely to give the charterer an extension 
of the time within which he could pay the hire due without 
being adjudged in default.—Ibid. 

Owner’s Request Vessel be Brought Home in Ballast Held Not 
to Relieve Charterer of Hire: 

A request by the owner that a vessel be brought home in 
ballast, to which no objection was made by the charterer, 
and which was not shown to have damaged the charterer, or 
to have been treated by him as a termination of the charter 
party, does not relieve the charterer from its duty of paying 
the charter hire.—Ibid. 

Vice President of Charterer Corporation Held to Have Had 

Authority to Release Charter: 

Where it appeared in the record that a number of other 
papers relating to a charter party of four vessels were signed 
by the vice president of the charterer corporation, and that 
he took part in the making of the charter arrangements, those 
circumstances, with the fact that he was vice president, indi- 
cate he was acting within the scope of his authority in signing 
@ document acknowledging. the charterer’s default and releas- 
ing= the vessel from the charter party.—Ibid. 

Mere Payment of Past-Due Hire Does Not Reinstate Charter: 

The mere payment of the charter hire past due would not 
reinstate a vessel withdrawn from the charter party for 
default in payment of the hire, in the abscence of any indi- 
= that the parties intended thereby to reinstate her— 
Ibid. 

Charterer Held in Default in Payment of Hire for Vessel: 

Since the appropriation of a fund given as security for 
the payment of the hire of a vessel does not cure default in 
payment of the hire, an assignment of freight in protection 
of monthly hire then due does not cure the default, nor does 
a waiver of prompt payment of the hire then due waive prompt 
payment of the hire for the succeeding month.—Ibid. 


FLOUR RATE REDUCED 


The Trafic World Ottawa Bureos 


As a result of representations made by Ontario and Quebec 
millers that they were handicapped in grinding wheat for export, 
a reduction has been made in freight rates of 21% cents a hut 
dred on flour ground from ex-lake wheat for export going to 
Montreal, Portland and St. John. The millers said they had to 
pay the difference in freight rates between wheat and flour 
of over five cents a hundred, whereas the millers of the west 
could ship flour to the seaboard ‘at only one cent extra, and the 
millers in some parts of the United States could import Man 
toba wheat to their mills and ship the product for export at 4 
difference in freight of only 8.3 per cent. 

* _C. 1. F. SHIPMENTS TO CHILE ; 

Assistant Trade Commissioner W. E. Embry, Santiago, Chile, 
has made the following report to the Department of Commerce 
as to c. i. f. shipments to Chile: 

The standard shipping terms adopted March 28 by the_Inter- 
national Chamber of Commerce at Valparaiso make no mention, 9 
the case of ec. i. f. quotations, of the inclusion of consular charges. 
This is a subject which has given rise to no little controversy ~ 
Chili, owing to the fact that these charges are rather heavy; ty 
consular fee for an invoice value up to $200 is $5, while invoice valu 
in excess of this amount must pay at the rate of 1%4 per cent. 
would therefore seem advisable for exporters to quote prices Cc. } 


(port), consular fees paid,” or “‘c. i. f. (port), consular fees for account 
of consignee.”’ 
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INTERCOASTAL LINES ADVANCE RATES 


The Trafic World New York Bureau 


Following the agreement among the sixteen steamship com- 
panies in the intercoastal trade to end the rate war, in effect 
since June, of last year, announcement was made this week 
of a general advance in rates of 35 to 50 per cent above pre- 
vious levels. The new tariff is still 25 to 30 per cent below the 
figures quoted before the collapse of the conference last year. 

The new rates, applying on shiments from the Atlantic and 
Gulf to the Pacific, will become effective August 1. Increases 
on traffic from the Pacific to the Atlantic are being drafted by 
a special committee in San Francisco. The New York committee 
has so far completed its tariff only on iron and steel articles, 
but it expected that agreement would be reached shortly on 
the rest of the 5,000 items on the list. In making these in- 
creases, the steamship lines gave consideration not only to 
the ability of the traffic to bear the higher charges, but also 
to the recent reduction announced by the Transcontnental rail- 
roads on many commodities from the Chicago and other districts. 

The Shipping Board, which took the initiative in the restora- 
tion of the conference, concurs in the rate increases. It has 
four ships in the trade operated by the North Atlantic & West- 
ern Steamship Company. Among the other companies in the 
conference are the American Hawaiian, Irgonaut Line (repre- 
senting also the Isthmian Line), Munson-McCormick Line, 
Moore & McCormack, Garland Line, Pacific Mail, Luckenbach 
Line, Williams Line, Dollar Line, Crowell & Thurlow. It is 
expected also that the Transmarine and the new Weyerhauser 
Line will adhere to the rate advances. 


Because of the large volume of trade moving between 
coasts by water, and also to the relatively lower rates than by 
rail, the steamship companies do not anticipate any important 
decline in traffic due to the rate increases. There are now 


approximately 150 vessels of 1,500,000 tons in the intercoastal 
trade. 


The new rates are quoted per 100 pounds in carload lots. 
Pieces or packages over 35 feet but not exceeding 60 feet in 
length are subject to an additional charge of 10 cents. Pieces 
or packages over 60 feet are subject to special arrangement. 
The new iron and steel rates follow: 


Item of Carload rates 
Tariff 1V. (per 100 lbs.) 
1885—Band; bars, including corrugated or twisted bars; slab (up 

to and including six inches in width); hoop; rod (threaded 

ae Ae ee ee eer eee eee 
1920—Beads, corner; flooring, expanded metal; lathing, bitumin- 

ized paper, metal reinforced; lathing, woven wire, corru- 

gated, perforated or expanded; reinforcement, metal con- 

crete, N. O. S.; studding, iron—in bundles............... .60 
1925—Belting, link; buckets, elevator, cast iron; castings, chain; 

chain, including chain shackles, N. O. S.........eceeeees 45 
1935—Billets, blooms, ingots, muck bars (steel scrap has been 

Eliminated) ....ccccccsceccccscccccvasescevesccccccscscccess -40 
1945—Bolts; blots, lag; nut locks; nuts; rivets, galvanized or 

plain, japanned or tinned or coated with copper, brass 

OF DFONSS: ScrEWS, IAT WASNETS. «..0.cccvcceccacevcesseceeces -40 

1965—Calks, toe; shoes, horse, mule or ox—in kegs.............. -40 

1970—Castings, N. O. S., as from mold, except being cleaned and 
drilled with bolt holes and dipped to preserve from rust, 
not machine finished; clevises; forgings, N. O. S., not fur- 
ther finished than being drilled with bolt holes; molds, 
ingot; wheels, sprocket, N. O. S., as from mold, except 
being cleaned and drilled with bolt holes and dipped to 
preserve from rust, not machine finished................ -50 
2045—Ends, boiler, flanged or unflanged; heads, boiler, flanged or 
unflanged; plate and sheet (United States standard gauge 
No. ll-or thicker), black, galvanized, etc. (Plate and 
sheet, U. S. standad gauge Nos. 12 to 16 eliminated from 
WE IED | wc pecigsaecie tout sueccmccmnwemesinvnscinine Saab ape -40 
2047—Plate and sheet (United States standard gauge No. 12 or 
thinner), black, galvanized, long terne (coated with com- 
position of lead and tin), or corrugated, not bent or 
eee ae Pree bi deere varake io tale auatacssaiereuarass eee -50 
2050—Corrugated iron, flashings, ridge roll. (Sheet, United 
States standard gauge No, 12 or thinner eliminated from 
eee SUID. Saline, Sse 4 Hoh aaa AOA ERs ae v4 ad cee ua eaaians -60 
2065—Ferro manganese, ferro silicon, spiegeleisen. (Pig iron has 
been Glminated fromm CHI THEM) oo... occ cs ciciveccwecceceve -40 
ee REE ERAS IOI ANE LORIN -55 
2070—Flues, boiler, not over 12 inches in diameter and not over 
20 feet in length; pipe (other than coils), wrought iron or 
steel butted, brazen, welded or seamless, not enameled, 
not over 12 inches in diameter and not over 20 feet in 
MOAEETEN, | -scorarsuare oreteiert'slelerc «clue oma setec nie wreiwrarsiGiwisieivalealeialheasiae cians 45 
Pipe—not over 12 inches in diameter and over 20 feet, but 
net exceeting 4 Feet Wi-TOMMEM cook cicccvescvsccseeecoes ve -55 
Over 12 inches in diameter, subject to an additional charge 
of 2% cents per 100 pounds for each additional inch or 
fraction thereof. 

2105—Nails, spikes, wire, etc., viz.: Dowel pins, iron or steel; 

fasteners, hoop, in boxes; fasteners, sheet, roofing, iron or 
steel; guards, stay; hoops, wire; nails, cement-coated; 
nails, cut or wire, N. O. S., in kegs; posts, fence (except 
ornamental or architectural); spikes (not including rail- 
road, ship or boat spikes), cut or wire, N. O. S., in kegs; 
Staples; stretchers; wire, iron or steel, acid coppered, gal- 
vanized, painted, plain or tinned, in bundles, coils or on 
reels; wire, iron or steel, acid, coppered, galvanized, 
pointed, plain or tinned, thickness not exceeding one-half 
inch, in straight lengths; wire, iron or steel barbed, gal- 
vanized or painted; wire, strand, iron or steel, not ex- 
— one-half inch in thickness, in bundles, coils or on * 
ED) NE ciwrtnt td wink WS alee aes uae 6 FEES Old 6a 4/0600 4:0 bee tales ee d 

3115—Nails, NE SE ee ee par ee -40 

130—Pipe fittings or connections ,including bends, pipe, wrought 
iron, with or without wrought or cast iron flanges; cocks, 
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iron body; cocks, wrought, cast or malleable; connections, 
pipe, the bodies or principal part of which are iron, but 
having brass or other metal pieces or parts; couplings, 
pipe, with bolts for same; gates, water (iron); hydrants, 
fire; nipples, wrought, cast or malleable; plugs, fire; 
valves, the bodies or principal parts of which are iron, 
but having brass or other metal pieces or parts; valves, 
including wrought, cast or malleable valves—threaded, 
flanged or with hub ends. Not over 12 inches in diameter .45 
Over 12 inches in diametér subject to an additional charge 


of 2% cents per 100 pounds for each additional inch or 
fraction thereof. 


2135—Plates, shapes and bars, bent or not bent, punched or not 


punched, viz.: Angles, bars, beams, channels, plates (No. 
TR ee aE ee eC ee ee -40 
2175—Structural iron and steel, fabricated, consisting of: Angles; 
bars, including corrugated and twisted bars; bars, truss; 
bases, post cap; beams; belts, not including carriage, 
wagon, machine or lag bolts; braces; caps, post; channels; 
columns; elevator guides and fish plates and bolts for 
same, in straight carloads only; frames; girders; hangers, 
joints; nuts; piling; plate, U. S. standard gauge No. 11 
and thicker, punched or unpunched, bent or not bent; 
plate and sheet, U. S. standard gauge No. 16 and thicker, 
corrugated or not corrugated, bent or not bent, punched 
or not punched; plates, sidewalk and floor (without glass); 
pulleys, tank or reservoir; railing, bridge; rails; rivets (not 
less than % inch in diameter); rods; shoes, riveted or cast; 
tees; trusses; tubing, pier; turnbuckles; washers; weights, 
not including Sash WeiGhts; SCR... ..ccccscescccvecccccccsses -55 
2920—Rails, steel; rails, mining; ties, cross, steel; tracks, saw- 
mill—in straight or mixed carloads or in mixed carloads 
with rail fastenings as described in Item 2925............ -40 
Rate will not apply on rails exceeding 36 feet in length. 
Rails over 36 feet in length but not exceeding 60 feet in 


length will be subject to an additional charge of 10 cents 
per 100 pounds. 


2925—Bars, angle; bars, fish; bars, splice, rail joint; bars, welded; 
blocks, filler; bolts, track; braces, rail; chairs, rail; creep- 
ers, anti-rail; fastenings, steel clip. for steel ties; fillers, 
frog; fillers, rail joint; joints, rail; locks (nut), track; 
nuts, track; plates, base; plates, tie; rods, tie; spikes, 
tracks; washers, track—in straight or mixed carloads or 
in mixed carloads with rails as described in Item 2920.... .40 
3445—Plate, tin or terne, flat, as from the mill, not further manu- 
wactured, 19 HORCE, SWEPPOT oo... 5cccccecccecevcccevescswes -40 


CANADIAN INTERCOASTAL TRADE 


The Trafic World Ottawa Bureau 

The Canadian Customs Department still has under considera- 
tion the advisability of placing a special customs officer at New 
York to deal with water shipments between the Atlantic and Pa- 
cific coasts of Canada. It is pointed out that this is not the first 
time this matter has arisen. Even before the opening of the 
Panama route made the issue a live one, it had come before the 
Customs Department. In 1909 a memorandum was issued from 
the department giving regulations for carrying Canadian goods 
from Montreal to Vancouver in transit by steamers and the 
Tehuantepec Railway across Mexican territory. The regulations 
made at that time were temporay, but the principle fnvolved 
was similar, except that it did not affect the railway haul to the 
same extent, the main contention against the proposal at present 


being that it would benefit United States at the expense of Ca- 
nadian railways. 


The regulaions of 1909 provided that goods, duty paid in 
Canada or of Canadian origin, shipped from an Atlantic port in 
Canada and carried across Mexico on the Tehuantepec Railway 
might be admitted at the ports of Vancouver and Victoria with- 
out payment of customs duty when carried by water in British 
registered vessels under Canadian customs manifests and when 
the transfer between the vessel and the car at Puerto, Mexico, 
and Salina Cruz was made under supervision of an officer of the 
Canadian customs. The goods had to be indented to the satis- 
faction of the customs officers at the port of entry in British 
Columbia. At that time a Canadian officer was stationed at the 
points named and no difficulty arose. 


There was, at one time, a large trade, principally in flour, 
between Ontario and the maritime provinces, which was routed 
from Ontario to Boston for reshipment by water to Nova Scotia 
and New Brunswick. Customs regulations were made for the 
entry of such flour free of duty at the Canadian receiving port 
when accompanied by an affidavit by the shipper in Boston made 


before the British consul, the mayor of the city or the Collector 
of Customs. 


There is a provision in the Canadian customs regulations 
that “goods in transit from one part of Canada to another, wholly 
or partly by water, through the United States, shall be trans- 
ported in British registered vessels under customs manifests and 
the transfer of such goods from car to vessel and vice versa shall 
be made in the presence of a special officer of the Canadian cus- 
toms and certified by him. 

The matter was discussed at length in Parliament May 30, 
when Mr. Stevens, of Vancouver, put explicit questions to the 
Minister of Customs as follows: 


There is the question of goods shipped, say, from Sydney, N. S., 
to Vancouver, all water route by the same vessel, and suppose that 
vessel calls at an American port en route; second, the case of shipping 
Canadian goods from Sydney to New York by water, with transfer 
from a coastal to an ocean going vessel through the Panama Canal 
to Vancouver; third, Canadian goods shipped from eastern Canada 
by rail to New York, loaded on a vessel and sent on to the Pacific coast 
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What is the situation in regard to permitting the shipment of goods 
in these three ways? 


The minister said that, in the first case, as the cargo was 
not broken, there was no objection; in the second case, it would 
be necessary to have a Canadian customs officer to supervise the 
transshipment and send copies of manifests to Vancouver; in the 
third case the same thing would be necessary. He then went on 
to discuss the whole subject. He read a letter from Thomas 
Harling and Son, who were puting on a line of steamers from 
Vancouver to Montreal, quoting competitive rates, and propos- 
ing to make the line permanent if they could get the business. 
They thought it was not in the interest of Canada to encourage 
shipments via American ports, nor was the appointment of an 
officer at New York justified. 

The minister pointed out that, in the case of goods shipped 
from Montreal, Hamilton, and similar points, the most the 
Canadian railways would get on the rail haul when shipment 
was made via Panama would be about 20 per cent of the charges 
involved. 

Mr. Stevens stated that a steamship company registered in 
Canada, the Dollar Steamship Company, ran from Singapore to 
New York via Vancouver, and would pick up part cargoes for 
Vancouver at New York, thus doing away with the argument that 
the goods would not be carried in Canadian bottoms. 

“The difficulty under which we are laboring is this,” said the 
minister. “The National Railways and the Canadian Pacific have 
come to us and complained that it would hurt them. The British 
Columbia people, they say, ask for special freight rates and at 
the same time they want to take freight away from us. They 
represent that whenever 100 loaded cars are shipped from Van- 
couver to the east it means 60 empties have to be brought back.” 

Mr. Clark, another Vancouver member, stated that the busi- 
ness going via the Panama Canal to the port of New York was 
business which, under no circumstances, would go across the 
continent by rail. He said business men in British Columbia 
were forced to go to the American market to buy goods which 
they could buy in eastern Canada just as cheap, but the rail- 
way freight rates were prohibitive. He added that the tonnage 
by rail to and from British Columbia was about equal, though 
the tonnage eastward from the prairies was much greater than 
westward. 

Mr. Stevens said there were large quantities of goods hauled 
by railway from the eastern United States and sold in western 
Canada and the traffic went by American railroads, so that, if this 
privilege were established at New York, it would not interfere 
to any great extent with railway tonnage. 

The minister repeated that the whole matter was still under 
consideration. 


MERCHANT MARINE POLICY 
The Trafic World Washington Bureau 


The Shipping Board is determined to go forward with its 
policy of direct government operation of its vessels. This was 
indicated this week beyond. all doubt when the board made 
public the following resolution adopted by it: 


Resolved, That a committee ———s, of the chairman of the 
shipping board, the vice chairman, and Commissioner Frederick I. 
Thompson, prepare a plan to be submitted to the shipping board 
with a view to the formation of such companies or organizations, to 
be owned and controlled by the shipping board, as it may ascertain 
to be necessary for the purpose of operating sufficient vessels to fully 
cover world trade routes under the American flag consonant with the 
greatest possible economy and efficiency in direct government opera- 
tion, 


The board also issued the following statement: 


Chairman Lasker, who is to retire on Tuesday of next week from 
the board, will be followed on the committee by incoming Chairman 
Farley. During the period of the study and until the plan evolved 
therefrom has been adopted by the board, operations will proceed 
through managing agents as at present. It is the hope of the board, 
however, that not long will elapse before the new plan will be fully 
——— as in principle many of the details have been already de- 
veloped, 

ommissioner Lissner_reported to the board the results of the 
negotiations had in New York by the committee, consisting of him- 
self and Vice-Chairman O’Connor in connection with bids for routes 
not now operated by the government. But three or four promising 
bids remain. The board instructed Messrs. Lissner and O’Connor, 
together with the chairman, to continue in negotiation, so that when 
the new plan of operation is determined on the shipping board will 
know just which of its lines, if any, are to pass into private hands. 
It is not expected that the new plan of operation nor any sales of 
lines to private parties will be consummated before Chairman 
Lasker’s retirement. 


The board’s statement indicated that it expected few, if 
any, sales of vessels and that it had decided that operation of 
the merchant fleet by the government must be undertaken. 

The existing services of the board will be consolidated into 
not more than eighteen groups and that many shipping organ- 
izations or possibly a fewer number than that will be estab- 
lished. Use of present managing operators no doubt will be 
made under the new system, but the existing arrangement will 
be abandoned. 

If the board carries out its present intentions, the govern- 
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ment for the first time, so far as the government ships are 
concerned, will engage directly in the operation of the vessels. 

The board is banking on support for its plan in the next 
Congress, particularly from those members who come from 
agricultural sections. The appeal will be made that by govern. 
ment operation of the fleet ocean freight rates will be kept 
down and the farmer will thus be enabled to export his surplus 
products. 

Members of the Democratic party and of the “progressive” 
bloc are expected to back up government operation Many of 
the opponents of ship subsidy favor direct government operation 
of the fleet. On top of this President Harding is expected to 
appeal to the “regular” Republicans to back up the direct goy. 
ernment operation policy. The above is the line of argument 
now being heard and members of the board appear to be cop- 
vinced that there will be few, if any, obstacles to the plan jin 
Congress. tie 

Emanuel Baumgarten, who runs a rubber stamp business 
in Washington, appeared at the offices of the Shipping Board late 
May 31, as the representative of John W. Slack, of Silver Creek, 
N. Y., who offered to buy the Shipping Board’s fleet and other 
property for $1,051,000,000. Ralph D. Sollitt, assistant to Chair: 
man Lasker, advised him to have Mr. Slack appear before the 
Shipping Board committee in New York City. Chairman Lasker 
also wrote to Mr. Slack asking him to appear before the com- 
mittee in New York. Mr. Baumgarten declined to answer any 
questions relating to the offer. 

Definite action on the plan to create companies or organ- 
izations to be owned by the Shipping Board and which will 
operate the government fleet will not be taken until after Hd- 
ward P. Farley assumes his position as chairman of the board 
next week, according to Chairman Lasker. As to the bids that 
are under consideration by the board the chairman said further 
negotiations were necessary before the offers could be accepted 
or rejected. He said Robert Dollar had made an offer for all 
the vessels operating from Pacific coast ports and that the 
Pacific Mail made a similar offer for the vessels it operates to 
and from San Francisco in the Pacific. He also said Norton, 
Lilly & Co., had made an offer for certain vessels in the north 
Atlantic trade which the board regarded as worthy of consid- 
eration. He declined to give any details in regard to the offers. 


AMERICAN MERCHANT MARINE 


The Trafic World New York Bureau 


In an address before the Propeller Club at New York June 
7, E. J. McCormack, of Moore & McCormack, said that the lack 
of a constructive shipping policy was one of the principal causes 
of the failure of the American merchant: marine on overseas 
trade. He said on this subject: 


We have certain known and well defined factors to contend 
with, the principal’ one of which is the economic barrier raised 
by the different standards of living among foreigners and our- 
selves. This must be overcome. It is because of the known disa- 
bilities that private owners and operators find themselves en- 
tirely out of harmony with the government by reason of differ- 
ences of opinion as to who will assume this burden. Sureiv no 
sane shipowner or banker wili deliberately reach out for this 
red hot iron. 

Is it the policy of this country to pay for the laudable ambi- 
tion of an American merchant marine? If it is, a definite policy 
should be established at once along these lines, to the end that 
a definite amount of money be appropriated to meet these defi- 
ciencies, the government exercising such control as will insure 
efficiency of operation at a minimum cost, and the deficit from 
such operation to the accepted in the same spirit by the taxpay- 
ers as the deficit from the postal department or the expense of 
maintaining the army and navy. 

If this is not the ambition and policy of the government, we 
should then permit carriers of all nationalities to compete for 
our foreign commerce unhindered and unrestricted in order that 
we may encourage carriers to handle our trade; accepting such 
benefits only as accrue through the sale of our goods abroad. 

I may say, in passing, that I am opposed to direct govern- 
ment operation, not altogether as an operator, for that would 
suggest selfishness, but from a taxpayer’s standpoint and for 
economic reasons. 


Mr. McCormack said that shipping was a highly specialized 
business and required the maximum of flexibility in trading 
impossible of attainment by the government. If direct opera 
tion was undertaken it would result, in his opinion, in disaster 
and ridicule. 

Blame for the failure of ship subsidy legislation in the last 
Congress was placed on New York steamship men by Matthew 
Hale, president of the South Atlantic Maritime Corporation, 
who said it was not due to middle western farmers and south- 
ern politicians. He said he was born in New York, lived there 
seventeen years, in New England fifteen years and in the South 
the rest of the time, so that he could not be accused of being 
partisan. 

The root of the opposition to subsidy was not antagonism 
to the American merchant marine, but distrust of New York, 
said he. In explaining this, he said that, whenever southern 
ports attemtped to have railroad rate and other handicaps re 
moved, the New York shipping men opposed the effort, and that, 
likewise, when middle-western farmers attempted to develop 
new sources of outlet for their foreign shipments there was opp” 
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sition from New York, in spite of railroad and harbor congestion 
there. 

If New York shipping men showed a spirit of co-operation 
and consideration for needs of other communities they would 
remove this feeling and bring about a nation-wide support for 
shipping legislation, he added. There was no justification for 
artificial conditions in favor of New York and until these were 
removed the South and middle West would always be found 
against legislation that would be of benefit chiefly to that port, 
in his opinion. 

The general opinion was that New York was interested in 
the rest of the country only when its representatives sent out 
freight solicitors or speakers to obtain votes, he added. 

Another speaker was Col. E. A. Simmons, president of the 
American Marine Association, who has recently returned from 
a trip to the Orient. He said that, aside from the need for 
a merchant marine on the Atlantic, it was absolutely necessary 
on the Pacific to serengthen the power of the United States in 
that part of the world. The reason for this, he said, was that 
the population of Japan threatened at any time to burst its 
poundaries and that when that time arrived this country would 
be endangered. 


OCEAN RATES TURN UPWARD 
The Trafic World New York Bureau 


The prolonged downward trend of ocean charter rates seems 
to have touched bottom and in the last week there has been a 
slight tendency toward higher figures. The change has not 
yet been announced and there are many shipping men who be- 
lieve it is a rally of no special significance, but some optimism 
is aroused by the check to depression. 

The improvement seems to be due to a decrease in the 
number of vessels offered, owing to the unprofitable level of 
rates, rather than to any basic change in the situation. Coal 
rates for June loading show a slightly better tone, but other 
markets continue dull. Considerable vessel tonnage is offered 
for future loading but not as freely as in the last several weeks. 
Two or three steamers have been laid up rather than accept 
shipments at current rates, but others have departed with cheap 
cargoes rather than wait in American ports or leave in ballast. 

The demand for coal space was improved as shippers were 
successful in placing additional orders abroad. More. activity 
was shown to Mediterranean ports than to the Continent. Sev- 
eral vessels were chartered to West Italy on the basis of $3.00 
a ton to one port and $3.20 a ton to two ports. Prompt tonnage 
was also fixed to Oran-Algiers at $3.00. One ship was closed 
to the French Atlantic at $2.1714 a ton, one to Dunkirk at $2.00, 
and one to Antwerp at $2.00. Additional inquiries were in the 
market for the French Atlantic, with shipowners asking $2.00 
to $2.25 a ton. There were three additional fixtures to Rio, the 
highest rate being $3.10 a ton, a slight improvement over the 
previous week. 

The grain market was extremely dull,.due to the fact that 
most European requirements at the moment are being filled in 
the River Plate. Rates here were weak accordingly, with quo- 
tations of 16 to 18 cents for 100 pounds from Atlantic ports to 
West Italy. Several steamers were chartered from Montreal 
at about 19 cents for 100 pounds. The sugar market was prac- 
tically non-existent during the week. 


NEW PIER FOR PORT OF PORTLAND 


The directors of the Port of Portland, Maine, announce 
the new state pier that has been under construction for over 
a year will be completed and available for use July 1. They 
Say it is the consensus of those who have inspected it that 
it is one of the most complete and up-to-date terminals on the 
Atlantic coast and has been constructed in such manner as to 
be particularly adaptable for the handling of export and im- 
port traffic. 

; In the construction of the pier special attention has been 
given to facilities that would have the effect of speeding up 
the movement of export and import traffic, with consideration 
to the necessity of handling traffic in such manner as to re- 
duce the chance of damage to merchandise. 

Heretofore the great bulk of the export and import busi- 
ness handled through the Port of Portland has moved in connec- 
tion with the railroad-owned terminals, with the result that only 
such steamship lines as had working arrangements with the 
railroad could get berthing space. 

The state pier will be available to any foreign service. 

Grain galleries have been erected in connection with the 
pier, connecting with the Grand Trunk elevators, and through 
which it will be possible to load grain into steamers berthed 
= state pier at the rate of approximately 18,000 bushels 

n hour. 

The directors say that, while the pier is in the harbor of 
Portland, Maine, it is, nevertheless to all intents and purposes, 
an international institution in that the bulk of the export and 
import traffic that it is expected will be handled over the pier 
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will have either its origin or destination in the middle west or 
Canadian northwest. 

Portland is the terminus of the Grand Trunk Railway, with 
its direct line to Chicago, the Boston & Maine, with its con- 
nections with the trunk lines at the Hudson River Crossings, 
and the Maine Central, connecting with the Canadian Pacific 
Railway. All rail lines serving Portland have direct track con- 
nection with the state pier, thus permitting delivery of traffic 
for export alongside the pier in the original cars and loading 
direct from ships to cars. 

The directors have had printed a map of the port to be 
given to persons interested. 


SHIP LIQUOR RULES 
The Trafic World Washington Bureau 


Effective June 10, the Treasury Department has issued regula- 
tions carrying out the decision of the Supreme Court of the 
United States that intoxicating liquor for beverage purposes 
cannot be transferred on American or foreign ships within the 
American three-mile limit. Attempts to formulate rules that 
would make possible less stringent rules as to foreign vessels 
failed and the opinion of treasury officials was that relief as to 
such vessels could come only through legislation at the next 
session of Congress. Liquor for medicinal purposes, for the 
diplomatic corps of foreign countries in the United States and 
liquor on board warships of foreign nations was exempted. 


LIQUOR ON BOATS AND TRAINS 


The Trafic World Ottawa Burean 


Beer and wine may now be obtained on Canadian National 
trains in the Province of Quebec. This is a departure in the 
policy of the company, the administration having previously 
refused to take out a license for such purpose. The drink will be 
supplied with meals only and each dining car using the privilege 
has to pay a license fee of 100 dollars. American lines running 
into the province of Quebec, such as the Boston and Maine, New 
York Central, Rutland, and others have not yet availed themselves 
of the provisions in the liquor act. They figure that it would 
hardly pay them to do so, as their runs in the Province are short, 
only one meal being served. The liquor would also have to be 
put off and taken on at the border. Their trains do not even 
sell cigars in Quebec territory, apparently to avoid paying 
Canadian excise duty. 

It is expected that the same policy will soon be adopted by 
the Canadian merchant marine boats. Liquor was suddenly ruled 
off the boats about a year ago. One of the government boats 
with a considerable cargo aboard was about to start for the 
West Indies when orders came from Toronto to leave the liquor 
behind. Since the transfer of headquarters from Toronto to 
Montreal there has, apparently, been a change in policy regard- 
ing liquor. 


SALE OF TANKERS 
The Trafic World Washington Bureau 


The Shipping Board has disposed of 41 tankers for approxi- 
mately $19,000,000. When the demand for tankers became active 
the board had a total of 80 steel vessels of that type. Reports 
from New York to the effect that the board had sold aji its 
available tankers were not confirmed by officials of the ship 
sales department of the board. They said such was not the case 
and that if buyers appeared additional tankers would be sold. 
Some time ago it was said at the board that probably 25 tankers 
would be retained for the board’s merchant fleet but even if 
that were done there would still be some tankers available for 
sale. 


PLAN TO HANDLE LAKE TRADE 


The Trafic World Ottawa Bureau 


Six of the ten steamers purchased by the Ogilvie Mlour Mills 
Company from the French government are now en route to Mon- 
treal. With three ships now owned by this company, they will 
be formed into the Bay Line Steamships, Ltd., to transport grain 
and coal on the lakes to Montreal. 

The extensive preparations being made for the lake trade is 
shown by the fact that, in addition to the above boats, the Play- 
fair Line has added eight boats, the Eastern Steamship Line 
ten, and the Matthews and Keystone companies a number of new 
boats to their lines for handling the crop and other freight move- 
ments. 

James A. Richadson, head of a large grain export corpora- 
tion, who was absent during the sittings of the commission that 
investigated lake freight rates, says the difficulties that developed 
last fall were occasioned by the fact that more grain was sold 
to Europe for shipment in a specified time than transportation 
facilities were able to take care of. This congestion resulted in 
losses, he says, but they were taken by the grain exporters, not 
by the farmer. 


I doubt if the farmers of the west actually lost one dollar 
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through the higher freight rates paid last fall. The lake freight is, of 
course, a part of the cost of the grain and, in so far as new 
business is concerned, it has an effect on the price received by 
the farmer, but once exporters have made contracts for the grain 
they assume all the hazards of delivering it to its final destina- 
tion across the ocean, and the transportation problem then be- 
longs to the exporter, not to the farmer. 

Sales of grain were made all through last summer. For a 
large part of this grain ocean freight was taken out of Boston, 
Baltimore, Philadelphia and New York, and exporters shipped 
their grain to Buffalo for furtherance to the American seaboard 
by rail. It was expected that the railroads from Buffalo east 
would be able to handle at least one thousand cars a day, but, 
as an aftermath of the strike in the car shops, the American 
roads from Buffalo east fell down to about 200 cars a day. When 
shippers with contracts through U. S. Atlantic ports found it 
was going to be impossible to get their grain to the seaboard in 
time to fill their contracts, they tried to protect themselves by 
moving this grain through Montreal and tramp steamers were 
sent from the U. S. Atlantic ports around to Montreal and an 
effor was made to move the Buffalo grain by water to Montreal 
to meet those steamers. It was impossible to move all the busi- 
ness through Montreal and, as there was more grain sold than 
could possibly be put through, the exporters who sold the grain 
suffered heavy penalties either in the way of high freignts from 
Buffalo to Montreal or in settlements made with the buyers. 


GRAIN INVESTIGATION 


The Trafic World Ottawa Bureau 


Canadian government officials are about to depart for Eng- 
land at the order of the Department of Trade and Commerce 
to make an investigation of the claims of British millers that 
Canadian grain shipped via U. S. ports is inferior in grade to that 
shipped from Canadian ports. They will obtain samples of 
cargoes arriving at various British ports from both the United 
States and Canada, and hope to ascertain whether there has 
been tampering with the grain shipped via the United States 
after it has passed the Canadian boundary line. The suggestion 
behind the British complaints is that, after the Canadian wheat 
has been passed by the Dominion grain inspectors and has 
received a certificate, its standard is lowered by being mixed 
with inferior grades of American grain on American territory. 


MERCHANT MARINE DEFICIT 


In reply to a request of a member of Parliament, the follow- 
ing information has been given regarding the operating. deficit 
in various services of the Canadian merchant marine for the 
year ending December 31, 1922: 


No. 

Route Voys. Receipts Disbursements Balance 
United Kingdom .... 82 2,566,573.69 3,040,915.95 — 474,342.26 
West Indies (Frt.).. 29 855,947.20 744,526.52 + 111,420.68 
West Indies Pass.).. 18 344,559.53 599,880.49 — 255,320.96 
Newfoundland ....... 21 216,409.85 176,571.10 + 39,838.75 
Pactic Coast .......+- 38 653,755.91 517,433.68 + 136,322.23 
Australia-Pacific .... 15 1,280,421.79 1,569,866.05 — 289,444.26 
Australia-Atlantic .. 13 1,761,669.10 1,982,881.39 — 221,212.29 
RE area 14 638,004.52 858,672.44 — 220,667.92 
South America ..... 2 69,159.77 121,213.69 — 52,053.92 
SE aE warm ta Gee’ «6 45-4 3 518,791.89 517,204.62 + 1,587.27 
Mediterranean ....... 4 146,153.10 194,675.71 a 48,522.61 
EE nceked ea iereaaw 5 239,730.41 357,472.15 — 117,741.74 
eee 68,318.32 97,782.54 — 29,464.22 
Lakes and pulp char- 

Sl acneueenncwan 12 312,918.23 306,759.51 + 6,158.72 


259 $9,672,413.31  $11,085,855.84 —$1,413,442.53 
The balance of the operating deficit is made up of 


overhaul and lay-up eCXPeNSeS.........ccccccccccccees —$ 352,301.37 
General expenses, wharf expenses, etC..........eceecees — 651,818.93 
LESS THE FOLLOWING CREDIT ITEMS: 

Profit operation, Vancouver wharf.............cccceceees o 30,754.13 


Kido 6: Quieibie ce'qtinesie + 2,619.53 
BON eV nw ei ese dh cee wedel ele we ticnmnae see —$2,384,189.17 


SHIPS TRANSFERRED TO VANCOUVER ROUTE 


The Canadian government merchant marine will transfer a 
number of its largest ships to the route from Vancouver to the 
United Kingdom to carry grain. Beginning October 1 from four 
to six of the 8,100-ton ships of the government fleet will be put 
on this route and will, thereafter, maintain a monthly service. 
The grain exporting business has had to depend heretofore on 
casual carriers which could be chartered, and ships were not 
always available. 


BOARD APPROVES LOAN 


The Shipping Board has approved a loan of $400,000 to the 
McDougall Terminal Warehouse Company of Duluth from the 
construction loan fund created by the Jones merchant marine 
act, to apply on the construction of two Diesel electric freight- 
ers for use on the Great Lakes and in the coastwise trade. This 
is the first loan of the kind approved by the board under the act. 


LUMBER SHIPMENTS 


“Reports received June 7 by the National Lumber Manufac- 
turers’ Association from the various regional lumber manu- 
facturing associations, seem to indicate that the decline in the 
lumber movement, which has continued for some time, has 


been checked,” the association said in its weekly review, which 
in part follows: 
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Although the total reports of production, shipments and new 
orders show small recessions from those of last week, these are prob- 
ably more than offset by the fact that 39 fewer mills reported in time 
for the present weekly compilation. As compared with the same week 
last year production and shipments show substantial gains, and orders 
a decrease of about 11 per cent. 

All the reporting mills give shipments as 96 per cent, and orders 
as 74 per cent of production. Southern pine mills by themselves show 
similar percentages of 102 and 68, respectively, and the west coast mills 
113 and 96. All but 32 of the mills represented in the compilation 
have established normal production figures for the week, and with 
respect to them their actual production was 106 per cent of normal, 
shipments 107 and orders 82 per cent of the same. 

The following table summarizes the. country’s lumber movement 
as represented by mills affiliated with the national association: 


Preceding 

Corresponding week, 

: Last week. week, 1922. 1923 (revised), 
A healand Sin slenrs eb oie oaees 388 390 427 
DROOEMONY 0.05: 6. oare'e kere ne 272,319,837 231,094,338 285,290,991 
LL eee 261,332,282 239,641,801 265,949,487 
MOMS Meters cccredonuceet 200,701,032 228,659,897 209,741,998 


For the first 22 weeks of 1923 and the corresponding period of 
1922, the lumber movement by association mills is as follows: 


Production. Shipments. Orders, 
a iste hia a erdiare ra ele aretsore 5,240,206,937 5,685,226,723 5,742,306,525 


SO ee 4,296,022,595 4,405,941,852 4,831,310,012 


1933, increase .:..... 944,184,342 


1,279,284,871 910,996,513 


The North Carolina Pine Association reports from Norfolk, Va., 
that lumber producers in Virginia and North and South Carolina are 
not running to maximum capacity because of lack of labor and be- 
cause they are lengthening and improving main and branch line 
logging railroads. In Georgia and Alabama production has been 
seriously interfered with during the past four weeks by almost in- 
cessant rain; and the roofer mills in those two states have not been 
running much over 50 per cent capacity. Except for occasional 
shortage of empty cars, the railroad situation is described as satis- 
factory, and the prediction is made that unless the grain movement 
taxes thé railroads more heavily than is now anticipated, transporta- 
tion this summer will prove equal to all demands. 

The Southern Pine Association reports from New Orleans that 
the favorable logging weather in its territory last week was reflected 
in an increase of 6.6 per cent in production, compared with the 
previous week. The average production per mill last week was the 
largest since the week ended March 2. Shipments showed a slight 
increase and new business declined slightly. For 133 mills unfilled 
orders aggregate 14,378 cars—an average of 2,302,750 feet to a mill, 


Orders on hand decreased 7.96 per cent during the week—the total 
now being 306,265,778 feet. 


The West Coast Lumbermen’s Association reports from Seattle 
that 130 mills during the past week had production 19 per cent above 
normal, new business 4 per cent below production and shipments 18 
per cent above new business. Of the new business 41 per cent was 
for future water delivery, amounting to 41,334,910 feet, of which 
31,984,410 was for domestic cargo delivery, and 9,350,500 was for 
export. New rail business amounted to 1,774 cars. Forty-two per 
cent of the week’s shipments moved by water, amounting to 49,883,387 
feet, of which 38,727,271 moved coastwise and intercoastal; and 11,- 
156,116 went overseas. Rail shipments totaled 2,101 cars. Unfilled 
domestic cargo orders now total 165,124,687 feet and unfilled export 


=" are 93,775,187, while unfilled rail trade orders amount to 7,415 
ars. 


MARSH ADDRESSES LUMBERMEN 


In an address before a meeting of wholesale lumbermen in 
Chicago June 1, A. Fletcher Marsh, chairman of the Softwood 
Lumber Distributors of the Lumberman’s Association of Chicago, 
urged that an attitude be developed concerning the railroads 
that would permit them to develop their facilities so that they 
would be ready to handle peak loads at any time. “Car short- 
ages and congestion delays,” he said, “cause greater losses to 
industry and agriculture than excessive rates.” 


The present railway situation he likened to the traffic con- 
ditions in some cities when the handling of the rush-hour traffic 
overtaxed the capacity of the streets until movement was slow 
and sometimes impossible. After calling attention to the record 
car loadings for the recent months, which represent a 20 per 
cent increase over the seasonal normal, he predicted a serious 
congestion when the increasing traffic reached the season of 
peak loads. 


He urged that an attitude be adopted toward the carriers 
permitting them to increase their earnings so that they could 
put themselves in a position to handle their business. “A study 
of the facts, with opinions based on the facts, will make better 
business for us all,” he said, after calling attention to the ‘cheap 
talk that is filling the newspapers” and the meddling of self- 
seeking politicians. 


The importance of the farmer and of agricultural traffic he 
declared to be overestimated. The products of mines and the 
products of factories, he said, occupied a higher position both 
with respect to tonnage and revenue produced for the carriers 
than the products of agriculture. 


Speaking of the valuation of the carriers, he said it was 
becoming apparent that the railroads were undervalued rather 
than overvalued. “The so-called farmer representatives want 
to make the valuation according to their own ideas,” he said. 
‘When they have finished this they will probably want to re 
value the dollar in order to have something else to talk about 
and an additional excuse to get before the public for their own 
purposes.” 
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A. R. A. COAL REPORT 


The Trafic World Washington Bureau 


An exhaustive study of the various factors entering into the 
transportation of coal is contained in the final report which the 
American Railway Association conference committee has filed 
with the United States Coal Commission. A preliminary report 
of the committee was filed with the coal commission in January 
and in the main the final report follows the outline contained in 
the original report. 

The report discusses growth of railway traffic, growth of 
coal and coke traffic and other traffic handled in open top cars, 
growth of railway facilities, relation of transportation growth 
to the movement of coal, economic effect and cost of equipping 
railroads with facilities necessary to move peak production of 
coal, conservation of fuel, transportation of coal by water, sea- 
sonal movements of traffic, extent and causes of so-called coal 
car shortages, effect of labor disturbances, mine ratings, demur- 
rage, pooling coal and structure of coal rates. 

The report shows that in 1900 total net tons of revenue 
freight originating, all classes, amounted to 583,351,351, while in 
1921 the total was 1,015,852,971 net tons. 

Originating coal and coke traffic in 1900 totaled 202,606,506 
net tons, while in 1921 the total was 376,220,668. In 1920 the 
total was 489,344,503 net tons. Along with the increasing coal 
traffic, the report shows, there has been a marked increase in 
traffic other than coal and which is handled in open top cars. 
From 1911 to 1920 coal and coke tonnage of Class I roads in- 
creased 45 per cent and other open top car tonnage increased 
64 per cent. In 1900 the average haul, all commodities, was 
242.73 miles, while in 1921 it was 304.61 miles, an increase of 
25 per cent. 

Reflecting growth of railway facilities the report shows 
that investment in road and equipment as of June 30, 1900, was 
$10,263,313,400, and the investment per mile of road, $56,566.81, 
while as of December 31, 1921, the investment in road and equip- 
ment was $20,338,597,657, averaging per mile of road, $84,253.05. 

The committee submitted a chart which it said showed that 
the alleged coal shortage was not the direct result of transporta- 
tion shortage, but of other causes. It said a careful study indi- 
cated that the two periods of greatest coal car shortage had been 
preceded by and were the principal result of labor disturbances 
in the coal mining industry, and that freedom from labor dis- 
turbances would result in a more uniform production, enabling 
the railroads to supply better the mines with the required num- 
ber of cars. 

Discussing the economic effect and cost to equip railroads 
with cars and locomotives to move peak production of all coal 
mines, the report shows that in 1920 the bituminous coal mines 
ordered 16,357,514 cars which, on an average loading of 50 tons 
per car, would have transported 817,876,000 tons. The actual 
production was 568,667,000 tons. The tonnage for which cars 
were ordered was therefore in excess of production by 249,209,000 
tons or by 44 per cent, the report shows. The Committee esti- 
mates that 232,140 additional cars would have been required 
to handle the excess and that at $1,700 per car the cost of the 
additional equipment would have been $395,000,000. Additional 
locomotives would have cost $392,000,000. Additional facilities 
necessary to move the excess would have brought the total 
additional cost to not less than two billion dollars, the committee 
says. The result from such over-development in the railway 
industry to handle peak loads would be surplus railway invest- 
ment, surplus railway labor and part time employment, increased 
railway wages and increased freight rates, the committee says. 

The committee says 520,000,000 net tons would seem to be 
a liberal. measure. of the country’s annual needs for soft coal, 
or 10,000,000 net tons per week. 

As to mine ratings the report says that the committee’s views 
on that subject have been placed before the Interstate Commerce 
Commission in the assigned car and mine rating cases, and 
that, at the suggestion of the Commission, the mine operators and 
the railroads had resumed conferences with a view to agreeing 


upon methods for ascertaining with greater accuracy the rating . 


of each mine. It points out the vast inflation in mine ratings and 
the evil effect flowing therefrom, namely, creation of an impres- 
sion on the public mind that there is not only a shortage of coal 
cars but a shortage of coal as well, when, in a majority of 
instances, the reverse is true. 


As to seasonal coal rates the committee says it is its judg- 
ment no improvement of the situation would follow from the 
inauguration from an adjustment of rates intended to induce a 
change in movement from one season to another. 

The committee’s conclusions follow: 


., There can be no doubt that the railroads of the United States are 
Vitally interested in the work of your commission. It has been said 
that the principal problem of the coal industry is the problem of dis- 
tribution. Without committing ourselves to the absolute correctness 
of this statement, we are sensible of the fact that the coal industry 
cannot be put upon a sound basis acceptable to the American people 
unless coal is transported with reasonable promptness and in the most 
efficient manner. It is the task of the railroads to furnish this trans- 
Portation. _This task has been rendered difficult by certain features 
characterizing the production of coal which your commission thor- 
gughly understands and which all students of the problem are en- 
€avoring to eliminate. 


It is clear that if some method could be devised whereby the 
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amount of coal which the country demands could be moved through- 
out the year in fairly constant quantities so that heavy seasonal 
movements would be avoided, the railroads of the country are suffi- 
ciently equipped to take care of the demands upon them in a satis- 
factory manner. Even if allowance is made for an increased demand 
for coal during the period of heaviest domestic consumption, the rail- 
roads could meet the situation without serious cause for complaint. 
But the railroads do not feel that they are properly censurable for 
not being able to meet all the demands for transportation in years 
when strikes in the coal industry have stopped production for a con- 
siderable period, making it necessary to crowd a year’s business into 
a few months and that, too, at a time when there is the heaviest 
movement of other seasonal commodities. 

Of course, the undertaking of the railroads to meet demands 
upon them must depend upon the ability of the railroads to increase 
their facilities as the business of the country increases. These facili- 
ties cannot be procured without the expenditure of new capital which 
must come from the investing public. It is clear that capital will 
not be attracted to railroad securities unless there is a reasonable 
assurance that the investment is safe. This assurance can come 
only through the adoption of a policy by the American people which 
will make it certain that the railroads for a time at least will be 
free from the menace of hostile legislation and will be permitted to 
work out their problems without fear of action which would be of a 
confiscatory nature. 

These considerations lead us to suggest, as we have already 
suggested in our preliminary report, that there are two fundamental 
conditions which the public must establish before the problem of 
distributing coal will be solved. These are, first: fair treatment to 
the railroads under which they will be permitted to earn a fair re- 
turn upon the value of their property fairly ascertained; and, second, 
freedom from strikes, both in the coal and railroad industry, so that 


these two essential businesses may function without disturbing 
interruptions. 


COAL AND TRANSPORTATION 


The Trafic World Washington Bureau 


F. R. Wadleigh, federal fuel distributor, issued a statement 
this week urging advance storage of coal for winter consump- 
tion to assist the railroads in handling “the greatest volume of 
traffic in their history, which they will in all probability be 
called upon to do this fall.” Co-operation along this line has 
been promised by the National Association of Purchasing 
Agents, the railroads and public utilities companies. Mr. Wad- 
leigh said reports had been received, however, that indicated 
that many consumers were delaying their purchase of coal in 
the belief that the work of the United States Coal Commission 
would result in reductions in prices. He pointed out that no 
legislative action on the commission’s report could be taken 
until next December and that, considering the general situation 
now, it was difficult to see how the consumer with ordinary 
prudence and foresight could avoid purchasing coal during the 
summer months. 


COAL PRODUCTION REPORT 


“The total soft coal raised during the week ended May 26, 
is estimated at 11,046,000 net tons,’ the Geological Survey said 
in its current coal production report which follows in part: 


This is a gain of 776,000 tons over the revised estimate for the 
week preceding. Early returns on car loadings during the week 
(May 28-June 2) show 39,688 cars on Monday, and 33,826 cars on Tues- 
day, which are larger numbers than loaded on the same days of the 
previous week. Loadings on Wednesday, Memorial Day, fell to 10,620 
tons, and it appears that the holiday amounted to approximately one- 
third of a normal day. On this basis the average daily loadings for 
the present week are forecasted at about the same level as last week. 
The present rate of soft coal production is high and has been exceeded 
at this season only under war stimulation in 1918. 

The all-rail movement of coal to New England and eastern New 
York, according to reports furnished by the American Railway Asso- 
ciation, included 4,133 cars of bituminous coal and 3,479 cars of anthra- 
cite forwarded in the week ended May 26, through the six principal 
gateways over the Hudson River and through Rouses Point. This 
was a decrease of 120 cars of soft coal and an increase of 320 cars of 
anthracite as compared with the week preceding. 

The cumulative shipments from January 1 to May 26, 1923, inclu- 
sive, stand at 72,813 cars of bituminous coal and 75,860 cars of anthra- 
cite, against 49,980 and 45,129 cars, respectively, in the corresponding 


- period of 1922, and 67,344 and 62,156 cars in 1921. 


Bituminous coal loaded into vessels at Hampton Roads piers in 

the week ended May 26 totaled 349,443 net tons, a decrease of 4 per 
cent from 363,496 tons in the week preceding. Cargo and bunker coal 
for export showed large decreases, whereas shipments to New Eng- 
land and to other coastwise destinations increased. 
. ~ Lake shipments of soft coal decreased slightly in the week ended 
May 27. According to reports from the Ore and Coal Exchange a 
total of 1,028,555 net tons were dumped over Lake Erie piers, against 
1,063,379 tons in the week preceding. Of the total dumpings 979,743 
tons were cargo coal and 48,812 tons were vessel fuel. The present 
rate of dumpings is about three times the rate a year ago, when the 
strike curtailed the movement of coal across the lakes, but is a little 
lower than in the corresponding week of 1921. 

The cumulative total from the opening of navigation to May 27 
was 4,597,672 net tons. In comparison with 1921 this is a decrease 
of 4 per cent, but the total for this year is 123 per cent larger than 
in 1922 and 179 per cent larger than in 1920, when the season opened 
late and the switchmen’s strike interfered with transportation. 


LEHIGH VALLEY BONDS 


The Lehigh Valley Railroad Company has applied to the 
Commission for authority to issue $6,000,000 of general con- 
solidated mortgage bonds to reimburse the company’s treasury 
for amounts expended from current funds in paying before or 
at maturity on May 1, 1922, $6,000,000 of Easton & Amboy Rail- 
road Company bonds. These bonds were a lien on the rail- 
road of the Easton & Amboy, which was consolidated with the 
Lehigh Valley of New Jersey in 1903. The company does not 
propose to sell the bonds at the present time. 
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AMERICA’S SUN 


NEAREST U. § 
To the Exporter and ANNO 


| t The Direct 

—— PORTL: 
In the construction and equipment of the State Announce the Opening of | 

Pier it has been the aim of the Directors to fur- 

nish facilities such as will permit of free and un- 

interrupted movement of your freight with due 

regard to the safety of the traffic. 


To The Steamship 


Companies 


Berthing facilities that are available at the 
State Pier together with the modern freight 
handling devices provided on the Pier will enable 
you to secure prompt handling of your Steamers 
with resulting lower operating costs. 


Bunkering 
Coal and oil for bunkering at current prices. 


Towage and Pilotage rates lowest on 
Atlantic Coast. 


Route Your Export 


PORT OF POI 


State Pier—Most Complete and 


Write to Traffic Manager, Directors of Port of Portland for 
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VISE-GATEWAY 


SRT TO EUROPE 


OMENT Mileage Distances Between Portland and Some 
of the Principal U. K. and Conti- 
Cto the Port of nental Ports 


8, MAINE 3094 miles —_Liverpool 2771 miles 


Glasgow 2701 miles London 3069 miles 
State Pier July ist, 1923 Hamburg 3624 miles Rotterdam 3097 miles 


Railroad Lines Serving Portland and Connect- 
ing Direct With State Pier — 


Grand Trunk R. R. Boston and Maine R. R. 
Maine Central R. R. 


Regular Steamship. Lines Serving 
Port of Portland 
FOREIGN 
Cunard Line—London Anchor—Donaldson-Glasgow 
Thomson Line—Newcastle—Leith 
White Star-Dominion Line—Liverpool—Avonmouth 

Rogers and Webb Co. 

Hamburg Antwerp Rotterdam 


INTERCOASTAL 
North Atlantic and Western S. S. Co. 


COASTWISE 


ied 314 Miles From Open Ocean. Eastern Steamship Lines, Inc. 
a with Depth of Water ' - BETWEEN 
an 35 Feet Mean Low Tide. Portland and Boston—Portland and New York 


port Traffic via the 


YLAND, MAINE 


1d @Vate Terminal on Atlantic Coast 


d for Mend Any Information Concerning the Port and its Facilities. 
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SHOP MEN SURRENDER 


The Trafic World New York Bureau 


Complete breakdown of the remnant of the shopmen’s 
strike inaugurated last summer is foreshadowed in the decision 
of the 1,200 former shop employes of the Central Railroad of 
New Jersey, to surrender and seek reinstatement on any terms 
possible. Through this capitulation the Ashley Shops of the 
company will be put on a normal footing for the first time since 
July 1, 1922. 

President W. G. Besler pointed out that the settlement of 
the strike on other roads in accordance with the “Baltimore 
plan,” together with the success of the coal miners, had in- 
duced the men to make a firm stand on the anthracite roads. 

“The break began about a week ago,” he said. “At that 
time the men, in open rebellion, refused to be dominated 
longer by outside organizers and labor leaders and broke away 
from their control. They then began to apply in large num- 
bers for re-employment. The final break came last Friday 
night (June 1), when in a mass meeting the radical members 
were completely outvoted and the strike declared off.” 

The strike is still important in the coal regions, where 
the Lehigh Valley and the Lackawanna still have men out. 


RAILROAD WAGES 


The Kansas City, Mexico & Orient was before the Railroad 
Labor Board again this week in an attempt of the receiver to 
obtain relief through a reduction of wage scales in order to 
permit continued operation of the line. The action was con- 
tested by representatives of the unions, who also demanded 
that the board rule which proposition of the two submitted by 
the road should be considered. The-board ruled that the propo- 
sition embodying a return to the wage level of May 1, 1920, be 
considered. The other proposition which had been submitted 
involved a straight reduction of 20 per cent applicable to all 
employes, with the provision that any net profits remaining 
after all expenses had been paid would be divided pro rata 
until the present wage scales were restored. 

Representatives of the carrier, with its receiver, W. T. 
Kemper, submitted a brief history of the road and summary of 
its difficulties. 

Representatives of the clerks’ union contended that many 
of the employes of their craft had received reductions which 
placed them at or below the level of wages in effect May 1, 1920. 

The Labor Board has entered an order striking from its 
docket fifteen disputes of various kinds which have been settled 
without formal action on the part of the board. In addition, 
fhe disputes between the maintenance of way employes and 
the Minneapolis & St. Louis and the Northern Pacific have 
been withdrawn, following the recent announcements of in- 
creases granted by the carriers. This reduces the number of 
disputes with maintenance of way employes to thirty, to be 
heard jointly on June 11. 

The Northern Pacific has granted wage increases to its 
maintenance of way employes, effective May 16, increasing the 
rates of foremen from $6.84 to $10 a month and increasing 
others from 1 to 3% cents an hour. The new rates affect 8,330 
men and will approximate $458,000 yearly. 

Clerical forces of the Philadelphia & Reading have received 
increases of 3 cents an hour, effective June 1, with an increase 
of $5 a month for switchboard operators; 3,200 employes are 
affected, the advance approximating $228,000 yearly. 

Maintenance of way employes on the Minnesota Interna- 
tional have received increases of $6.84 and $10 a month and 
from 1 to 3% cents an hour for others. 

The International Falls Railway has advised the Labor 
Board of the settlement of the dispute with its maintenance of 
Way employes. 


The Brotherhood of Railway and. Steamship Clerks has filed 
a dispute with the Railroad Labor Board as to increases on 
the Illinois Central and the Yazoo & Mississippi Valley for 
clerical and station employes, ranging from 9 to 14 cents an 
hour. An advance in the entrance salary for inexperienced 


men is asked to $77.50 a month, with $87.50 after six months’ 
service. 


A dispute has been filed by the clerks of the American 
Express Company as to an increase of 15 cents an hour. 

The United Brotherhood of Maintenance of Way and Rail- 
way Shop Laborers have filed a dispute with the Pennsylvania 
system. They are asking for increases ranging from 8 to 15 
cents an hour, effective as of February 15, 1923. 

The Labor Board has been advised by the Maintenance of 
Way Brotherhood of the settlement of wage disputes filed with 
the board on the Minneapolis, St. Paul & Soo St. Marie, the 
South Shore & Atlantic, the Mineral Range, and the San Antonio 
& Aransas Pass. 

The Southern Pacific has granted new rates of pay to 
train porters, effective May 1, of $100 and $87 a month. 

The Philadelphia & Reading has granted its signal depart- 
mental employes an increase in pay of four cents an hour. The 
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increase affects 190 men and will approximate an annual addi- 
tion to the payroll of $17,000. 

The C. M. & St. P. and its maintenance of way and shop 
employes have filed a dispute with the Labor Board. The men 
are asking wage increases of approximately ten cents an hour. 
The proposed increase affects 12,000 men and would mean an 
annual total increase of approximately $748,000. 

Station employes of the Maine Central and of the Portland 
Terminal Company have filed a dispute with the Labor Board. 
They ask for an increase of twenty cents an hour. 

Clerical forces of the Boston & Maine are asking for an 
increase of sixteen cents an hour. 

A dispute has also been filed by the Southern Pacific. Its 
clerical forces are asking increases ranging from nine to four. 
teen cents an hour. 


PAYMENTS TO RAILROADS 


Payments to railroads under sections 204, 209, 210 and 212 of 
the transportation act now total $809,038,165.52, according to a 
statement issued by the Treasury Department this week. Of 
the total, $6,791,457.57 was for reimbursement of deficits, $467,- 
688,040.95 for the guaranty, and $334,558,667 for loans. Re- 
payments on loans now total $145,766,632.01. 

Carriers which accepted the guaranty but which earned in 
excess thereof have paid the United States the excess ag 
follows: Ahnapee & Western, $2,940.39; Barre & Chelsea, 
$25,391.33; East Tennessee & Western North Carolina, $10, 
473.42; Kewuanee, Green Bay & Western; $260.50; Lake Tahoe 
Railway & Transportation, $5,004.23; Louisiana Western, 
$168,397.58. 

Payments in May were as follows: 


Section 204 (Deficits): 


Dardanelle & Russellville Railroad Company............. $ 8,508.01 
El Dorado & Wesson Railway Company.........+-.sseee- 14,220.86 
Gainesville & Northwestern Railroad Company.......... 76.2 
Garden City Western Railway Company............+.++>- 5,834.11 
Hardwick & Woodbury Railroad Company...........-...+ 425.02 
Johnstown & Stony Creek Railroad ........seeeeeeeeeeees 8,148.41 
Manufacturers’ Junction Railway Company.............. 43,253.50 
Pittsburgh, Shawmut & Northern R. R. Co., receiver.. 189,560.52 
Sligo & Eastern Railroad Company..........ccccecceveeees 38,774.76 
Stewartstown Railroad Company........cceccececccvscees 15,100.79 
Tampa & Jacksonville Railway Company................ 12,637.96 
Traverse City, Leelanau & Manistique Railway Company 3,564.64 
Zwolle & Eastern Railway Company........ccccccccsceee 25,629.39 
Section 209 (Guaranty): 
Arizona Hastern Railroad COMpany. ....ccscccccccescccsce 73,499.24 
Atlantic Coast Line Railroad Company................0. 3, 231,967.40 
Charleston & Western Carolina Railway Company........ 219,878.78 
Columbus & Greenville Railroad Company..............+: 387,231.02 
Duluth & Northeastern Railroad Company................ 61,296.87 
Gainesville & Northwestern Railroad Company........... 1,755.31 
Galveston, Harrisburg & San Antonio Railway Company. 350,148.14 
Gulf, Mobile & Northern Railroad Company.............. 50,259.68 
Houston & Shreveport Railroad Company............... 28,023.39 
Houston & Texas Central Railroad Company............ 3,572.11 
Houston & Brazos Valley Railway Company, receiver.... 26,158.91 
Iberia & Vermilion Railroad Company......sccccccescccees 12,430.47 
Lake Charles & Northern Railroad Company.............. 23,477.00 
Lake Erie & Eastern Railroad Company...........e.eeeee 135,404.05 
Louisiana & Pacific Railway Company............cceeeee 44,511.78 
Maine Central Railroad . Company... .....ccecsccecscccccscees 272,823.10 
Meridian & Memphis Railway Company.................. 15,553.49 
Montpelier & Wells River Railroad Company.............. 24,537.43 
Natchez & Southern Railway Company...........eseeeee 10,998.41 
SUN. PN COUN oon ccc cecccssacececscnsecevewe 4, 235,301.01 
SROWOrtstown HaMrOnd COMPANY 00. ccccccccccccccccesecee 2,163.06 
Re ae rrr 17,317.82 
Tennessee Central Railroad Co., receiver..............6- 65,499.46 
Texas & New Orleans Railroad Company..............0++ 165,714.97 
Vermont Valley Railroad Company........cccccccccccccce 11,959.49 


Section 210 (Loans): 
New York, New Haven & Hartford Railroad Company.... * 2,000,000.00 
Seaboard Air Line Railway Company........c.ccsccceecees 1,259,000.00 

Section 212 (Partial Guaranty Payments): 
Tennessee Central Railroad Company, receiver 


Total 


40,000.00 
sails <i ee 
CORCCET AMET AS ee: SeGins MesEN ORNS 6 ee.crepipeecee wages $13, 233,869.39 


The Commission has certified to the Secretary of the Treas 
ury that the following amounts are due the railroads named 
under the guaranty section of the transportation act: Chicag®, 
Burlington & Quincy, $4,638,463.98; advance payments, $7,650, 
000; Bauxite & Northern, $6,430.32; Quincy, Omaha & Kansas 
City, $252,363.98; Millers Creek railroad, $10,046.73. 

Under section 204, reimbursement of deficits, the Commis 
sion certified the following amounts due the roads named: 
Washington, Idaho & Montana, $47,806.40; Sierra Railway Com- 
pany of California, $74,079.94; Bauxite & Northern, $18,265.21 
less $628.90 due the government. 

In the case of the Carrollton & Worthville the Commissio 
found that while the government owed the railroad $9,110.50 
under section 204 and $1,051.55 on account of the guaranty, the 
road owed the government $35,590.65. 


T. A. & G.. SECURITIES 
The Tennessee, Alabama & Georgia Railway has applied 
to the Commission for authority to issue and sell $500,000 1 
common stock and $1,200,000 6 per cent first mortgage bonds, in 


order to finance properly the road and to improve it so as to 
furnish adequate service. 
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Freight Claims—Thirty-eighth in the Course of Fifty-two Lessons Written for The Traffic 
World by Grover G. Huebner, Ph. D., Professor of Transportation and Commerce, 
University of Pennsylvania* 


In 1921 the Class I railroads of the United States—those 
having an annual revenue of at least $1,000,000—paid $81,276,- 
319 in claims for loss and damage to freight. In the preceding 
year $119,833,127 was paid for the same purpose. 

The Commission’s reports indicate that the increase in 
these claims in the last seven years exceed 200 per cent, and 
in the last 20 years 1,000 per cent: 


iscal year ending June 30, 1901......ccccccccercvccccvvcecs $ 8,109,637 
Eeser MON BEE 6.5) ca Ctegaine ca cieaweed serene mera eeenene 33,279,000 
Calendar year 1915.......cccccccccccccccccccvcccccccccsccese 29,942,800 
CRIDNGRT SGM BORG. c.0cccsccccct wes vocbeete sees tees sie conereieTe 119,833,127 
Galendar YCOF WSL. .....cccccevccccccecccvesccscseecsreesceves 81,276,319 


Freight claim adjustments for 1922 amounted to about 1.12 
per cent of the gross freight earnings of Class I carriers. Com- 
pared to the ratio for the previous six years, this percentage 
shows a decrease and an indication of a return to more nearly 
normal conditions. The abnormal increase in 1920 was partly 
accounted for by the-increased prices of goods then prevailing. 


Ro uivreree Soest aelnere sree ticwle 1.24% sm ysepeiaanetee le leeroeianeiciere sins 
EL 5. 6'oro Wawiwterereiele e erewohewe oe ee er 2.36% 
BED” <5: ca@ acd ns Soaele wins 4Oee 2.95% 1922 (partly estimated).....1.12% 


The Freight Claim Division of the American Railway Asso- 
ciation publishes a classified summary, by principal causes, of 
freight loss and damage expenditures. In 1921 and 1922 such 
expenditures were divided amoung the following principal classes 
of causes: 








1921 1922 
A. Unlocated loss (entire package)...........sse0e5- 13.6% 10.5% 
B. Unlocated loss (other than entire package)...... 1.8% 6.8% 
i: DMR COND OREOED - o:c civ cce ewe viee540 6464060608 ews 14.7% 14.4% 
D. Damage (rough handling of cars).........cesseee 14.6% 17.2% 
E. Damage (improper handling, loading, unloading 
de SE 4 hc. cra ie wre tend B 8s-s Se. nlbinbin eb ie'eNiele-< 2.2% 2.2% 
F. Defective or unfit equipment.......ccccccccccver » 10.3% 10.1% 
G. Temperature failures (improper refrigeration or 
EE LE EEL EEE 2.7% 3.2% 
H. Temperature failures (freezing or heating fail- 
MRED \ Sacnahibaciees maida delabicioumateneeiere mele na% 1,1% 1.8% 
a NUNES © Ta .5. 01cic cates ai ah oratecoleceheheiave/ aia 6'nS eterei Bia bie eran eiaiaianeieeree 10.8% 10.4% 
H MODUCTY CEMLIFEG PACHRBS) .0...006ccccvcccecceceeeee 4.6% 4.8% 
K. Robbery (other than entire package)............ 5.7% ' 5.2% 
ie I TI 5.5. 5 osig: 33514. ia SeHeine's © Glavgselaieebiearareiele weiaie 3 1.3% 
M. Concealed damage 3.1% 
eet TRON ca cine ano wa ctuweniord cat csinelein'e s/cice eig thee ak eee 5.4% 
Q. Fire or marine loS8s Or GamMage......ccccccseccces 9% 1.0% 
er eee ee ene 2.4% 2.7% 
TR oases onelnecW es naaeg ee eeue wastes 100.0% 100.0% 


A summary of principal causes indicates that: 


(a) Total loss claims arising out of unlocated loss, robbery, con- 
cealed loss, and error of employe comprised 36.2% of all claims in 
1922, compared to 40.6% in 1921, of which 46.7% were carload freight 
shipments and 53.3% less carload. ‘ 

(b) Damage claims accounted for 53.4% of all claims compared 


with 48.6% for 1921, of which amount 71.7% were carload and 28.3% 
less carload shipments. 


(c) Delay claims accounted for 10.4% of the total in 1922, com- 


pared to 10.8% in 1921, and 90.7% of this was carload and 9.3% less 
carload business. 


Classification of Claims 


Freight claims may be divided, as indicated above, in three 
general groups: (1) damage, (2) loss, and (3) overcharge. 
A freight claim may be for either total or partial loss and a 
damage claim may arise out of actual damage to freight or 
damage resulting from unreasonable delay in transportation 
which causes loss of profits. 

A freight loss or damage may be further classed as: (a) 
“located,” (b) “unlocated,” or (c) “concealed.” A located loss 
or damage is one that can be definitely located or traced to the 
carrier on whose line it occurred. An unlocated loss or damage 
18 one occurring to freight carried under perfect record but the 
loss or damage developing before delivery to the consignee. 
A concealed loss or damage is delivered under a perfect record, 
4s well as carried so, the loss or damage developing after 
delivery to the consignee and his clear receipt received. 


Railroad Liability for Loss and Damage 


It is not intended to attempt an explanation of the many 
legal phases of the railroads’ liability for loss or damage of 
freight. The main provisions are, however, essential, because 


the carriers’ liability underlies the shippers’. ability to collect 
freight claims. The insurance of goods while in transit by rail 
lines is the exceptional practice because the rail carriers are, 
es 
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is article was prepared by G. Lloyd Wilson, A. B., In- 
tor in Commerce and Transportation, University of Pennsylvania. 





by law, and by the tenor of the uniform bill of lading, liable 
for all the usual forms of loss, damage, and unreasonable delay, 
subject to conditions specifically stated by: 


The uniform bill of lading. 
Statutes. 

Classification legally applicable. 
Tariffs legally applicable. 


Carriers by rail are liable for all the usual forms of loss 
or damage unless caused by: 


1. The act of God, public enemy, authority of law. 
2. Default of shipper or owner. 


3. Fire after expiration of free time allowed (liable as ware- 
houseman). 


4. Stoppage in transit upon request of shipper, owner or other 
party only entitled to make such request. 


Property being held in quarantine (at risk and expense of 
owner). 


6. Delay by not being transported on any particular train or 
vessel or for any particular market. 
Defect or vice of the property. 
8. “Country damage’’ to cotton. 
9. Riots or strikes. 


10. Deviation and delay occasioned by the necessity for com- 
pression of cotton (at expense of carrier). 


11. Property being consigned in non-agency station, after prop- 
ony Eee been unloaded from train. 


ipping explosives or dangerous goods without written dis- 
— of natur 


e. 
Unclaimed freight being sent to public warehouse. 


A railroad’s liability as a common carrier ceases 48 hours 
after notice of arrival has been duly sent or given; thereafter, 
its liability is that of a warehouseman and it is responsible 
only for loss or damage arising from a lack of reasonable care. 


Liability“of Carriers by Water 


It is important to note that the liability of carriers by 
water is entirely different from: that of rail carriers. Over- 
seas éxporters, for example, may hold the railroad accountable 
for the inland rail transportation of their goods as stated above, 
but find it necessary to cover the ocean part of the move- 
ment by marine insurance. 

The Harter act of February 13, 1893, provides that, in ship- 
ments from the United States, the ocean carriers are not liable 
except for loss or damage arising out of causes as follows: 


1. “Negligence, fault or- failure.in proper loading, stowage, cus- 
ar, care, or proper delivery’’; 


Failure “to exercise due diligence, properly equip, man, pro- 
vision and outfit’? their vessels; and 


ailure to exercise reasonable care in making a vessel “‘sea- 
worthy and capable of performing her intended voyage.”’ 


The law and ocean bills of lading contracts explicitly 
exempt ocean carriers from liability for loss or damage caused 
by the principal risks of water transportation. When shipping 
by water, therefore, shippers ordinarily seek insurance to pro- 
tect their cargoes and freight charges. They may insure profits 
and other insurable interest as well. Insurance on ocean 
freight charges is usually obtained because ocean bills of lad- 
ing usually stipulate that “freight, prepaid, will not be returned, 
goods lost or not lost,” and that “full freight is payable on 
damaged or unsound goods.” 


Extent of Liability as Determined by Statutes 


The extent to which or amount for which railroads are legally 
liable in interstate commerce for loss or damage has changed 
frequently in recent years. Section 20 of the act to regulate 
commerce, as amended, provides that carriers are liable for 
the “full actual loss, damage or injury” notwithstanding any 
limited or released liability contract, agreement, rule or regula- 
tion that may be made, provided, however, that this full lia- 
bility rule does not apply to “property, except ordinary live- 
stock, received for transportation concerning which the carrier 
shall have been or shall hereafter be expressly authorized or 
required by order of the Interstate Commerce Commission to 
establish and maintain rates dependent upon the value declared 
in writing by the shipper or agreed upon in writing as the 
released value of the property, in which case such declaration 
or agreement shall have no other effect than to limit liability 
and recovery to an amount not exceeding the value so declared 
or veseased §..-; «” 

Under this so-called “amendment to the Cummins amend- 
ment,” interstate freight shipments may be made, as in the 
past, with the exceptions noted, subject to limited or released 
value. Furniture, household goods, and other articles may be 
shipped at rates dependent on the declared values. Several 
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states, however, prohibit railroads from limiting their liability 
in intrastate business. 


Calculation of Amount of Claim 


When a limited liability rule applies to a particular com- 
modity, the shipper may, on the payment of an increased freight 
rate, receive a bill of lading, specially endorsed, under which 
the carrier accepts full liability, in consideration of the in- 
creased rate. Under Rule I of the Consolidated Freight Classifi- 
cation, the shipper may obtain, by paying a 10 per cent higher 
freight rate, a bill of lading binding the carrier to full com- 
mon law liability without the limitations imposed by the condi- 
tions of the uniform bill of lading contract mentioned above. 

When the standard liability rule applies, the amount for 
which the carrier is liable is usually based on the McCaull-Dins- 
more decision of May 17, 1920, which allows claimant to 
collect the value of the shipment at time and place of delivery. 
If there is no established market value, the invoice value, in- 
cluding freight, is the basis on which claims are customarily 
filed, provided such value does not exceed the value of the 
article in that territory of destination as determined by the 
current prices in the trade. 

If the goods are invoiced to the customer at a price in- 
cluding freight, this prepaid freight may be included in the 
value of the article as a basis for claims. If the invoice does 
not include the freight charges, the charges paid by con- 
signee must be included in the statement of the claim. 

Should the loss be due to conversion of the property by 
the carrier to its own use or to wrong delivery, the common 
practice is to file claim for the value of the goods at the place 
of destination. 

The whole matter of the basis for filing claims is in dis- 
pute. Some carriers take the position that the McCaull-Dins- 
more decision applies only to grain; others follow this decision 
in a large number of instances while still others pay claims on 
the basis of the bona fide invoice value of the goods and the 
prepaid freight. 

The matter of standard instructions governing the computa- 
tions of loss and damage claims so as to apply a uniform 
interpretation of the McCaull-Dinsmore decision is now under 
consideration by the general committee of the Freight Claim 
Division of the American Railway Association. 

The same principles govern the calculation of freight claims 
for partial loss and damage. A claim‘for partial: loss may 
include a pro rata amount for both property loss and prepaid 
freight. In the case of damaged freight, however, although the 
claimant is entitled to an amount covering the damage done to 
his freight, the carrier, if it has fulfilled its shipping contract, 
is entitled to the freight charges on the entire shipment unless 
the goods were damaged to such an extent as to constitute a 
total loss. In all claims for partial loss and damage it is 
also to be understood that, if the freight was lawfully accepted 
subject to a released or limited value, the amount in the claim 
will not be the entire loss or damage but a pro rata adjustment 
based on the reduced value will be made. 

The computation of overcharge claims depends on the legal 
principle that there is but one lawful charge for a freight ship- 
ment as classified, billed, and routed. The difficulty is then to 
determine the charges that should legally have been made, and, 
if the actual charge collected was greater, the carrier may be 
required to refund the excess. 


The Incidence of Freight Claims 


The usual practice as to the party entitled to file a claim 
for loss or damage of freight is that either the shipper or 
consignee may do so, depending on who, in a particular instance, 
possesses title to the freight. Ordinarily the possession of the 
bill of lading, with proper endorsements, in case it is an order 
bill, is accepted as proof of ownership, but, in interstate ship- 
ments, it is not always conclusive, but merely prima facia evi- 
dence of ownership. There are numerous state statutes, how- 
ever, that specifically require delivery of intrastate shipments 
to whomever possesses the original bill of lading. 

In ease of interstate shipments the interstate commerce 
act (Sec. 20), provides that the carrier issuing the bill of 
lading is “liable to the lawful holder thereof for any loss, 
damage or injury” caused by it or a connecting carrier. Section 
22 of the bill of lading act, of 1917, applicable to damage caused 
by non-receipt of goods or their failure to correspond to the 
description in the bill of lading, provides as follows: 


. . + If a bill of lading has been issued by a carrier or on his 
behalf by an agent or employe the scope of whose actual or apparent 
authority includes the receiving of goods and issuing of bills of 
lading therefor for transportation in commerce among the several 
states, and with foreign nations, the carrier shall be liable to (a) 
the owner of goods covered by a straight bill subject to existing 
rights of stoppage in transitu, or (b) the holder of an order bill who 
has given value in good faith, relying upon the description therein 
of the goods, for damages caused by the non-receipt by the carrier of 
all or part of the goods or their failure to correspond with the 
description thereof in the bill at the time of its issue. 


Section 9 of this bill of lading act applicable to delivery of 
goods by carriers provides: : 
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That a carrier is justified, subject to the provisions of the three 
following sections, in delivering goods to one who is (a) a person 
lawfully entitled to the possession of the goods, or (b) the consignee 
named in a et bill for the goods, or (c) a person in possession 
of an order bill for the goods, by the terms of which the goods are 
deliverable to his order; or which has been indorsed to him, or in 


blank by the consignee, or by the mediate or immediate indorsee of 
the consignee. 


Section 17 of this act provides: 


That if more than one person claim the title or possession of 
goods, the carrier may require all known claimants to interplead 
either as a defense to an action brought against him for non-delivery 
of the goods or as an original suit, whichever is appropriate. 


Overcharge Claims 


A claim for overcharge may be made by the shipper or 
consignee according to who pays the freight charges on a 
particular shipment. Interest on such overcharges in excess of 
the legal rate accrues from date of its collection by the carrier 
whether arising out of error in rate, weight, or classification, 
but the Commission recommends that such claims paid within 
thirty days be considered as cash transactions. 

‘ Where several railroads have handled a shipment, freight 
claims may be presented to any of them, but delays may be 
avoided by presenting them directly to the claim department 
of either the receiving or the delivering carrier. Here such 
claims must be investigated and adjusted on their merits and 
in conformity with the legel liability of the carrier. In case 
of interstate shipments, Section 20, of the interstate commerce 
act, requires the initial or receiving carrier to issue a bill of 
lading and holds this carrier “liable to the lawful holder thereof 
for any loss, damage, or injury to such property caused by it 
or by any common carrier, railroad, or transportation company 
to which such property may be delivered or over whose line 
or lines such property may pass within the United States or 
within an adjacent foreign country when transported on a 
through bill of lading.” 

Carriers are required, by conference rulings of the Com- 
mission, to investigate claims and ascertain their lawfulness 
and allow them or not allow them on the basis of their own 
investigation and may not pay claims immediately on presenta- 
tions, and without investigation, even though shippers give bond 
to guarantee repayment in event claims are rejected. 

The documents filed with a freight claim, the organiza- 
tion of a railroad freight claim department, the settlement of 
claims between connecting carriers, and means for reducing 
loss and damage of freight will be dealt with in Lesson No. 39. 


I. C. CONSTRUCTION CASE 


Argument was heard by the Commission June 2 in three 
finance cases involving applications of the Southern Illinois & 
Kentucky and the Chicago, St. Louis & New Orleans to con- 
struct a line of railroad in Kentucky and Illinois, of the Illinois 
Central to operate the line, and of issuance of securities in con- 
nection with the proposed operations. 

The applications involve the construction of a. line from 
Edgewood, Ill., to a connection with the Paducah & Illinois at 
or near Metropolis, Ill., a branch line from Akin, IIl., to a con- 
nection with the Benton Southern, and a line from Fulton, Ky. 
to a connection with the Paducah & Illinois just south of the 
Ohio River. 

Counsel for the applicants said if the applications were 
granted the Illinois Central would be permitted to operate a 
new line from Edgewood, Ill., to Fulton, Ky., a distance of 168 
miles, in addition to the Akin branch. The real purpose sought, 
they said, was to make it possible for the Illinois Central to 
have the use of a third track between Edgewood and Fulton, and 
increase measurably the company’s facilities for handling traffic. 


; Counsel for the state of Illinois, which objected to the grant- 
ing of authority for the construction of the Edgewood-Fulton 
line, contended that the Illinois Central, under Illinois laws, 
could not build the proposed road and therefore was proposing 
to do it through the Southern Illinois & Kentucky and thus 
circumvent charter provisions. They said what the Illinois Cen- 
tral was proposing te do was to “cut off the part of the ‘main 
trunk’ from Cairo to Centralia, and that part of the Chicago 
‘branch’ from Centralia to Edgewood,” and that the application, 
therefore, must be looked upon as one to change the “main 
trunk” of the Illinois Central from the place it was fixed in 
1851 under the provisions of the Illinois Central’s charter enacted 
by the General Assembly of Illinois. They also said they were 
advised that the proposed line from Edgewood to the Ohio 
River would not be considered subject to the 7 per cent clause 
of the charter under which the Illinois Central was bound to 
pay 7 per cent of its gross income into the state treasury. They 
feared also that another result would be that all of the towns 
on the Illinois Central charter lines from Cairo to Chicago and 
from Cairo to Galena would be cut off from main-line service, 
= the state treasury deprived of revenue under the 7 per cent 
clause. 

Counsel for communities from Centralia, Ill., to Clinton, Ky. 
protestants, contended there was no public necessity for the 
proposed construction. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


RAILROAD CONSOLIDATION 


Editor The Traffic World: 

I have read with much interest the editorial in your issue 
of May 26 entitled, “Business Men and Transportation,” ad- 
dressed particularly to the recent annual meeting of the 
Chamber of Commerce of the United States, and the attitude of 
that body on the question of the consolidation of railways. 
I have had occasion to inquire into the attitude of the national 
chamber on this question and was a delegate to the meeting 
referred to. 

In the latter part of 1919 there was a great deal of dis- 
cussion of the railroad question in view of the prospective 
early return of the railroad properties to their owners. Then, 
as is usually the case, a number of solutions were offered, 
most of which were unsound. The Chamber of Commerce of 
the United States at that time took a referendum vote of its 
membership on a number of these propositions, and the idea 
of consolidating the railroads into a small number of systems 
was approved by a large majority. This fact was communi- 
cated to the Congressional committee holding hearings on the 
Esch-Cummins bill, and has since been the authority for action 
of the chamber on this question. 

The more recent agitation over the railways, some time 
ago, caused the national chamber to interest itself in the sub- 
ject again, and a conference was held, the result of which 
was a number of special committees to deal with particular 
transportation subjects. Among these, as you know, was a 
committee on railroad consolidation, of which Carl R. Gray 
is chairman. The committee made a progress report at the 
May meeting, part of which appears on page 1112 of your issue 
of May 12. This report was made to the so-called ‘“trans- 
portation and communication group,” which comprised much 
less than the full registration. According to the by-laws of 
the chamber, resolutions may be proposed at such group meet- 
ings which, if there approved, pass through the hands of the 


committee on resolutions for final action on the floor of the 
convention. 


You doubtless know that the central west has, in gen- 
eral, registered strong disapprobation of the proposed con- 
solidation, and Kansas City has not been backward in voicing 
its opposition. We have felt that the present sentiment on this 
question is probably far different from that obtained by the 
referendum vote of 1919, and have objected to the national 
chamber that it was not fair to continue its advocacy of the 
consolidation idea without ascertaining the present day senti- 
ment. At the group meeting referred to, I offered a resolu- 
tion calling on the secretary to promulgate a new referendum 
with a view to determining the present views of the member- 
ship. This provoked considerable discussion, which, however, 
was abruptly ended by a motion from an eastern delegate to 
lay the resolution on the table, which motion prevailed, though 
by a vote by no means decisive. The failure of the resolution 
to be approved in the group meeting prevented the subject from 
being considered on the floor of the convention. The gentle- 
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man who made the motion to lay the resolution on the table is, 
as I understand it, a representative of the Eastern Supply As- 
sociation, and, as you know, these railroad supply men are 
more pro-railroad than the railroads themselves. 

It was the feeling of myself and other middle western’ 
people that if we had had the meeting most anywhere in the 
country except New York, we might have had a fair chance 
to show a real change in sentiment, but there is, without 
doubt, a fairly strong feeling in favor of consolidation in cer- 
tain quarters in the east, particularly among those who hold 
railway securities and those who profit by selling to the rail- 
roads. This gentry, however, will probably be much disap- 
pointed if the consolidation goes through, because it is by no 
means apparent that combining a strong road with a weak road 
will make them both strong. 

I am very glad to see your outspoken views on this ques- 
tion and I am hopeful that, through your leadership, a great 
many business interests will be brought to realize that the 
consolidation of railroads into a small number of systems is 
bound to prove detrimental to their best interests. 

W. R. Scott, 

Transportation Commissioner, Board of Trade of Kan- 

sas City, 


Kansas City, Mo., May 29, 1923. 


LIMITATION ON OVERCHARGES 
Editor The Traffic World: 

We recently received a mimeographed letter declining an 
overcharge claim and containing substance of a decision of the 
Supreme Court in the case of Kansas City Southern Railway 
Company vs. Harry B. Wolf et al. 

While our claim was seasonably filed, we were informed 
that the carrier was unable to establish the validity of same 





TOLEDO, OHIO 







The Toledo Terminal Warehouse Co. 
028-930 GEORGE STREET 
TOLEDO, OHIO 


STORAGE OF MERCHANDISE 
Special Attention to Pool Car Distribution 


ALBANY, N.Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


CHICAGO 
Jos. Stockton Transfer Co. 


1658 Seuth Canal Street, near Tayler Strest 
Teaming ef Every Delivery Servies and Gartead 


Petry Express & Storage Co. Inc. 
TRENTON, N. J. 


MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 


HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association. 











1390 


within the period prescribed by Section 15 of the interstate 
commerce act. 

It occurs to us that sufficient thought has not been given 
to this decision and that possibly all of the facts were not be- 
fore thé Supreme Court when that decision was rendered. 

After reading over Section 6 in paragraph 7, we find that 
no carriers shall engage in transportation of property unless the 
rates and charges on which the same are transported have been 
filed in accordance with the provision of that act; nor shall 
any carrier charge a greater compensation for such transpor- 
taton between the points named in such tariffs than the rates 
which are specified in the tariff and in effect at the time. 

In paragraph 10, of the same section, there is a penalty 
provided that in the case of failure on the part of a carrier 
to comply with the terms of any regulation adopted or any 
order made by the Commission, such carriers shall be liable 
to a penalty of $500 for each offense and $25 for each and 
every day of the continuance of such offense, which shall accrue 
to the United States. 

The Elkins act, in section one, provides that the wilful fail- 
ure on the part of any carrier to strictly observe such tariffs 
until changed according to law shall be a misdemeanor and, 
upon conviction, the corporation offending shall be subjected to 
a fine of not less than $1,00 nor more than $20,000 for each 
offense. In the same section it is further provided that, when- 
ever any carrier files with the Commission a particular rate, 
that rate, as against such carrier in the prosecution begun 
under this act, shall be conclusively deemed to be the legal 
rate and any departure from such rate shall be deemed to be 
an offense under this section of the act. 

We don’t find anything in the act allowing the carriers 
to depart from their published tariff rate. 

If it is unlawful to collect more than the tariff rate and it 
is proper to prosecute the carriers for a collection of the unlaw- 
ful rate, it occurs to us that the decision in the above referred 
to case, if accepted as covering both phases—i. e., unlawful 
collection and retaining of such and refusing to refund such 
unlawful collection unless complaint is filed with the Commis- 
sion within two years after the date of delivery—is conflicting. 

Our experience has been that few carriers voluntarily offer 
a refund, especially where there is a doubt as to the legality. 
In such instances, they invariably (and investigation will prove 
that where such doubt exists) collect the charges on the highest 
basis and require the shipper to prove that a lower basis exists. 

It often is the case that such discovery is not made until 
considerable time after the charges are collected. In such 
instances the shipper files his claim with the thought that he 
is entitled to a refund between the difference in the amount 
paid and what the legal tariff provides. 

We have no fight with the Supreme Court of the United 
States; we must, as all others, accept their decision as final, 
but we believe that the law should be changed so there can 
be no doubt as to what a shipper is entitled to. 

Under numerous rulings, it has been decided that the 
consignee, regardless of the fact that he may have handled the 
shipment as an agent, may be held liable for the legal freight 
charges due on any particular shipment. 

In such a case the carriers are permitted to make a demand 
on that consignee within the period of three years. If an actual 
undercharge exists he is required to assume same, and if he 
does so without suit having been brought against him he is 
without recourse, even though the rate charged may be unrea- 
sonable and admitted so, or brought about through a technicality 
of the tariff. 


However, if the same consignee elects to be sued, he has 
ninety days from the date of the institution of such suit in 
which to file a complaint with the Commission, if he expects 
to recover the amount of the unjust payment. 

This illustration, in itself, is conclusive evidence that the 
law, as it stands, needs an amendment, as we cannot conceive 
that Congress intended that a shipper or consignee should be 
required to litigate a question of the reasonableness of a rate 
that had already been admitted to be unreasonable. 

Since there has been so little said about this decision, appar- 
ently the effect of same has not yet been felt amongst the various 
subscribers to your magainze. However, we believe that sooner 
or later there will be sufficient cause to lay this matter before 
the committee on interstate commerce of Congress for the 
purpose of seeing that the proper amendment is made. 

St. Louis Fruit and Vegetable Dealers’ Traffic Assn., 
Wm. P. Malott, Secy. 
St. Louis, Mo., May 30, 1923. 


CLAIMS FOR OVERCHARGE 


Editor The Traffic World: , 

It has been suggested by L. C. Smith, of the Taylor Coal 
Company, in The Traffic World of March 10, to start the ball 
rolling and keep it going until the decision rendered by the 
Commission in connection with the Sligo iron case, is thor- 
oughly applied by the common carriers in settling claims for 
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overcharges on all traffic moving during the period of federal 
control, and on consignments of petroleum, coal, etc., billed 
subsequent to the termination of the U. S. R. A. 

I note, with surprise, that no pressure whatsoever has 
yet been brought forth by industrial concerns handling the 
commodities subject to the combination rule to have this 
diabolic issue settled without further dilly-dally with the U. §. 
R. A., and carriers party to the tariff involved in the dispute. 

The Sligo iron case, as outlined in the I. C. C. docket, 
involves a large sum of money, which, according to the Com- 
mission ruling, is legally due to the poor public. I have had 
an opportunity of analyzing carefully the entire contents cov- 
ering the issue in question, and, therefore, may be of some 
assistance to my industrial colleagues in divulging the com- 
bined stand taken by both the U. S..R. A. and common ear- 


riers handling these commodities after the period of the federal 
control. 


If we refer to the original findings of 62 I. C. C. 943, we 
shall find the language prescribed by the Commission, clearly 
specifying the ways and means to end this long dragged out 
dispute. The Commission’s finding was not upheld by the offi- 
cials of the U. S. R. A., notwithstanding the fact that both 
departments were created by the same Congress and one would, 
therefore, assume that the attorneys of the U. S. R. A. should 
have been the last body to defy the I. C. C. definite orders. 
The arbitrary stand taken by Mr. Finerty, or Mr. Tracy, has 
placed the Commission under a rather critical position, when 
trying to enforce its rulings, or subsequent decisions, on any 
common carrier or shippers. If the order was in favor of the 
U. S. R. A., do you for one moment believe that the parties 
responsible would have been so generous in declining to collect 
the undercharges due through the erroneous application in 
constructing the through rates? If you ever had such an im- 
possible imagination, you had better discard your illusion. 


When the I. C. C., in the re-argument and appeal sub- 
mitted by U. S. R. A., re-affirmed its original findings under 
73 I. C. C. 551, Mr. Tracy filed immediately, with all carriers 
formerly under federal control, the popular and much dis- 
cussed Circular 168, instructing all concerned not to pay any 
overcharge claims arising from the I. C. C. decision. I be- 
lieve it was the original intention of the U. S. R. A. to force 
the issue through the U. S. Supreme Court, but, on further 
consideration, I presume the legal advisers suggested the 
entire case be allowed to remain in abeyance and flatly refused 
to make any adjustment of rates, until such time the POVRO 
PUBLICO file the whole dispute in court against the U. S. 
R. A. No doubt you will agree that such scandalous pro- 
ceedings by the U. S. R. A. should have been censored by 


Congress, which body was solely responsible for the appoint: 
ment of both parties. 


This is a straight case where the government, responsible 
for the action of these two departments, should have taken 
immediate steps to protect the public from being switzdled 
in such a disgraceful manner. What chance has an ordinary 
business individual to fight the case all alone in court against 
the force of legal advisers employed by the administration? 

In summarizing the final ruling, the Commission stated 
that an individual common carrier or attorney appointed 
by carriers, responsible for issuing tariffs containing the 
rule of combination, should make good to the shippers. 
We find tariffs issued by the Western Trunk Line Committee, 
and tariffs of initial or intermediate carriers, embodying the 
combination rule, specifically stating how the shippers or con- 
signees should construct freight rates basis when figuring his 
freight charges in conjunction with his business transaction. 
Evidently some of the American and Canadian roads are now 
trying to evade the issue on the ground that they were not 
parties to the tariffs incorporating the rule of combination, 
naming rates to a certain junction or breaking point. To this 
argument, would draw your attention to the fact the Com- 
mission made a clear provision to this effect, saying that the 
carrier or attorney issuing such tariff or tariffs, must’ be held 
solely responsible, and the public should receive the benefit 
of the through rate based on the construction in line with 
the rule of combination, and the carrier responsible for the 
inclusion of this misleading clause was to accept debit for 
the excess freight charges accruing through his or their action 
in publishing the rule of combination. 

Shipments billed out subsequent to federal control, should 
be adjusted without referring to the instruction issued by MT. 
Tracy under Circular No. 168. Some carriers maintain they 
have no power to adjust any account unless the U. S. R. A- 
rescinds its ruling against the Commission; but this is not 
the case. The U. S. R. A. circular applies only to federal con- 
trol shipments and not to corporate business. 

In conclusion, one would ask why on earth the industrial 
concerns interested in this case do not take combined action 
and show the true facts to the party or parties responsible 
for holding this large sum of money which is due to the public. 
They have everything to gain, and nothing to lose, by arrans 
ing a combined appeal to Congress. Do they not realize that 
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the I. C. C. decision, which was passed in their favor, is half 
of their battle won, and would, no doubt, strengthen their 
forces in defeating their common enemy. ‘“Munc aut mun- 
quam.” 

Let us hope all the American common carriers will make 
a wonderful success in the administration of their transporta- 
tion problems so one shall not have to meet again with com- 
plexity of the nature while the roads were under the juris- 
diction of the U. S. R. A. Success of the Canadian National 
Railways should not be an inducement to cause the United 
States federal administration to operate the roads. Trrans- 
portation is the main vein of our daily life existence, and we 
should, therefore, see that we have a reliable body, composed 
of experienced railroad men, administering our daily distribu- 
tion of the products of industry and commerce. “Pro bono 
publico.” 

Charles La Ferle, 
Traffic Department, 
Maple Leaf Milling Co., Limited. 
Toronto, Canada, May 31, 1923. 


CHICAGO PUBLIC WAREHOUSES 
Editor The Traffic World: 

The Chicago market is an alluring one for manufacturers 
the country over. One-sixth of the population of the country 
and what is estimated to be one-fifth of its buying power, are 
located in the states that are ordinarily known as the great 
central market and that are served by nationally-known dis- 
tributors from their Chicago sales offices. To cater to the 
consuming needs of eighteen million people, as well as properly 
to perform its function as the rail traffic pivot for the move- 
ment of merchandise between the coasts, Chicago has had to 
develop a system of general merchandise (“public”) ware- 
houses far exceeding that of any other inland city. 


Forty different warehousing concerns, operating four million 
square feet of floor space, are scattered at strategic locations 
throughout the city; they receive, store, and reship the varied 
products that these eighteen millions of people require for 
their daily sustenance and convenience. Practically all these 
warehouses are located on the tracks of one or more of the two 
score rail carriers coming into Chicago and cars arriving via 
any railroad are placed on their sidings without switching ex- 
pense. Some of these establishments have dockage facilities 
for receiving cargoes from the lake vessels. Most of these 
warehouses operate buildings that represent the most up-to- 
date ideas in warehouse construction and that enable manu- 
facturers to procure very low fire insurance rates on the com- 
modities they store here. 

These public warehouses are particularly designed to pro- 
vide facilities that will permit out-of-town manufacturers to 
maintain stocks of their products here with the greatest con- 
venience and at the least expense. In most instances, it is 
unnecessary for a distributor whose factories are at a distance 
to establish a branch warehouse with the burdensome invest- 
ment required for rental or ownership, and for the tremendous 
overhead for its maintenance in the way of salaries, equipment, 
workmen’s compensation insurance, light, heat, power, watch 
service, etc. At a mere fraction of such expense, he can place 
his stocks in a public warehouse, where he pays only for the 
space actually used for the storage of them and only for the 
actual work done in performing the various services he will 
require in connection with their distribution. 

And the warehouse organizations, being distribution spe- 
cialists, can store and get his products to his consuming public 
in Chicago or out-of-town just as accurately, and generally more 
efficiently, than he can himself, even if he could afford to main- 
tain a branch warehouse. Public warehouses are banks or 
clearing houses for general merchandise. From stocks that 
are “deposited,” the local sales representative issues an order 
just like a bank check to a jobber or retailer. The jobber 
“cashes” his order at the warehouse and gets the merchandise 
that it calls for, or the warehouse will deliver it to him at his 
store door. In the case of out-of-town customers, the sales 
agent sends the order to the warehouse and the warehouse does 
the rest; makes out the bill of lading, stencils the packages, 
gets the shipment to the freight station of the railroad that 
will take it out of Chicago, and returns the signed bill of lad- 
ing. When a manufacturer uses a public warehouse, his sales 
representative can devote his time to selling; he is not bothered 
with distribution detail. Furthermore, his sales are increased 
in volume because his goods are on hand when his customers 
want them. 

Because of the character of their products, some manu- 
facturers do not find it desirable to maintain stocks at their 
distributing points. However, in order to accomplish their 
distribution at Chicago with the least expense to themselves 
or to their customers, they combine their Chicago and mid- 
western shipments in so-called “pool” cars, thus getting the 
carload freight rates on the shipments, instead of the higher 
less-carload rates that would be assessed if the shipments 
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came direct from the factory to the trade. These enterpris. 
ing manufacturers consign such cars to the public warehouses 
here and the shipments are delivered to the various Chicago 
customers by the warehouses or are forwarded to the out-of- 
town customers by rail. The manufacturer has saved the 
“spread” between the less-carload and carload freight rates, 
and the saving not only pays for the warehousing charges, but 
nets him, in addition, a saving generally far in excess of them. 
If the customers pay the freight, the warehouses collect the 
pro rata carload freight charges from them, and it is they who 
net the saving. More and more, forward-looking manufacturers 
are using warehouses to effect this economy for themselves or 
for their trade. 

Sugar refiners, millers, and growers of beans and similar 
products use Chicago public warehouses for still another pur. 
pose. Here their commodities are granted what is known as 
the storage-in-transit privilege. Although there may be no 
market for them, it is often necessary that these products be 
sent away from the mills because of lack of storage space and 
in order not to retard production, the sugar, grain products, 
beans, etc., are sent to Chicago warehouses under the storage- 
in-transit privilege, and held there pending sale. When finally 
sold, shipment is made and the through freight rate from the 
mills to ultimate destination is procured, which rate is ap 
preciably less than the rate from the mills to Chicago plus 
that from Chicago to ultimate destination. In other words, the 
same rate applies that would have applied had the manufac- 
turer sent the shipment from his mill direct to the customer. 
The warehouse in Chicago has enabled him to clear his mill 
for production purposes and at the same time it has saved his 
customers several days in receiving their shipments. 

Merchandise dependent basicly on crops must, of neces- 
sity, be stored at a given time and distributed gradually through- 
out the rest of the year according to current demands and until 
the next crop. It would be a hardship for capital represented 
by such merchandise to be dormant for that length of time. 
Owners of such stocks stored in public warehouses procure 
negotiable warehouse receipts for their goods, and these re- 
ceipts are sought after by banks as being gilt-edged collateral 
in making loans to these owners for financing their business 
in larger volume. Dealers in commodities that are not of a 
seasonal nature are coming more and more to take advantage 
of this convenient phase of public warehousing also. 

The volume and variety of the merchandise stored is indi- 
cative of the extensive use to which Chicago public warehouses 
are put by manufacturers selling in the great central market. 
Visitors to these plants marvel at what they see: piles and 
piles of canned goods in cases; bags, boxes, and barrels of 
sugar; paper in cases and in immense rolls; cases and bales of 
dry goods; ingots and crates of metals; barrels of dry 
chemicals; stoves and furnaces; bags of feed, beans, nuts; and 
what not. They recognize familiar names and brands in some 
instances: dried fruits advertised on billboards; soap powder 
featured on the back covers of the big weeklies; breakfast 
foods that are household words; chocolate preparations on dis- 
play everywhere; automobiles of well-known makes awaiting 
deliveries. Visitors realize that this merchandise comes not 
only from all parts of this country, but that much of it is im 
ported. There are burlaps from India, green coffee from Brazil 
and Mexico, olive oil from Italy; specialties from Japan; crude 
rubber from along the Amazon; even raw sugars from Java 
and the Philippines. The operations of a Chicago public ware 
house constitute a cross-section of the world’s commerce. 

The public warehouses of this city are bonded and are 
under license by the state of Illinois properly to perform their 
obligations to the public as depositories for merchandise and 
as public-service institutions. 

Wilson V. Little, 
Superintendent Western Warehousing Company. 
Chicago, June 4, 1923. 


THE ALASKA RAILROAD 


Operating expenses of the Alaska railroad, the only g0v- 
ernment owned and operated railroad of the United States, 
totaled $1,772,376.19 for the year ending December 31, 1922, 
and the operating revenue ran $718,920.64, making a deficit for 
the 12-month period of $1,053,455.55, according to the Depart: 
ment of the Interior, which in a statement said: 


During the calendar year of 1923 it is anticipated that the operat- 
ing expenses will be reduced by some $100,000, and that the operatin 
revenues will be increased by $200,000, leaving a deficit of only $700, . 
A further improvement in revenues upon the road is expected in t 
future, when branches and spurs to the line are constructed and . 
system of public highways are built in the interior of the territory 
feed the railroad with additional traffic. : a ‘ 

Construction on the Alaska railroad was started in 1915 and 4 
portions of the road bed were completed operation was inaugurates. 
Parts of the line, therefore, have been in practical operation 
seven years. For this period the operating expenses up to Dec. “s 
1922, amounted to $9,536,294.14, and. the total operating revenues we 
$2,481,069.66, making a total deficit of $7,055,224.48. 


Give Our Railroads a Chance 
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Great Lakes Transit Corporation 


General Office: Great Lakes Transit Corporation Building, 223 Erie St, Buffale, N. Y. 

SHERMAN J. SEXTON, 
Vice-Presi 

Buffalo, N.Y. 




















‘Bafaie, N.Y 
CONNERS, J o We 
9 Noo ieedios, J. F. CONDON, 
Buffale, N.Y. ema  - -& 
J. E. DEASY, Buffale, N.Y. 
Vice- W.R. EVANS, Aaditer, 
; Buffale, N.Y. Buffale, N.Y. 
| E. C. ANDREWS, J. F. TREBLE, 
Vice-President, wake 
) Buffalo, N.Y. N.Y. 
. F. A. STANLEY, 
4 H.S. NOBLE, bs G.C. waco, 
| Vice-President, Freight Traffic Manager, Scand M anager and 
Buffalo, N. Y. Buffalo, N. Y. oe 


FREIGHT SERVICE 


Rates Restored for the Season of 


1923 


New and fast service on Lake Michigan to and from 
the Ports of Chicago and Milwaukee in addition to the 
famed service via Lake Superior. 


Twenty-four (24) modern steamers, fully equipped for 
handling package freight east and westbound comprise 
the finest and swiftest fresh water fleet in the world. 


Package freight capacity Refrigerator freight ca- 
over two million tons. pacity about forty thou- 
sand tons. 


Through rates are in effect between the Atlantic Sea- 
board, Eastern Basing points, also Lake Ports; and 
Western and Northwestern points, including Chicago, IiL.; 
Milwaukee, Wis.; St. Louis, Mo.; Duluth, Minn.; Minne- 
apolis, St. Paul and points beyond. 


Through rates are also in effect from Youngstown, O.; 
Pittsburgh, Pa.; Wheeling, W. Va.; Canton and Akron, O., 
and points in the same general territory to Duluth, St. 
Paul and related points. 


Under arrangements with connecting rail lines this Cor- 
poration maintains a service via rail-and-lake between 
Eastern points and territory in the: West, Southwest and 
Northwest, including Pacific Coast. 


INFORMATION FURNISHED SHIPPERS OR RE- 
CEIVERS ON APPLICATION WILL DISCLOSE A CON- 
SIDERABLE SAVING IN RATES AS COMPARED 
WITH ALL-RAIL. 


In order to secure the benefit of our unexcelled rail-and- 
lake service, combined with the saving in rates, shippers 
should mark: their bills of lading plainly, “care reat 
Lakes Transit Corporation.” 


- Address F. A. Stanley, Freight Traffic Manager, Great 
Lakes Transit Corporation Building, 223 Erie St., Buffalo, 
N. Y., or any of the agents mentioned below. 


AGENCIES 
Boston, Mass.—589 Old South Building. Milwaukee, Wis.—19 West Water St. 
P. N V. F. Carbo Agen 


am -* or Ow FTF eo 


m 


L. Stuart, New England Agent. ~h me, General t. 
Buffalo, N. Y.—Great Lakes Transit og Minn.—1120 Metropolitan 
Caretien Bldg., 223 Erie St. 
Meagher, General are ale <tr 
Chicago, i1l.—233 Bast North Water St. New York, N. Y.—299 Broadway 
E. J. Hogan, General Agent. 
Cleveland, | ee Front, Foot Ninth 
Mosa, General Agent. , General Agent. 
Detroit, Mich.—Foot of Cass a Pittsburgh, Pa.—1826 Oliver Building. 
Duluth, — —Palladio io Balding st. ag | Minn.—315 Pioneer Building. 
Geo. C. Williams, General General Agent. 
Sault sie Marie, Mich.—Kemp’s Dock. 


Agen: 
Erle, Pa.—Foot of Holland Street. Agent. 
1B B General vee D. C.—326 Mills Building. 
L, Agnew Myers, Agent. 


Houghton, Mich.-44 Isle Royale St. 
C. O. Berglund, General Agent. 


Cruise the Great Lakes this summer on the 
Great Lakes Transit Corporation 
Steel Steamers 


TIONESTA JUNIATA OCTORARA 
**The World’s Finest Cruise’’ 
Orchestra Dancing 
Ask Anyone Who Has Made the Trip 
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Joint Services with 


Hamburg-American Line 
NEW YORK TO HAMBURG 









































TRESOLUTE ......... June 12 *tHANSA ..........+.:. June 28 
*#THURINGIA ......... June 14 *MOUNT CLINTON ..July 5 
*MOUNT CARROLL ..June 21 {RESOLUTE .......... July 10 
RELIANCE .......... June 26 +WESTPHALIA ....... July 12 


*3rd Class Passengers.. ¢ Cabin and 3rd Class Passengers. 
t Ist, 2nd and 3rd Class Passengers. 
BOSTON TO BREMEN AND HAMBURG 
HESSEN (via Baltimore and Norfolk)................2++: June 13 
FURST BULOW (via Baltimore and Norfolk)............. July 3 









































PHILADELPHIA TO BREMEN AND HAMBURG 
BRASILIA (via Baltimore and Norfolk) ...........seeeee+ June 23 
KERMIT (via Baltimore and Norfolk) .............seseee5 July 18 

BALTIMORE TO BREMEN AND HAMBURG 
RE nS tl it a I June 26 
ES EE nc asis vcs osccvevecectocceeuecee July 1 
FURST BULOW (via Norfolk) .......ccccccccsccccceccces July 14 
I EN I ono oivs.cbsicdabasinb 6 ne0ce00s sonniceien July 26 


NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 
evescccccesoce FURST BULOW ....... 

















wowceceseee oe PUY DGD PEVIRWELE occ eeeeeeeseses 


NEW ORLEANS TO BREMEN AND HAMBURG 
pe, ee a ee ne Last Half of July 
Also Direct bags aed Service from U. 8S. Pacific Ports 
Northern European Ports 
Through an of lndine via Hamburg to all Scandinavian, Baltic, 
editerranean, Levant and African Ports 


General Offices: 39 BROADWAY, New York 
WESTERN FREIGHT OFFICE: 





























CHICAGO, 327 South La Salle Street......... Phone Wabash 4891 
BRANCH OFFICE: eee Maryland Casualty Tower Bldg. 













BORTON, occ ccccee American-Hawaiian 8. 8. Co., 40 Central Street 

PHILADELPHIA...... American-Hawaiian 8. 8. Co., Bourse Bldg. 

SE SUED S 0 cla-dicind uidnics os codenciels éeeéeils Richard Meyer Co. 

ee eT er eT Pre Harriss, Magill & Co. 
GENERAL PACIFIC COAST AGENTS: 

SAN FRANCISCO....... Williams, Dimond & Co., 310 Sansome St. 


































AMERICAN-HAWAIIAN S.S. Co. 


Intercoastal Services 


To Los Angeles, San Francisco, Portland, 
Seattle and Tacoma 


NEW YORK—WEEKLY BOSTON—WEEKLY 


PANABMAN ~...0ccccses June 14 | _  eree June 16 
0 aS 


































































MISSOURIAN ......... VIRGINIAN ........... 
VIRGINIAN ........... July 12 EER July 14 
EE 6 ties 3 os Calne July 19 MINNESOTAN ........ July 21 
MINNESOTAN ........ July 26 PENNSYLVANIAN ....July 28 
PHILADELPHIA BALTIMORE 
OREGONIAN ......... June 22 OREGONIAN .......... June 17 
GEORGIAN ........... July 6 GEORGIAN ............ July 1 
NEBRASKAN ......... July 20 NEBRASKAN ......... July 15 
MEXICAN ............ Aug. 3 MEXICAN ............ July 29 
CHARLESTON oom P in 
POR eas une 
serssinsamescn 7A ake TG ........ 6: July 11 
MOMILE NEW ORLEANS 
DUPE Sh occcésccecee June 20 wim June 26 








Through bills of lading, via Los Angeles te San Diego, via San 
Franciseo to Oakland, Stockton, Sacramento, Cal.; and te Hono- 
lulu, Hilo, Kahului and Port Allen, Hawaiian Islands. 


















General Offices: 8 BRIDGE ST., New York 


BRANCH OFFICES: 
BOSTON..... 40 Central Street PITTSBURGH...... Oliver Bidg. 
PHILADELPHIA..Bourse Bldg. ROCHESTER:..Commerce Bldg. 























AGENTS: 
Fe United Am. Lines, Md. Casualty rated he. 


CORES HH HEHEHE HOHE HEHEHE HEE EEE EEES 





Sem e eC eeeeeeeeeeeseeeeeeteeeeee 


SPOT ESSE HEE HEHEHE EE ETE EEE EEE ERED 


GENERAL PACIFIC COAST AGENTS: 
Williams, Dimond & Co., 310 Sansome St., San Francisce 
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Personal Notes 





Thomas W. Scott has been appointed traveling freight 
agent for the Missouri-Kansas-Texas Lines at New York to suc- 
ceed D. J. Bill, who died. 

A. M. Duntley has been appointed general coal freight agent 
on the Chesapeake and Ohio to succeed H. S. Smith, who has 
been appointed assistant general freight agent, with offices at 
Richmond. ; 


Porter King has been announced as general agent for the 
Illinois Central at Havana. 

B. F. Smith has been appointed traveling freight agent for 
the Norfolk and Western at Pittsburg succeding T. G. Boggess, 
who resigned. C. E. Cousins has been appointed soliciting 
freight agent at Norfolk, succeeding B. F. Smith. 

John Edgar Rhodes, secretary-manager of the Southern 
Pine Association, died at New Orleans June 2, following an ill- 
ness of two months. 

Newton Stevenson, formerly traffic manager for B. F. Av- 
ery & Sons of Louisville, died at St. Edwards Hospital, New 
Albany, June 1. 

H. G. White has been appointed general agent for the Clyde 
Steamship Company at Jacksonville, Fla. G. D. Raymond has 
been appointed agent at Jacksonville to succeed Mr. White. 

J A. Murphy has resigned as traffic manager for the Na- 
tional Oil Products Company to become traffic manager for the 
Martin Dennis Company, at Newark. 

L. T. Swancutt has been appointed traveling freight agent 
for the Atlanta, Birmingham and Atlantic at St. Louis, vice 
A. L. Wolf, resigned. H. S. Rice has been appointed freight 
traffic agent at St. Louis to succeed Mr. Swancutt. Paul H. 
Hardin has been appointed traveling freight agent at Atlanta to 
succeed Welsh H. Hooper, resigned. 

Ira G. Fulkerson has been promoted to traveling freight 
agent for the Buffalo, Rochester & Pittsburgh at Buffalo, vice 
R. W. Anderson, assigned to other duties. 

Robert Hunter has resigned as general agent of the San 
Francisco-Sacramento Railway at Pittsburgh to become repre- 
sentative of the United States Lines. E. D. Forde has been ap- 
pointed to succeed Mr. Hunter. 

W. M. Cave has been made traffic manager of the Lion Oil 
and Refining Company at Kansas City. 


J. S. Kellie has been appointed commercial agent for the 
Mississippi Central with office at Detroit. 


R. N. Begien has been appointed vice-president in charge of 
operation for the Hocking Valley. 

S. J. Fitch has resigned as commercial agent of the Mil- 
waukee Steamship Company to take charge of the Milwaukee 
sales of the Mather-Cogswell Corporation. 


C. N. Eckhardt has been appointed district freight agent 
of the American Sugar Refining Company at Baltimore. 


J. S. Kellie has been appointed commercial agent for the 
Louisiana and Arkansas with headquarters at Detroit. 


Charles Milbauer, general eastern manager of the Trans- 
continental Freight Company at New York, has severed his 
connection with the company to take effect officially next De- 
cember. His active work with the company ceased May 1. He 
will not take up any other active work until after July 15. 


J. J. Fahey has been appointed division freight agent for 
the C. C. C. & St. L. at Cincinnati, following the death of M. J. 
Todd. L. H. Mussman has been appointed general agent at 
Chicago, from which position Mr. Fahey was promoted. 


Sir Henry Thornton, president of the Canadian National 
Railways, has been elected president of the Ontario Car Ferry 
Company, which operates between Rochester, N. Y., and Co- 
burg, Ontario. The company is owned jointly by the Canadian 
National and the Buffalo, Rochester & Pittsburgh Railway com- 
panies. W. T. Noonan, president of the latter company, was 
elected vice-president of the Car Ferry Company, and O’Donnel 
Iselin, of New York, was elected to the directorate. 


Appointment of E. J. Cleave, formerly connected with the 
Pennsylvania Railroad, as district manager of the Car Service 
Division of the American Railway Association in New York, has 
been announced. 

J. D. Tinsley has been appointed general agricultural agent 


for the Texas lines of the Santa Fe System, with headquarters 
at Amarillo. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of St. Louis will hold its midsummer out- 
ing at the Kirkwood Country Club June 12. The last of the 
club’s weekly meetings until fall was held June 4. Louis Lau 
addressed the club on “Why the Freight Rate?” 





The Miami Valley Traffic Club will hold a special business 
meeting at the Dayton City Club June 11. Consideration is to 
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be given to the matters discussed at the annual meeting of the 
Associated Traffic Clubs of America. 





The Industrial Traffic Club of the Niagara Frontier, the 
Transportation Club of Buffalo and the Buffalo Passenger Asso- 
ciation held a joint luncheon at the Hotel Lafayette, Buffalo, 
June 8. J. H. Beek, executive secretary of the National Indus- 
trial Traffic League, and T. W. Evans, assistant general man- 
ager of the New York Central, addressed the meeting. This 


was the last luncheon of these clubs until after the summer 
season. 





The Traffic Club of Pittsburgh will hold a dinner at its 
club house June 11, which will be followed by a meeting. Elec- 
tion of officers will be held between four and seven p. m. the 


same day. The nominating committee has placed three tickets 
in the field. 





The Traffic Club of Wichita held its last evening meeting 
until September on June 7. A discussion was held on the results 
of the convention of the traffic clubs at Indianapolis. 





The Transportation Club of Louisville will hold its annual 
outing June 9 and 10 at West Baden. 





The Transportation Club of Tulsa will hold its third annual 
outing at Yonkipin Lake, June 27. The program includes 


baseball and other sports, with a barbecue dinner and dance in 
the evening. 


INTERLOCKING DIRECTORATES, ETC. 


Randolph Stauffer has been authorized by the Commission 
to hold the position of director of the Ironton Railroad Com- 
pany in addition to positions held. 

Oren Root has been authorized by the Commission to hold 
the position of director of the Texas & Pacific Railway Com: 
pany. 

Levi L. Rue has been authorized by the Commission to hold 
the position of director of the Pennsylvania Railroad Company 
and Pennsylvania Company in addition to a directorship or any 
other office or offices with the Akron & Barberton Belt Rail- 
road Company and numerous other carriers. 

Harry C. Stauffer has been authorized by the Commission 
to hold the positions of freight traffic manager of the Atlantic 
City Railroad Company, Philadelphia & Reading Railway Com- 
pany and various lines subsidiary thereto. 

J. W. Robbins has been authorized by the Commission to 
hold the position of vice-president of the Lehigh Valley Rail- 
road Company in addition to a directorship or any other office 
or offices with the Delaware, Susquehanna & Schuylkill Rail- 
road Company and numerous other Carriers. 

Edgar D. Hilleary has been authorized by the Commission 
to hold the position of vice-president of the Atlantic City Rail- 
road Company, Philadelphia & Reading Railway Company and 
various lines subsidiary thereto, in addition to those positions 
previously authorized. 

Matthew C. Brush has been authorized by the Commission 
to hold the position of director of the Missouri Pacific Railroad 
Company and Texas & Pacific Railway Company. 

T, M. Lillard has been authorized by the Commission to 
hold the positions of general attorney with the Union Pacific 
Railroad Company and director of the Leavenworth Depot & 
Railroad Company. 

David K. Fuller has been permitted to hold the position of 
treasurer of the North Pennsylvania Railroad Company in addi- 
tion to various other positions previously authorized. 


The Commission has authorized Agnew T. Dice to hold the 
office of director of the Ironton Railroad Company in addition 
to those offices previously authorized. 


Albert A. Sprague has been authorized by the Commission 
to hold the position of director of the Chicago & Northwestern 
Railway Company and of the Chicago, St. Paul, Minneapolis & 
Omaha Railway Company. 


R. D. Cronly has been authorized by the Commission to 
hold the positions of assistant secretary of the Goldsboro Union 
Station Company and director of the South Carolina Pacific 


Railway Company in addition to various positions previously 
authorized. 


Cc. O. D. PARCELS 


Second attempts to deliver collect on delivery parcels, once 
refused, require additional postage at the local rate under 4 
ruling made by Assistant Postmaster-General W. Irving Glover. 
Senders of such mail frequently request postmasters at tne office 
of address to hold refused parcels a few days until they can 
reach the addressee by mail and induce an acceptance. This 
service requires additional postage, according to the ruling, and, 
upon a second refusal, the sender must furnish postage to 
cover the return of the parcel. 


Ju 
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PORT OF HOUSTON 


THE DISTRIBUTING AND EXPORT CENTER OF THE SOUTHWEST 


One of the leading 
Cotton Export 
Ports of the U.S.A. 


al 





Seventeen rail- 
roads serve the 
Port of Houston 
and connect with 
the PublicWharves 


No Congestions. thru the Public 


L Belt Railway. 
ae ; Trunk lines in all 

> directions to main 
Reliable steamship : assembling and dis- 
lines furnishing de- ‘ tributing points. 
pendable and regu- 


lar service from 
Houston to most 
leading Ports of 
the World. 


Modern Wharf 
facilities designed 
to give quick serv- 
ice to both ship and 
shippers. 


Vessel Discharging Coffee at Wharf No. 4 


FOR THESE REASONS AND MANY OTHERS, DIRECT YOUR SHIPMENTS VIA HOUSTON. 


Tariffs and Particulars Mailed on Request. 


: DIRECTOR OF THE PORT, Fifth Floor, Court House, Houston, Texas 
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INTERIOR VIEW SHOWING A PART OF COFFEE CARGO 
120,000 SQUARE FEET FLOOR SPACE, concrete construction throughout; three compartments; sprinkler system; 
electric conveyor trucks and stacker; 72 cars, private tracks. 

- Quick out bound rail and water service; very low insurance rate. 
ae MERCHANDISE ACCOUNTS FOR STORAGE AND DISTRIBUTION SOLICITED. 
-. WE CALL SPECIAL ATTENTION to our facilities for handling, storing and distributing full and part cargoes of 
= i coffee, sugar, rice, beans, canned goods of all kinds, dried fruits, packing house products, farm implements, 
sa automobiles and steel products. 
his Your shipments to HOUSTON can be financed through our NEGOTIABLE WAREHOUSE RECEIPTS. 
oii We offer our efficient and reliable service, backed by years of experience in the warehouse business. 





to BINYON SHIPSIDE WAREHOUSE CO., INC., HOUSTON, TEXAS 
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A. R. A. ADVISORY BOARDS 


The Trafic World Washington Bureau 


Progress is being made by the car service division of the 
American Railway Association in the organization of regional 
advisory boards of shippers in various parts of the country, 
according to a statement issued by Donald D. Conn, manager 
of the public relations section. Such boards or committees 
have been established in the northwest, southeast, southwest, 
central western regions and in Missouri and Kansas, the latter 
being known as the trans-Missouri-Kansas board. It is also 
proposed to establish a board to function with the district man- 
ager of the car service division at Toledo in June and similar 
organizations will be created in the territories surrounding the 
district managers of Cincinnati, New York and Chicago. Crea- 


tion of a similar board in the north coast Puget Sound region 
is contemplated. 


The purposes of the regional boards, according to Mr. Conn, 
may be summed up as follows: To form a common meeting 
ground between shippers, local railroads and the carriers as a 
whole as represented by the car service division, for the better 
mutual understanding of local and general transportation re- 
quirements, and to analyze transportation needs in each ter- 
ritory, and to assist in anticipating car requirements to. make 
studies to the end of promoting a more even distribution of 
commodities where practicable; to promote car and operating 
efficiency in connection with maximum loading and in the 
proper handling of cars by shippers and railroads; to obtain 
understanding on the part of the shippers and on the part of 
the railroads of the needs and problems of each; to adjust in- 
formally car difficulties which may arise in each local territory 
between the carrier and shipper, and to give the shipping public 
a direct voice in the activities of the car service division on all 
matters of mutual concern 


The northwestern regional advisory board is now function- 
ing, regular meetings being held throughout the territory. Reg- 
ular dockets are prepared for the meetings. Representatives 
of the car service division in Washington attend these meetings. 


Establishment of the regional boards, Mr. Conn said, is 
predicated on the premise that industry, agriculture and the 
railroads should effect a common ground of understanding re- 
garding their interrelated problems. He said when carrier and 
shipper could agree as to the fundamental facts governing any 
of these relationships there should be no disagreement as to 
conclusions- or the necessary action to meet situations so de- 
veloped. 

The. personnel of the committees thus far established, al- 
though not complete in certain instances, because additional 
members are to be appointed, follows: 


Northwestern Regional Advisory Board—Chairman, J. F. Reed, 
president, Minn. Farm Bureau, Old Capitol bidg., St. Paul, Minn; 
alternate, C. L. Mosher, Asst. Federal Reserve Agt., Fed. Reserve 
Bank, Minneapolis, Minn.; secretary, Lee Kuempel, Asst. Mgr. Minne- 
apolis Traffic Assn., 41 Chamber of Commerce, Minneapolis, Minn.; 
assistant secretary, Herman Mueller, Traffic Div., St. Paul Assn., 
Athletic Club bldg., St. Paul, Minn.; vice-chairman, W. H. Perry, T. 
M., Pillsbury Flour Mills, Metropolitan Life bldg., Minneapolis, Minn.; 
A. H. Stafford, Mont. State Farm Bureau Fed., Bozeman, Mont.; 
BE. H. Eyler, S. D. Farmers’ Grain Dealers’ Assn., Sioux Falls, S. D.; 
R. F. Gunkelman, Farmers Grain Dealers, Fargo, N. D.; executive 
committee—C. L. Mosher, Asst. Federal Reserve Agt., Fed. Reserve 
Bank, Minneapolis, Minn.; H. M. Gardner, Vice-Pres, Minneapolis 
Civic and Commerce Assn., Minneapolis, Minn.; N. J. Holmberg, 
Commr. of Agriculture, Old Capital bldg., St. Paul, Minn.; Frank 
Milhollan, Pres. Board of Railroad Commission, Bismarck, N. D.; 
J. W. Raish, South Dakota State Railroad Commission, Pierre, S. D. 
Standing committees: Grain—F. R. Durant, Mer. the Grain Bulletin, 
901 Chamber of Commerce, Minneapolis, Minn.; H. J. Atwood, Du- 
luth Board of Trade, Duluth, Minnesota; E. H. Eyler, South Da- 
kota Farmers’ Grain Dealers’ Assn., Sioux Falls, S. D.; H. A. Feltus, 
Terminal Eley., 713 Chamber of Commerce, Minneapolis, Minn.; A. 
L. Flinn, Minnesota Railroad Commission, St. Paul, Minn.; R. F. 
Gunkelman, Farmers Grain Dealers, Fargo, N. D.; John A. Gustafson, 
Farmers Grain Dealers, Windom, Minn.; Paul H. Kirk, U. S. Divn. 
Crop Estimates, Old Capitol bldg., St. Paul, Minn. Flour, feed, hay— 
M. H. Strothman, T. M., Washburn-Crosby Co., Minneapolis, Minn.; 
J. C. O'Mara, St. Paul Hay Board, St. Paul, Minn.; L. H. Pinney, 
Minnesota Millers’ Club, Minneapolis, Minn.; C, T. Vandenover, South- 
ern Minn. Millers’ Assn., Security bldg., Minneapolis, Minn. Potatoes, 
fruits, produce—O. W. Tong, Northern Potato Tr. Assn., 712 N. Y. 
Life bldg., Minneapolis, Minn.; A, J. Baltuff, Minneapolis Produce Ex- 
change, Minneapolis, Minn.; A. L. Flinn, Minnesota Railroad Com- 
mission, St. Paul, Minn.; L. C. Shroeder, Board of Trade, St. Paul, 
Minn. Live stock—T. E. Good, So. St. Paul Live Stock Exch., So. 
St. Paul, Minn.; Chester C. Davis, Commr, of Agriculture, Helena, 
Mont.; Geo. A. Starring, South Dakota Farm Fed., Huron, S. D. 
Coal—Wayne Ellis, Ivan Bowen, Frank Millhollan, J. J. Murphy. 
Lumber—A. A. D. Rahn, Vive-President Shevlin-Carpenter & Clarke 
Co., Minneapolis, Minn.; W. A. Badeaux, Northwest Lumbermen’s 
Assn., Minneapolis, Minn.; E. J. Fisher, Northern Pine Mgrs. Assn., 
Minneapolis, Minn.; A. J. Kingsley. Miscellaneous traffic—Lee Kuem- 
pel, Asst. Mgr., Minneapolis, Minn.; H. M. Gardner, Vice-President, 
Minneapolis Civic & Commerce Assn., Minne., Minn.; F. S. Keiser, Her- 
man Mueller, Traffic Div., St. Paul Assn., Athletic Club Bldg., Minne- 
apolis, Minn.; C. W. McDonnell, North Dakota Railroad Commission, 
Pierre, S. D.; F. F. Benson, Grain Commission, 809 Chamber of Com- 
merce, Minneapolis, Minn.; H. W. Hazeltine, Russell-Miller Mfg. 
Co., 424 Security bidg., Minneapolis, Minn.; Walter R. Reed, North 
Dakota Farm Bureau Fed., Box 747, Fargo, N. D.; W. P. Chestnut, 
Commercial Club of Fargo, Fargo, N. D.; F. L. Jeklin, Northwest 
Wheat Growers’ Assn., 602 Flour Exchange, Minneapolis, Minn.; W. 
H. Godwin, Northwestern Coal Dock Operators’ Assn., 1132 1st Nat. 
Soo bldg., Minneapolis, Minn.; P. A. Lee, Secretary, Farmers’ Grain 
Dealers’ Assn., Grand Forks, N. D.; James DeVeau, N. D. Wheat 
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Growers, 600 Flour Exch., Minneapolis, Minn.; L. G. Nichols, N. w, 
Grain Dealers Assn., Great Falls, Mont.; C. W. Strawman, Mont. 
Board of R. R. Commissioners, Helena, Mont.; Leé Dennis, Mont. 
Board of R. R. Commissioners, Helena, Mont. 
Trans-Missouri-Kansas Board—(incomplete) —Gen. Chairman 
Clyde M. Reed, Chairman Kansas Public Utilities Comm., Topeka 
Kans.; alternate chairman, C. B. Bee, Public Service Commission. 
Jefferson City, Mo.; vice-chairman (Kansas), O. O. Wolfe, Kansas 
State Farm Bureaus, Ottawa, Kans.; secretary, J. H. Tedrow, Cham- 
ber of Commerce, Kansas City, Mo.; executive committee (to con- 
sist of Chairman of Sub-Committees to be chosen)—O. O. Wolfe 
Kansas State Farm Bureaus, Ottawa, Kans.; M. A. Gray, the H. D. 
Lee Merc. Co., Kansas City, Mo.; A. M. Gaines, Zinc & Lead Ore 
Picher, Okla.; R. T, Willette, Atchison Chamber of Commerce, Atchi- 
son, Kans.; R. W. Moore, Dewey Portland Cement Co., Kansas City, 
Mo.; R. E. Lawrence, Farmers Co-Op. Grain Dealers, Hutchinson, 
Kans.; C. B. Bee, Public Service Commission, Jefferson City, Mo.: 
J. H. Tedrow, Chamber of Commerce, Kansas City, Mo.; J. & 
Johnston, Southwestern Lbr. Assn., Kansas City, Mo.; R. W. Scott 
Board of Trade, Kansas City, Mo.; T. O. Vest, Hegeler Zine Co, 
Joplin, Mo.; C. B. Hutchings, American Farm Bureau, 58 E. Wash- 
ington St., Chicago; E. 8. Gubernator, Lehigh Portland Cement (Co. 
Conway bldg., Chicago; Chas. R. Weeks, Kansas State Farm Bureau 
Manhattan, Kans.; Clyde M. Reed, Chairman, Kansas Public Utilities 
Comm., Topeka, Kans.; B. L. Glover, Kansas City, Mo.; J. W. Riley, 
St. Louis, Mo.; John L. Hogan, Trf. Mgr., Abilene Flour Mills Co, 
Abilene, Kan.; W. D. Wells, Trf. Mgr., W. S. Dicky Clay Mfg. Co. 
Kansas City, Mo.; C. D. Dooley, Mgr., Peet Bros. Mfg. Co. (soap): 
C. E. Warner, Traf. Mgr., Southwestern Interstate Coal Oprs. Assn 
Southeastern Regional Advisory Board—Executive committee— 
Chairman, A. G, T. Moore, T. M., Southern Pine Assn., New Orleans 
La.; vice-chairman, M. M. Caskie, Exec. Secy., South. Traf. League. 
Montgomery, Ala.; secretary—A. S. Lucas, Chairman, Iron & Steel 
"Eyt, Mgrs.’ Assn., Birmingham, Ala.; W. C. Ermon, T. M., Southern 
Cotton Oil Co., New Orleans, La.; M. B. Greenough, V. P., Southern 
Clay Mfg. Co., Chattanooga, Tenn.; T. M. Henderson, T. M., Nash- 
ville Traf. Bureau, Nashville, Tenn.; S. L. Yerkees, Birmingham, Ala.; 
T. A. Bosley, T. M., Virginia Carolina Chemical Co., Richmond, Va.: 
lumber committee—L. J. Holland, T. M., J. J. Newman Lumber Co., 
Brookhaven, Miss,; J. H. Townsend, Sec. Mer., South. Hardwood Trf. 
Assn., Memphis, Tenn.; fertilizer and kindred material—T. A. Bosley, 
T. M., Virginia Carolina Chemical Co., Richmond, Va.; cotton seed 
products—Wm. C.*Ermon, T. M., Southern Cotton Oil Co., New 
Orleans, La.; coal and coke—S., L. Yerkees, Birmingham, Ala.; iron 
and steel—A. S. Lucas, T. M., U. S. Cast Iron Pipe & Foundry Co., 
Birmingham; fruits and vegetables—E. D. Dow, T. M., Florida Citrus 
Exchange, Tampa, Fla.; cotton—Thos. D. Goodwin, T. M., Missis- 
sippi Farm Bureau, Jackson, Miss.; sand, gravel and slag—J. §. 
Waterman, Sec., Southeastern Aggregate Producers’ Assn., Atlanta; 
heavy clay products, brick—M. B. Greenough, V. P., Southern Clay 
Mfg. Co., Chattanooga, Tenn.; naval stores—R. G. Cobb, T. M., Cham- 
ber of Commerce, Mobile, Ala.; grain and grain products—W. A. 
Gunn, T. M., Purena Mills, Nashville, Tenn.; miscellaneous—T. M. 
Henderson, T. M., Nashville Traffic Bureau, Nashville, Tenn. 
Southwestern Regional Advisory Board—(incomplete)—Executive 
comm.—J. H. Johnston, T. M., Oklahoma Cotton Seed Crushers Assn., 
Oklahoma City; T. P. Duncan, Vice-Pres., Wichita Mill & Elevator 
Co., Wichita Falls, Texas; A. G. T. Moore, T. M., Southern Pine 
Assn., New Orleans, La.; B. L. Anderson, Neil P. Anderson & Co., 
Fort Worth, Tex.; B. B. Spiller, Gen. Mgr., Texas & Southwestern 
Cattle Raisers Assn., Fort Worth, Tex.; A. P. Rudowsky, T. M,, 
Oklahoma Coal Operators Assn., McAlester, Okla.; W. T. Hancock, 
T. M. Kirby Lumber Company, Houston, Tex.; sub-committees— 
agricultural products—W. F. Craddock, T. M., Texas Farm Bureau 
Federation, Dallas, Tex.; cement—J. G. West, T. M., Texas Portland 
Cement Co., Dallas, Texas; chamber of commerce—J. G. Vizard, 
T. M., Board of Commerce, Little Rock, Ark.; H. J. Fernandez, T. 
M., Monroe Chamber of Commerce, Monroe, La.; H. G. Struble, Pres., 
Oklahoma Industrial Traffic League, Oklahoma City; F. A. Leffing- 
well, Manager, Transportation Dept., Texas Chamber of Commerce, 
Dallas, Tex.; coal, coke and lignite—A. P. Rudowsky, T. M., Okla- 
homa Coal Oprs.’ Assn., McAlester, Okla.; cotton and cotton linters— 
B. L. Anderson, Neil P. Anderson & Co., Fort Worth, Texas; cotton 
seed and products—J. H. Johnston, T. M., Oklahoma Cotton Seed 
Crushers Assn., Oklahoma City; grain, grain products and hay— 
ye Duncan, Vice-Pres, and Gen. Mer., Wichita Mill & Elevator 
Co., Wichita Falls, Texas; live stock—E.'B. Spiller, Gen. Mer., Texas 
& Southwestern Cattle Raisers’ Assn., Fort Worth, Texas; lumber 
and forest products—W. T. Hancock, T. M., Kirby Lumber Co., 
Houston, Texas; F. C. Broadway, Exchange Saw Mills Sales Co., 
Kansas City, Mo.; J. H. Townsend, Sec.-Manager, Southern Hard- 
wood Traffic Assn., Memphis, Tenn.; F. F. Thomas, Arkansas Soft 
Pine Bureau, Little Rock, Ark.; petroleum and products—W. M. 
Maddox, T. M., Magnolia Petroleum Company, Dallas, Texas; sand, 
stone, gravel and clay products—Rhea Miller, Mgr., J. Fred Smith 
Gravel Co., Dallas, Texas; sugar, molasses and cane—Carl Giessow, 
Gen, Megr., New Orleans Joint Freight Bureau, New Orleans, La.; 
— I, Johnston, T. M., Texas Gulf Sulphur Company, Gulf 
Central Western Regional Advisory Board—(incomplete)—Chair- 
man, H. G. Taylor, Nebraska State Railway Commission, Lincoln, 
Neb.; alternate chairman—J. W. Shorthill, Secy., Nebraska Farmers’ 
Grain Dealers’ Assn., Omaha, Neb.; secretary, C. E. Childe, Mgr. 
Traffic Bureau, Omaha Chamber of Commerce, Omaha, Neb.; execu- 
tive committee—(to be composed of Chairman of Standing Commit- 
tees)—Chairmen, Standing Committees, grain and mill produces— 
J. A. Kuhn, Trf. Mgr., Omaha Grain Exchange, Omaha, Neb.; live 
stock—A. F. Stryker, Secy., Omaha Live Stock Exchange, Omaha, 
Neb.; hay—H, A. Leypoldt (hay and grain dealer), North Platte; p0- 
tatoes, fruits and vegetables—H. O. Werner, Secy. Neb. Potato Grow- 
ers’ Assn., Lincoln, Neb.; road and building materials—Lloyd Han- 
sen, Hastings, Neb.; coal and petroleum—A. B. Currie, Omaha, Neb.; 
miscellaneous and L. C. L.—W. §S. Whitten, Secy., Lincoln Chamber 
of Commerce, Lincoln, Neb. ; 


wee D. Lute, Secy., Nebraska Farm Bureau Federation, Lincoln” 


BARNEGAT ABANDONMENT 


A certificate of public convenience and necessity authorizing 
the Barnegat Railroad Company to abandon its line from Barne 
gat City Junction to Barnegat City in Ocean county, New Jersey; 
has been issued by the Commission. The company claimed it 
had operated at a loss since 1894. It is controlled by the Pell 
sylvania. The Commission overruled a contention of protestants 
that the line in question was a spur track and that therefore 
the Commission was without jurisdiction. The New Jersey com 
mission approved the abandonment. 
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Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


CONTINENTAL WAREHOUSE COMPANY 


West 12th Place, Chicago, Ill. 
‘neem Warehouses in the heart of the 
Freight Terminal District. 
Merchandise Storage and Distribution Specialists. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


merchandise storage and distribution. 
Prompt and satallioent service. 
References: Any jobber, banker or tion man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


Pook. CARS 


.RECEIVED, CHECKED, DISTRIBUTED 
RESHIPPED IN LESS THAN CAR LOTS 


PITTSBURGH DISTRIBUTING CO. 


601 Empire Building, gp async PA. 
Established 1910 Phone 1574 Smithfield. 





Merchandise Storage and Pool Car 
cing nd Kane crys DISEPIDULION — 2%9,caR roan 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


Break-Bulk at Cincinnati 


USE US TO: Forward Break-Bulk SPtpsnrates Make 
Distribution; Collect Drafts; Handle Pool Cars; 
Advance on Warehouse Receipts. 


We’re up on our toes for service. 


THE BRIGHTON TRANSFER CO. 
FIREPROOF STORAGE CINCINNATI, OHIO 


TAYLOR 


Transfer and 


EDW ARDS 


Storage Co. 


Members: 
American Warehousemen’s Asso. Central Warehousemen’s Club 


Merchandise Distributors 







DISTRIBUTION CARS POOL CARS 
Delivered, Forwarded or Stored. ae — 
No Switching cg. on Carloads. Established 1905 

FIREPROOF STORAGE LOW INSURANCE 


SEATTLE, WASHINGTON 
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New York-Baltimore-San Francisco 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 
eg eg ny ee ey fat and New Fo 


Zene, Ha 
WESTBOUND SAILINGS 


Balti- 

New York more Norfolk 
SANTA ss : path 15 Jane 9 June 10 
pool A —- yr og June 24 June 25 


July 2 
SANTA Cl CLARA July 5 July 9 July 10 
r every 10 


PANAMA SERVICE 
San Les Angeles, Mezice, Central America and Canal Zene 
S. S. CORINTO sails from San Francisco June 23 
and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 
10 Hanover fg New Say 508 California St., San Franeisee 
So. Spring cy ET 5 Hotel, Los Angeles 


How do you handle 
your Package Shipping®) 


Somebody in your department is caring for this—frequently 

at big expenditure of time in looking up zones in one book, ae 

express rates in another—often having to look up and 

write in the zones after every place listed in the official 

Postal Guide—a tremendous task. The k you need in 

your shipping room right now—the book that saves thou- 
sands of concerns many hours each day—is 


LEONARD’S SHIPPING GUIDE 


which should be used by every concern doing package shipping. It 

gives parcel post and shipping rates from whatever center you are 

in to every office in the United States. In this book there are 10 

points of information on shipping problems, any one of which is 
worth the purchase price. Ask for particulars. 


155 N. Clark St. G. R. LEONARD & CO. 226 E. 23rd St. 


Chicago New York 











SEATTLE 


Three Warehouses 


100,000 Square Feet of Floor Space 


Complete storage and distribu- 
tion facilities. Low insurance 
rates. Buildings served by 
all rail lines. Within one mile 
radius of local freight sheds 
and wholesale district. 


$TO co. 
Detter Warcdwusemen 
7 Fa TF FP E€ Se 


Consider our facilities for handling 
your shipments to and from 


CALIFORNIA 


Full information and 
Descriptive Pamphlets mailed on request 
PUBLIC WAREHOUSES AND DOCKS 
SAN FRANCISCO, SACRAMENTO AND STOCKTON 


Associated Tirminals, 


General Offices: 324 Sansome Street, San Francisco 


GENERAL STORAGE 


POOL CARS 


DISTRIBUTION 
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TRANSPORTATION INSTITUTE 


Following is a revised and correct draft of the by-laws of 
the National Transportation Institute: 


ARTICLE ONE. 
Name, Location and Objects. 


Section 1. The name of this organization shall be National Trans- 
portation Institute. 

Section 2. The general office shall be located at Chicago, Ill. The 
board of directors’ may establish such branch or subordinate offices 
as may, in their opinion, be desirable. 

Section 3. The object of the National Transportation Institute 
shall be to conduct non-partisan and impartial investigations and 
research into every kind of bape agen and the relationship of 
transportation agencies to each other and, to agriculture, industry. 
finance and commerce, and to disseminate the facts thus acquired 
to the public through the platform, press, educational institutions, 
motion pictures, and other available mediums, with a definite object 
of aiding the people of the United States in promoting, co-ordinating 
and maintaining the most efficient transportation facilities. 

The institute shall not in any way become directly or indirectly 
the representative either of transportation agencies, producers, ship- 
pers or of any special group or groups. 


ARTICLE TWO. 
Membership. 


Section 1. Individuals, firms, corporations and associations may 
a aga to membership under rules established by the board of 

irectors. 

Section 2. Each member shall pay $100 dues per year for each 
membership held by him or it, and said membership shall date from 
the time of issuance. Any individual, firm, corporation or association 
may hold +e. = memberships. 

Section 3. ach member shall have one vote for each membership, 
provided his dues are paid. 

Section 4. The board of directors may provide for such other 
classes of membership as may be deemed necessary. Subscriptions 
for any publication of the institute, compensation for any special 
services, or contributions for the general purpose of the institute may 
be received from members. or non-members. 

Section 5. A member may resign at any time upon payment of 
dues for the current year and any arrears. Upon such resignation 
and payment his obligation for further payment shall cease. 


ARTICLE THREE. 
Board of Directors. 


Section 1. The board of directors shall consist of fifty-two (52) 
members and shall include, when fully constituted, as far as prac- 
ticable, four each, representing agriculture, banking and insurance, 
forestry, labor, manufacturing, public utilities, trade, mining, high- 
way transportation, water transportation and rail transportation, and 
not more than eight (8) directors at large. 

The directors shall be elected in the manner hereinafter stated 
and shall serve for a term of four (4) years, except that their terms shall 
be so arranged that the term of one member of each specified group, 
and as nearly as possible a proportional number of directors at large, 
shall expire each succeeding year. 

Section 2. The board shall meet within thirty (30) days succeed- 
ing each annual election and thereafter subject to adjournment or 
call. Special meetings may be called by the president and shall be 
called by him upon written request of five (5) directors and upon 
ten (10) days’ notice, and they ge be called by telegraph. 

Section 3. Seven directors shall constitute a quorum for the 
transaction of business, until such time as the number of elected 


a; ae directors shall exceed twenty-five (25), after which time eleven 
11) shall constitute a quorum. 


ARTICLE FOUR. 
Duties of Board of Directors. 


Section 1. To adopt rules governing its own procedure. 

Section 2. To elect for a term of three years, a president, one or 
more vice-presidents, secretary, treasurer, assistant treasurer, and 
fix their salaries. 

Section 3. To consider and approve an annual budget for the 
work of the institute and to make provision for the collection and 
disbursement of funds. 

Section 4. To fill all vacancies occurring in its membership 
whether caused by death, resignation or increase in the number of 
directors and the directors elected to fill vacancies shall serve until 
the expiration of the term to which they are elected. : 

Section 5. To appoint from its number an executive committee of 
not less than eleven (11) nor more than thirteen (13), one from each 
of the groups specifically enumerated in Article Three, Section 1, of 
these by-laws and one additional for each four directors-at-large or 
fraction thereof, and to elect one of the members of said committee 
chairman and fix his salary. 


ARTICLE FIVE. 
Executive Committee. 


Section 1. The executive committee shall, when the board of 
directors are not in session, exercise the powers and duties of the 
‘board to the extent that such powers and duties can be delegated. 

Section 2. A majority of the membership of the executive com- 
mittee shall constitute a quorum. 

Section 3. The executive committee shall report to the board 


of directors at its regular or special meetings, and at such other times 
as the board may direct. 


ARTICLE SIX. 
Administration. 


Section 1. President.—The president shall perform the duties 
ordinarily performed by presidents of corporations. He shall have 
general charge and supervision of the work of the institute, subject 
to the authority and control of the board of directors, and with 
approval of the executive committee, may appoint persons to be 
employed and fix their compensations. 

He shall, annually and at such other times as may be requested, 
submit to the board of directors or the executive committee, informa- 
tion and reports showing the condition of the institute and its work. 
He shall appoint all committees not otherwise provided for and shall 
be ex-officio a member of all committees. The president shall be the 
co-ordinating head of all departments. 

Section 2. Vice-Presidents.—The vice-presidents shall perform 
such duties as may be assigned to them by the board or the president 
or prescribed by these by-laws. 

Section 3. Secretary.—The secretary shall keep the records of 
the corporation under the rules and regulations of the board, and 
supervision of the president. He shall make full and complete reports 
to the board annually and at other times when required. He shall 
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serve as secretary to all committees and = any special services 
assigned, under the direction of the president 

Section 4. Treasurer.—The treasurer shall keep full and ac- 
curate records of all funds received and shall place all funds in deposi- 
taries duly authorized by the board of directors or the executive com- 
mittee. He shall disburse the funds under rules and regulations made 
by the board. He shall make full and complete reports to the board 
when required, and to the president when so directed. He shall be 
placed under such bond as the board of directors may determine. 

Section 5. The Assistant Treasurer shall keep such records and 
perform such duties as may be assigned to him by the treasurer. He 
shall be placed under such bond as the board of directors may 


determine. 
ARTICLE SEVEN. 
Department of Finance. 


Section 1. There shail be established under the authority of the 
board of directors a department of finance, conducted under the 
general supervision of the president, which shall be specially charged 
with the duties of collection of all funds and the disbursements of 
Same in accordance with the budget adopted. 

Section 2. The department of finance shall report monthly or 
more often if requested to the president, who shall in turn submit 
reports to the board of directors. 


ARTICLE EIGHT. 
Department of Public Relations. 


Section 1. There shall be established under the authority of the 
board of directors a department of public relations conducted under 
the general supervision of the president. 

Section 2. The duties of the department of public relations shall 
be the dissemination to the public of accurate information regarding 
transportaiton, which information shall be based solely upon the find- 
ings and approvals of the research council. To accomplish this end 
the department of public relations may use the platform, press, 
educational institutions and facilities, moving pictures or any other 
available mediums. 

Section 3. The department shall report monthly, or more often 
if directed by the president, who shall in turn submit such reports 
to the board of directors. 


ARTICLE NINE. 
Research Council. 


Section 1. There shall be a research council of not less than nine 
(9) nor more than fifteen (15) in number, the size of said council 
to be determined by the board of directors from time to time. The 
research council shall have full charge of the research and investiga- 
tion work, subject only to the budget allotted by the board of 
directors and the charter and by-laws of the institute. 

Section 2. The research council shall be chosen in the following 
manner: 

The president shall, during November of each year, except the 
first year, and then as soon as possible after incorporation, nominate, 
either in person or by mail, to the board of directors, names of men 
eminent in public confidence and affairs, from which list of names 
each director shall select and return by mail, names of not more 
than fifteen (15) persons. No person shall be selected a member of 
the research council who does not receive two-thirds of all ballots 
thus cast. Should there not be a full council selected from the first 
list submitted by the president, additional nominations shall be made 
in like manner and the election shall continue until the full council is 
chosen. 

Section 3. The terms of the members of the research council shall 
be three (3) years, except that the terms of each of the members of 
the initial council shall expire one-third each in one, two and three 
yeas, respectively, and shall be determined by lot, and whenever the 
number of members shall be increased, the number of terms expiring 
each year shall be kept as nearly uniform as practicable. 

Section 4. Within thirty (30) days of the completion of the mem- 
bership of the research council, the president shall issue a call for a 
meeting of the same. The board of directors shall elect a chairman 
and vice-chairman of the council for the first year from the member- 
ship of the council. After the first year the council shall elect its 
own chairman and vice-chairman. The members of the council shall 
receive whatever compensation shall be agreed upon by the president 
and approved by the board of directors or the executive committee. 

Section 5. The research council shall organize and direct what- 
ever research and investigation studies they may deem proper, or upon 
the request of the president covering any or all phases of transporta- 
tion, employing such persons or agencies as they may elect. They 
may co-operate and co-ordinate with such other research institutions 
as may be deemed trustworthy. ae 

Section 6. All conclusions shall be approved by a majority of 
the research council. When so approved, they shall be submitted to 
the president, who, in turn, will give the public the information direct 
or through the department of public relations. 

Section 7. Any vacancy shall be filled in the manner prescribed 
for the annual selection of membership of the council. 


ARTICLE TEN. 
Election and Annual Meeting. 


Section 1. Election.—On or before December ist, preceding each 
annual meeting, except the first annual meeting, the board of directors 
shall cause to be forwarded by mail to each member a ballot nominat- 
ing a person or persons for each expiration of the board of directors, 
which ballot must be returned on or before December 31st, with the 
choice of the member indicated thereon; provided, that the board of 
directors may provide suitable regulations for the nomination of 
members of the board by not less than 1 per cent of the membership, 
and shall proivde such suitable regulations for such nomination upon 
written request of twenty-five memberships. p t 

One vote shall be allowed for every fully paid membership 0 
$100 as indicated by the books of the treasurer on December Ist. 

Section 2. Annual Meeting.—The first annual meting shall be 
held on the 16th day of April, 1923. Thereafter the annual meeting 
shall be held at such time and place in the month of January of ont 
year as the board of directors may determine, notice of the time an 
place to be given each member thirty (30) days in advance. th 

Full report of the work of the institute shall be rendered to the 
annual meeting, the election returns be canvassed and such other 
business transacted as may properly.come before the meeting. ti- 

Section 3. Quorum.—A majority of the memberships in. the ne 
tute represented at any annual or special meeting, in person or ‘ 
proxy, shall constitute a quorum and until such time as the number 
paid up memberships of the institute shall exceed one hunéred (109), 
after which time fifty (50) memberships shall constitute a quorum. 


ARTICLE ELEVEN. 
Special Meetings. P ; 
Section 1. Special meetings of the members of the institute may 


be called at any time by order of the president or by the board 0 
directors, The call for special meetings shall set forth the purpose 
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PULLMAN CAR CHARGES 
INTERSTATE COMMERCE COMMISSION HEARING (Docket 14785) 


A hearing in the matter of charges upon passengers traveling in sleeping and parlor cars will be held in Chicago, 


June 20th, being an investigation by the Commission into the propriety and reasonableness of the surcharge authorized 
in INCREASED RATES 1920, 58 I. C. C., 220, including in such investigation the basis of compensation as between 
the railroad companies and the Pullman Company. 


Official copies of the stenographer’s minutes in all Interstate Commerce Commission proceedings may be secured only from the Official 
Reporters, THE STATE LAW REPORTING COMPANY, 235 Broadway, New York City, at 121%4c per page, fixed .by the Commission. ror 


NEW YORK CITY 


WANT POOL CAR DISTRIBUTION SERVICE 
IF REHOUSE 








EDGAR IMPROVED CAR SEAL 


LYONS MILLING COMPANY, Lyons, Kansas, | says: 
“It is a pleasure to tell you that Edgar Security First 
Seal is everything that we think could be desired. I 
always admire perfection, no matter what the line, and 
am willing to take my hat off to anybody that ‘arrives.’ 

“‘We have used Edgar Seals ever since they came on 
the market and I feel quite safe in saying that we shall 
always do so.”’ 


WANT A DISTRIBUTING WA 
WANT A DELIVERY SERVICE IN YORK 


A DEL GREATER NEW 
WANT YOUR SHIPPING AND STORAGE PROBLEMS 
YOU TO RECEIVE PERSONAL ATTENTION 


Get in touch with 


L. Ellinger Distribution Warehouses 
24 Washington St., New York City 





Ask for Samples 
and Prices Today The Edgar Steel Seal & Mig. Co., Lawrence, Kansas 


INLAND MARINE CORPORATION 


Low All-Water Freight Rates 


The Power in Volume 


The total volume of our bookings is so great that 


Via 
we are enabled to offer our clients impartially the The New York State Barge Canal Route 
lowest freight and insurance rates obtainable. From 
Your shipment—from a case to a cargo—can New York Harbor Points 
secure this advantage—if you ship through Andrews. to 
Buffalo, N. Y. Detroit, Mich. Milwaukee, Wis. 
Established 1884 a — <n = — — 
cago, ill. neapolis, ° 5 uis, Mo. 
D.C. ANDREWS & CO.,., Inc. ae 
27-29 Water Street, New York Rte Renee ens reagataa 
il ‘ Rin COMPANY’S OFFICES 
adelphia c ae y 
92 State Street 788 venil Building BUFFALO, NcY., 622 Ellicott Square e° ky Ys Bowls — = 8203 


ALO, - Seneca 
MINNEAPOLIS, 20 Builders’ mge ..- + « « Tel. Atlantic 0596 








S. W. BULLOCK, President Officers: M. R. GALVIN, V.-Pres. and Treas 
15 Moore St., New York City 522 Ellicott Sq. Bldg., Buffalo, N.Y 


BULLOCK & GALVIN, INC. 


Operating Managers 
Canal and Lake Transportation 


Our organization provides you with every necessary 
Operating and Traffic Service, including Vessel 
Maintenance and Repair, Insurance, Customs En- 
trees and Claim Adjustments. 


General Offices: 15 Moore St., New York 


J. F. POWERS, Gen. Fght. Agt.,New York |§ 0. BERTSCHI, Gen. Supt 
F. J. MURPHY, Gen. West. Agt., Buffalo J.O’NEIL, Chief Engineer .. N 
A. T. SEXTON, Northwestern xt.» J. J. HAFFEY, Supt of Operation, Buffalo 
20 Builders Exchange, Minneapolis |W. J. DEAN, Auditor New York 
C. H. CARR, Claim Agent, New York 





PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 
Special attention given Merchandise Stocks, 


Storage Accounts and handling of Car- 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 
CHICAGO OFFICE: 123 West Madison Street 


DELAY IN RECEIVING TARIFFS 


The National Industrial Traffic League, in its circular No. 551, has called attention to the serious matter 
of delay in receiving tariffs from tariff agencies. The circular outlines serious results that follow such 
delays and asks for information from members as to particular instances. 


The traffic manager who uses The Traffic Bulletin need never worry 








about the problem. He knows the numbers of all new tariffs, their issuing 
agents and lines, and the commodities they cover, at least twenty days 
before their effective dates. And if one of those he needs is missing from 
his file, he can take steps to get it before any real damage is suffered. 


Send for a copy of THE TRAFFIC BULLETIN today. 


THE TRAFFIC SERVICE CORPORATION, 418 S. Market St., Chicago, Ill. 
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of the meeting, and notice thereof shall be mailed to each member 
at least ten (10) days prior to the time of such meeting, and no 
business goer than that specified in the call and notice shall be 
transacted. 


Section 2. The board of directors may authorize the department 
of public relations, at its discretion, to call state or national confer- 
ences or forums for the consideration of transportation problems, and 
may if it so desires, provide for state or county organizations, sub- 
sidiary to the National Transportation Institute. 

ARTICLE TWELVE. 
Budgets. 


Section 1. Each department shall submit to the president a 
budget for approval by him and the*board of directors or the executive 
committee. After such approval expenditures must conform, both in 
amounts and in objects, to the budget, unless and until otherwise 


duly authorized. 
ARTICLE THIRTEEN. 
Corporate Seal. 

Section 1. The corporate seal of this corporation shall be circular 
in form and shall have inscribed thereon, the words: ‘National Trans- 
portation Institute, Corporate Seal, Illinois.” 

ARTICLE FOURTEEN. 
Amendments. 

Section 1. These by-laws may be amended by the board of 
directors at any regular or special meeting. Said amendments, how- 
ever, shall not go into effect until after the same have been ratified 
and approved by the membership at the annual meeting or any ad- 
journment thereof, or at any special meeting called for that purpose. 

ARTICLE FIFTEEN. 
Amendments to Charter. 


Section 1. The charter may be amended in the same manner as 
provided for the amendment of the by-laws. 


FRUIT AND VEGETABLE SHIPMENTS 


In the period May 27 to June 2, inclusive shipments of 
cantaloupes strawberries and new potatoes showed decided in- 
creases and were heavier than in early June, 1922, says the 
Bureau of Agricultural Economics, Department of Agriculture, 
in its weekly report. The watermelon movement was slightly 
heavier, but far below last season’s to date. Other lines moved 
in lighter volume. Total shipments of eleven leading products 
for the week ending June 2 were 11,343 cars, compared with 
10,210 the preceding week. The totals from the summary of 
carlot shipments follow: 


Totals for week and season are regularly subject to revision 
because of the receipt of late and corrected reports from the rail- 
roads. Asterisks (*) placed at commodity totals indicate that such 
changes have been made for one or more of the states in that group. 

Monday, June 4, 1923. 
Total Total 


this last 
May 27- May May 28- season season Total 
June 2, 20-25, June 3, to to last 
1923. 1923. 1922. June2. June3. season. 
Apples (box areas)— 
TONE Geccusee 38 69 72 46,147 56,170 56,270 
Apples (barrel areas)— 
SOU ¥ dbedes. 121 172 73 64,559 31,931 32,013 
Cabbage— 
_ seen 726 882 773 10,328 14,830 40,610 
Cantaloupes— 
area 1,372 50 54 1,431 136 30,614 
Lettuce— 
en 165 174 153 17,118 14,719 22,026 
Mixed Vegetables— 
(Calendar year.) 
SE: shaceces 594 533 340 9,409 7,371 19,718 
Onions— 
ID: i Sicarcincenah ol 259 437 222 3,359 5,528 29,238 
Strawberries— 
pS Pr erere 3,323 2,985 2,149 13,811 16,407 18,716 
Sweet potatoes— 
. re 41 81 85 20,937 19,028 19,291 
Tomatoes— 
. ae 608 851 1,196 9,402 10,550 21,375 
Watermelons— 
California ... 5 0. 1 5 1 4,312 
WIOUIE.  oecces 136 112 2,024 303 4,192 11,337 


White Potatoes— 
Early crop 1923. 


TOAl crcccese 2,051 1,373 1,847 6,839 12,113 40,797 


Summary White Potatoes, 1922 Crop. 
Leading Sections— 




















Late crop ... 1,891 2,473 1,521 175,687 182,019 185,425 
Other Sections— 

Late crop ... 13 18 9 26,782 20,301 20,323 
DOey GEOR, TOGRss cccceck®”§=Varerte qhesied 40,797 32,540 32,540 

 sedeun ns 1,904 2,491 1,530 243,266 234,860 238,288 





*Includes all delayed and corrected reports received to date. 


TARIFF EXAMINERS WANTED 


The Civil Service Commission announces an open com- 
petitive exaxmination to be held throughout the country July 
11, to fill vacancies in the Interstate Commerce Commission at 
an entrance salary of $1,620 a year, plus the increase of $20 a 
month granted by Congress, and vacancies in positions re- 
quiring similar qualifications. Applicants must have been em- 
ployed for at least four years in such railroad or steamship 
positions as would make them thoroughly conversant with the 
intricacies of the various railroad freight classifications, tariffs, 
and divisions, or passenger tariffs and divisions, and circulars 
pertaining to rates charged for transportation. Competitors 
will be rated on the subjects of spelling, penmanship, clerical 
tests, arithmetic, and training and experience. 
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CANADIAN RATE DISCUSSION 


The Trafic World Ottawa Bureay 


Speaking in the Senate on the question of railway rates in 
the maritime provinces, Senator Beique of Quebec said: 


We in this country have been fortunate enough to have a railway 
board which has given entire satisfaction from the time it was cre- 
ated; and, if it has given satisfaction, it is because it has not been a 
political agency, and because the government has not interfered by 
influence or otherwise with its decisions. Our neighbors to the south 
of us have had another experience. Their Interstate Commerce Com- 
mission, which corresponds to our Railway Board, has ruined the 
railways all over the United States. You may consult any business 
man in that country and he will tell you that they have had the 
worst commission that they could have and that its decisions do 
not command any respect or exercise any influence beeause it has 
been under the sway of the United States government. 


These remarks were made in the course of a discussion 
over a motion by another senator to the effect that freight 
rates on goods from the maritime provinces were proportion- 
ately higher than those on consignments from the western 
provinces, were seriously handicapping the industries of the 
maritime provinces, and that the government should take steps 
to reduce them. After a long discussion the leader of the 
government in the Senate read an official answer from the 
officials of the railway department to the plea contained in the 
motion, as follows: 


Since January 20, the date the general railway act became appli- 
cable to the Canadian Government Railways, as provided by Section 
14, Chapter 13, 1919 (an act to incorporate the Canadian National 
Railway Company and respecting Canadian National Railways), the 
Intercolonial Railway has been under the jurisdiction of the Board 
of Railway Commissioners for rate-making purposes, and already an 
application affecting rates on Prince Edward Island has been made 
to the Board by J. J. Hughes, M. P., for King’s, P. E. I. 


This was an application for the establishment on Prince Edward 
Island of equal rates for equal distances on the mainland, and was 
heard by the Railway Board on Wednesday, the 25th of April. Rep- 
resentatives of the Canadian National Railways present intimated 
that new tariffs were in course of preparation. which would remove 
some of the objections complained of, and the matter stands until 
these tariffs have been filed and an opportunity afforded island ship- 
pers to study them. 


If Senator McDonald feels that there is unfair discrimination as 
to rates on the Intercolonial, the proper procedure would be to have 
the parties concerned make application to the Board cf Railway Com- 
missioners, when the matter would be heard promptly, and if the 
charge of alleged unfair discrimination is found to be sustained, the 
board would apply the remedy. 


While members of the Senate expressed sympathy with the 
sentiment in the resolution, there was a consensus that it would 
be indiscreet to go over the head of the railway board, and 
the motion was withdrawn after the leader had agreed to lay 


it and the debate officially before the chairman of the railway 
board. 


The specific complaint of the eastern provinces of Canada 
with regard to freight rates is that the original rates in Canada 
were based on Montreal, Montreal taking Boston and New York 
rates as between it and the west. There was added to the 
Montreal rate an arbitrary that applied between Montreal and 
points in the maritime provinces. The same thing applied to 
points in Maine. The complaint of the maritime provinces is 
that, as freight rates increased from time to time, that arbitrary 
should have remained the same so that they should not have 
been placed in a more disadvantageous position than were other 
parts of the Dominion in regard to traffic to and from the west. 


Some of those who participated in the discussion thought 
the maritime provinces had been suffering from the fact that 
they had so long been “cursed with government. ownership 
through the Intercolonial.” 


‘If honorable gentlemen would read the life of James J. 
Hill,” said one senator, “they would see that every time he 
opened a piece of road there were factories and mills estab- 
lished to keep that road going. If the maritime provinces had 


had private ownership they would have marched ahead with the 
other provinces.” 


CANADIAN NATIONAL EARNINGS 


That the annual report of the directors for 1922 covering 
the Canadian Northern, Canadian Government, and Grand Trunk 
Pacific, recently issued, does not reflect the present position of 
the Canadian National system as a whole is shown by the 
statement of earnings for April. This statement covers the 
amalgamated Canadian National system, including the Grand 
Trunk and Central Vermont, and shows notable increases over 
1922. The gross receipts in April this year were $21,056,312, 
an increase of $5,787,344, or 37.9 per cent, as compared to April 
last year. Traffic officials of the railway state that this general 
increase in gross earnings did not arise from increased tonnage 
in any one commodity, but from a general growth in all classes 
of traffic. In April the system paid out in expenses $18,826,000, 
being $2,582,167, or 15.9 per cent, in excess of April last year. 
The net earnings for the month were $2,230,311, an increase in 
net of 328.78 per cent over April last year, when there was an 
operating deficit of $974,865. 
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FREIGHT PASSENGER 
DIRECT SERVICE 


Between 


New York asd Savannah 


| ae 
Ship by Water” . 
no Boston and Savannah 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco, 
Aberdeen, Seattle and Tacoma 


New York, Philadelphia 


and Baltimore 


Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other informatien apply te 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York Telephene Bowling Groen 1304 
Baltimore, Bad. eer fd Pa. “1 3 Pa. 


ae eur Branch Offices at ports of call, ote. 


“pACI FIC > 
¢ CARIBBEAN SEY 
ULE LI 


Lr LIkZg 


| DIRECT SERVICE. 


a sae no eee en ane 
estern points, in connection with 


FAST FREIGHT LINES THROUGH SAVANNAH 


Central-Savannah Line 
Atlantic Const Gavennah Line Seaboard-Savannah Line 
Southern Railway Savannah & Atlanta Ry. 


Freight is loaded direct from ship to cars at Savannah to break 
bulk at destination. Time and handling reduced to a minimum 


From New York “SAILINGS— = From Boston 


tens be any official 


OCEAN STEAMSHIP COMPANY of of SAVANNAH 


General Offices: Pier 50, North River NEW YORK, N. Y. 





NAWSCO LINES 


fix INTERCOASTAL ‘32a 





BETWEEN ‘ | | PORTLAND PHILADELPHIA 
we BOSTON NEW YORK 
and 
AND | 
fan Diego, Les Angeles Harbor, San Francisco, | | LOS ANGELES aan” 
Portland, Tacoma, Seattle and other Pacific SAN FRANCISCO SEATTLE 
Ceast Ports via Panama —_ OAKLAND TACOMA 
SAILINGS FROM VANCOUVER 
MOBILE aoa NEW ORLEANS || 
EVERY TEN DAYS NORTH ATLANTIC AND WESTERN S. S. C0. 
Through bills of lading issued, New Orleans to Australia, New Zealand, Owners and Operators, U. S. Gevernment Ships 
Dutch East Indies, for Transhipment at San Francisce. BOSTON: 111 Summer St. 
1 Sel A tom, Socieessa | 1 
STEELE STEAMSEG? LEG, Incorporated PORTLAND: 36 Exchange St. CHICAGO: 112 W. Adame St 
me aa “on a ros or ADMIRAL LINE Pacific Coast Ports 
San Francisco, Calif. ; 


Serer en oP 
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Questions and Answers 


In this department will be answered questions of both legal and 


practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight: traffic man of long experience 
and wide knowledge will answer questions rela to practical traffic 
ms. We do not desire to take the place of traffic man but to 
elp him in his work. Persons desiring immediate answer mail or 
wire or a more elaborate treatment of any questi the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment,of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


ma cea nn AY 


Notice of Claim—Condition Precedent to Bringing of Action for 
Loss 

Pennsylvania.—Question: Sometime ago we made a ship- 
ment consigned to a firm in New York City, which shipment 
went forward f. o. b., New York. The American Railway Ex- 
press, Company collected charges on same. The customer did 
not notify us of non-delivery until after the expiration of the 
six months and 15 days clause, article 7, uniform express re- 
ceipt, A tracer was sent and the transportation company noti- 
fied us they could not show delivery. We filed claim for the 
value of the shipment but the express company declined to pay, 
relying upon article 7. 

It appears to us that, in view of the fact that the express 
company collected charges to fulfil their contract that failing 
to do so, they should be liable for the amount involved. Kindly 
let us know if there has ever been a decision rendered in a 
similar case. 

Answer: In Kahn vs. American Railway Express Com- 
pany, 106 S. E. 126 (W. Va.) it was held that the time limit 
for presenting claims was not suspended nor enlarged by the 
failure of the shipper, without the fault of the carrier, to dis- 
cover a loss until after the time for filing a claim had expired. 

The filing of a claim or notice thereof within the stipulated 
time, namely, 4 months and fifteen days, is a condition precedent 
to the bringing of an action for loss, damage or delay, and 
while it is unfortunate that in the instant case you were not 
advised sooner by the consignee that the shipment had not 
been delivered, there does not seem to be any relief for you, 
as the courts have held that the carriers may not waive this 
provision of the bill of lading or express receipt. See G. F. & A. 
Ry. vs. Blish Milling Co., 241 U. S. 190; Stern vs. American 
Railway Express Co., 198 N. Y. S. 531. 

The fact that the carrier collected charges on the shipment 
does not, in our opinion, affect the matter. 


Limitation—Action Begun and Dismissed Without Concluding 
Merits 


Oklahoma.—Question: We have a case where, to stop the 
running of the statute of limitations as to a loss and damage 
claim arising during Federal Control period, suit was filed 
within two years and one day, but through error was later 
withdrawn by attorney. Question is as to whether or not 
claimant is now barred from reentering suit for collection of 
amount due on claim. I 

Answer: Under statutes which have been enacted in nearly 
all the states of the Union where the plaintiff’s suit has failed 
for some matter of mere form and the judgment of dismissal 
is not one concluding the cause of action, a new suit may be 
brought within a specified period of time. These statutes are not 
intended to affect the principle of res judicata nor questions 
of judisdiction, and are not to be construed as having that 
effect. Their operation is confined to preventing a bar of the 
statute of limitations in its strict sense, and does not affect 
statutes which, though fixing a limitation of time for the bring- 
ing of a certain class of actions, are not statutes of limitation 
in the true sense. The wording of the statute must generally 
determine the classes of cases to which it applies. 

The statutes, however, do not apply where the first action 
fails because it was practically abandoned by a.claimant. This 
latter rule embraces those cases in which the plaintiff takes 
a voluntary non-suit or discontinues his case by any similar 
proceeding except under statutes whose peculiarily broad langu- 
age justifies a different construction. 

Overcharges Accruing as Result of Insufficient Prepayment 

North Carolina—Question: We will thank you for an ex- 
pression of your opinion as to whether or not the agent at des- 
tination should look to the forwarding agent for an undercharge 
on a prepaid shipment when it has been improperly billed or 
prepaid at incorrect rate rather than the consignee, as is the 
usual custom. 

It is our custom to fully prepay our shipments of under- 
wear, yet occasionally. one will get out under-rated which i8 
corrected by the forwarding agent issuing correction on his 
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billing. However, in a great many instances the agent at des. 
tination overlooks the correction and collects from the con- 
signee, resulting in a claim for overcharge. In such cases we 
are of the opinion that the delivering agent should go back to 
forwarding agent for any additional freight charges on pre. 
paid shipments frowarded on the new uniform bill of lading. 


Answer: Inasmuch as, under the law, the carrier is obli- 
gated to collect the full amount of its charges before delivery 
of a shipment, or at least within a specified time, and further- 
more that the destination agent, in order to insure the collectiog 
of the full amount of the charges and in the proper perform- 
ances of his duties, will invariably insist upon the consignee 
paying any balance which is the result of insufficient prepay. 
ment, we do not know of any way in which you can be assured 
that, in the event a shipment moves from point of origin with 
insufficient prepay, it will not be necessary for the consigneg 
to file a claim for overcharge should the destination agen: 
overlook the correction sent to him by the agent at point of 
origin. While there is no doubt but that the easiest way ta 
handle the matter would be for the destination agent to call 
upon the originating agent for the balance of the prepay, this 
would necessitate in many instances the holding of the ship. 
ment at point of destination until the originating agent could 
be communicated with, so far as to insure the collection of the 
balance of the freight charges. Where the point of destination 
is located a considerable distance from the point of origin, 
unless the matter were handled by wire, this would necessarily 
result in considerable delay to the shipment, unless the ship 
ment were delivered without the collection of the balance of 
the freight charges, which is something the carrier is not and 
cannot obligate itself to do. 


Overcharges—Voluntary Refund of Where Claim Presented With. 
in Two Years from Date of Delivery 


Missouri.—Question: Referring to your answer to “Illinois” 
on page 1074 of the Traffic World of May 5, 1923. 


I have an instance before: me where a claimant filed a 
claim with the carrier for overcharge on a shipment approx- 
imately fourteen months after the shipment had been delivered 
and freight charged paid. Investigation by the carrier was 
delayed and the claimant has been notified that the claim is 
now outlawed and cannot be legally paid in view of the deci- 
sion rendered by the Supreme Court of the United States in 
Kansas City Southern Railroad Co. vs. Harry B. Wolfe, et al. 

Will you kindly advise whether in your opinion this claim 
which was seasonably filed by the claimants with the carrier 
but was not filed with the Interstate Commerce Commission 
and on which suit was not instituted during the two year period 
can be legally paid by the Railroad Company, in view of the 
decisions mentioned by you. 

Answer: So far as glaims for overcharges which are not 
filed within two years from the date of the delivery of the 
shipment covered thereby are covered, it is our opinion that a 
carrier may not, under the construction which the Supreme 
Court of the United States has, in the Wolfe case, placed upon 
Section 16 of the Interstate Commerce Act, pay such claims. 
However, as to claims which were filed within the two year 
period, it is our opinion that a carrier may voluntarily pay 
such claims. 

As a carrier may refund an overcharge without an order 
from the Commission, we see no reason why a claim which 
has been seasonably filed with a carrier, that is within two 
years from the date of the delivery of the shipment, may not 
be paid, even though more than two years have elapsed be 
tween the date of the delivery of the shipment and the pay- 
ment of the claim. This for the reason that if the voluntary 
payment by the carrier, which necessarily gives a carrier the 
right to judge a case involving the application of a rate, can be 
justified, this takes the place of the order of the Commission 
at decision of a court. Inasmuch as an order of the Commis: 
sion or judgment of the court may be entered after the two 
year period has elapsed, we see no reason why a carrier may 
not refund an overcharge after the expiration of the two 
year period, provided the claim was filed within that time. 

With respect to the voluntary refund of an overcharge for 
which a claim has not been not been filed within the two year 
period, if this were permitted two shippers might receive dif 
ferent treatment; one might receive a voluntary payment of 
his claim and another be denied a recovery because his claim 
had been declined by the carrier and his right to apply to the 
Interstate Commerce Commission or a court had been barred 
by the two year provision. 

- What should be done is to provide, as was done in the 
case of loss and damage claims following the opinion of the 
Commission in the Decker case, that a shipper has a stated 
time within which to file a claim with the Interstate Commerce 
Commission or bring an action in court after the declination © 
a claim by the carrier. 

Through Rate vs. Combination of Intermediates 

Michigan.—Question: Shipment of carload of coal from 
point “A” on the A B C Ry. delivered to D E F Ry. at junction 
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FORT WORTH, TEXAS 


ROUTE YOUR CARGO VIA 


Mobile: GulfportPensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
burg and Bremen 
We Solicit General Carge 


LIVERPOOL AND MANCHESTER 
Sailing from Gulfport June 7 


U.8.8.B. 8.8. AFOUNDRIA........ Sailing from Pensacola June 10 
Sailing from Mobile June 20 
LIVERPOOL 
U.S.8.B. 8.8. WESTLAND......... Sailing from Pensacola June 20 


Sailing from Mobile June 30 
LIVERPOOL AND MANCHESTER 


Sailing from Mobile July 12 
U.8.8.B. 8.8. COAHOMA COUNTY io eo aoe hoe os 


LONDON AND PLYMOUTH 
Sailing from Gulfport June 13 
U.8.8.B. 8.8. BRADDOCK......... 


Sailing from Mobile June 25 
Sailing from Pensacola June 28 
LONDON AND NEWCASTLE 
U.S.8.B. 8.8. MAIDEN CREEK.... { Sailing from Mobile July 9 
Sailing from Pensacola July 12 


HAMBURG AND BREMEN i , 
0 
U.8.8.B. 8.8. CLAVARACK........ { Bellas See Sues Jom 
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“B” destined to point “C” on DE F Ry. Charges were assessed 
on combination rate, commodity rate “A” to “B” and commodity 
rate “B” to “C.” There is a through class rate in effect be- 
tween “A” and “C” via the same junction “B”.and agent of 
the D E F Ry. is asking for additional payment, based on 
through class rate, using as authority rule 200 (b), Conference 
Rulings Bulletin No. 7. 

Answer: Conference Ruling 200-B of Conference Bulletin 
No. 7 has no application to this question. However, in Con- 
ference Ruling No. 220-G the Commission said in part: 


The Commission has repeatedly announced the view that the 
law does not permit the use of any rate or fare except that contained 
in a lawful tariff that is applicable via the line, route and gateway 
over and through which the shipment or passenger moves. The 
lawful rate or fare for through movement is the through rate or fare, 
wherever such through rate or fare exists, even though some combi- 
nation makes a lower rate or fare and even though the practice in 


—, past has been to give to some the benefit of such lower combi- 
nation. 


See also Conference Ruling 443 and Lumber from Easton, 
Wash., 39 I. C. C. 188. 
Drayage—No Recovery of, Where Shipment Accepted at Point 
Short of Final Destination 
illinois.—Question: We have recently filed claim against 
the A Railroad to collect cartage on carload of window shades 
consigned to an industry on the B & C R. R. at Pittsburgh. 
The facts in the case are these: The shipment was for- 
warded on August 30, 1922, to XYZ warehouse, Pittsburgh, in 
car N.H. No. 86403, same being routed over the R Railroad on 
account of embargo being in effect on the B & C Railroad. 
Unfortunately, the bill of lading did not specify B & C deliv- 
ery, and upon discovery of this error, we wrote the agent at 
Pittsburgh to see that the car was properly transferred to the 
B & C siding upon arrival. When the car reached Pittsburgh 
the agent wanted to charge consignee a rate of 31% cents per 
cewt. for switching the car. We immediately instructed the con- 
signees to unload and dray the contents, as their cartage rate 
was far cheaper than the carriers’ ‘rate. 


The carriers decline our claim, on the basis that the agent 
at Pittsburgh did not get our diversion instruction, and are 
wondering if we can collect this claim, due to the fact that we 
gave diversion orders to the agent at Pittsburgh long before 
the car arrived, and that it was his duty to protect us on the 
rate if there were no switching arrangements between the 
B & C Railroad and the D Railroad. 


Answer: If, as we understand, you merely requested in 
your diversion instructions that the car be turned over to the 
B & C Railroad at destination for switch delivery, and then, 
owing to the high rate, decided to take delivery on the A tracks 
and dray to the warehouse of the consignee, we do not believe 
that you have any chance to collect the amount of the drayage 
charge from the carrier through complaint filed with the Inter 
state Commerce Commission, as you accepted delivery short of 
the final destination. See Geisel Mfg. Co.vs:-B- & O., 591. C. C. 
193. 


Overcharges—Time Within Which Action for Recovery Must Be 
Brought by Shipper 
lowa.—Question: The following excerpt is taken from a re- 
cent trade magazine: 


The Supreme Court has recently ruled that a carrier..may not 
return to a shipper money that was wrongfully collected as freight 
charges and retained more than two years after the delivery of a 
shipment unless within that time a claim for its recovery has been 
filed. After that period this decision makes the voluntary return of 
money to which the railroad has no righ ownership a rebate, and 
the payment of a rebate is a criminal offense. 


Is it your opinion that the above is a correct version of the 
decision, or did the decision merely refer to suits which must 
be brought within the two-year limit and had no reference to 
straight overcharge claims, which may be filed any time within 
the statute of limitations governing in the state filed? 

Question No. 2: Claim for overcharge in weights covering 
traffic which moved during summer 1921, filed in December, 1921. 
Final investigation and declination by railroad dated May 20, 
1923. How long have we to inaugurate suit for recovery? 

Answer: The decision to which reference is made in the 
magazine referred to by you is, no doubt, that of the Supreme 
Court of the United States in Kansas City Southern Ry. Co. vs. 
Harry B. Wolfe et al., case No. 194, decided. February 19, 1923. 
This case does not specifically hold that a carrier may not vol- 
untarily refund an overcharge to a shipper as to which a claim 
had not been filed within two years from the date of delivery 
of the shipment, as that question was not before the court, but 
holds that the amount of an overcharge may not be recovered 
in an action in a state court, unless the action is filed within 
the two-year period which governs the filing of a complaint 
before the Interstate Commerce Commission for the recovery 
thereof, under the provisions of paragraph 3 of section 16 of 
the interstate commerce act. 

With respect to question 2, you have, under section 16 of 
the act, as construed by the Supreme Court in the case re- 
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ferred to above, until the expiration of the two years from the 
date of the delivery of the shipments in question within whic 
to file a claim before the Interstate Commerce Commission or 
a suit in court for the recovery of any excess charges which 
may have been collected thereon due to incorrect weights. 
Damages—Deduction of Cash Discount 

Ohio.—Question: We would appreciate your advice as to 
the legal ruling in regard to the adjustment of claims, where 
invoices show a discount of 5 per cent if invoice is paid within 
fifteen days after presentation. 

We very seldom take advantage of this discount, as we pay 
our bills within thirty days allowed. 

We file claims against the carriers for the full amount of 
damaged material received in cars according to invoice, but 
we have never allowed them to take the 5 per cent discount, 
due to the fact that we have never taken it from the shippers, 

A freight claim agent in the city advises that their attorney 
states that it will be necessary for us to allow them the cash 
discount on claims which we present against them, whether 
the discount is taken by us or not. 

We have taken exceptions to this, due to the fact that we 
do not take advantage of the discount ourselves, and why should 
we allow it to them? 

We would appreciate your advice as to the legal ruling in 
this regard and what action we can take. 

Answer: We are not aware of any decision of the courts 
which specifically cover this point, but our view is that the cash 
discount is not a proper deduction, unless the condition under 
which it is made is fulfilled. 

This subject was discussed quite fully in The Traffic World 
in our answers to “New York,” -page 241, January 29, 1921, and 
“Massachusetts,” page 613, March 19, 1921, and “Utah,” page 1922, 
June 4, 1921. 


Freight Charges—Time Within Which Suit Must Be Filed 
Therefor 


Indiana.—Question: Will you be so kind as to advise us 
the time limit in which carriers may enter suit against shipper 
or consignee for the collection of undercharges on interstate 
shipments; also advise if the laws of each state govern this 
point on intrastate movement and what is the time limit for 
this state? As we understand it, suit has to be filed in the 
federal court on shipments moving interstate, and we do not 
know the exact time limit in which the carriers may enter suit. 

Answer: As to interstate shipments, paragraph 3 of section 
16 of the interstate commerce act governs. This section pro- 
vides that an action by a carrier for the recovery of all or any 
part of its freight charges must be brought within three years 
from the date of delivery or tender of shipment by the carrier. 

With respect to intrastate shipments, the periods of limita 
tions as provided for in the statutes of the several states govern. 
Aceording to Hubbel’s Legal Directory, an action on a contract 
in writing, other than for the payment of money, must be 
brought in Indiana within twenty years; if not in writing, within 
six years. 

An action for the recovery of freight charges on an inter- 
state shipment may be brought by a carrier in either a state or 
a federal court, both having concurrent jurisdiction of this form 
of action. 


Rate in Effect Date Shipment Received for Transportation Ap 
plicable Thereto 


Indiana.—Question: On June 29, 1922, the X Company of 
Buffalo, N. Y., shipped us two cases of parts, which were ferried 
to the freight house in a ferry car. The bills of lading for the 
entire car of L. C. L shipments was placed in the car and while 
the car was pulled from the siding of the plant on the 29th, the 
bills of lading were not signed for until July 1, and the ship 
ment was billed July 3. In view of this fact, are we entitled to 
the reduced rates, which became effective July 1, and what is 
your opinion regarding Interstate Commerce Commission Con: 
ference Ruling 172, where it reads “date of issuance of bill of 
lading not necessarily determinative of applicable rate? 

Answer: In Conference Ruling 172, the Commission holds 
that the rate in effect on the date the property is received by 
the carrier for transportation is the lawful rate to apply. 

When a shipment is received for transportation is a question 
of fact, not determinable conclusively by the date of the billiné 
or the date of movement, although the date of billing should 
coincide with the date of receipt. 

While the date of the billing is prima facie evidence of the 
receipt of the goods by the carrier, goods are said to be receiv 
for transportation by a carrier on the date they are delivered 
into the possession of the carrier, either actually or construc 
tively, with full information as to destination and routing, 80 
that their transportation may be begun without further action on 
the part of the carrier. This is the date which determines the 
applicable rate. 

Routing—Terminal Delivery Must Be Specified, if Desired 

New York.—Question: Can you hold a carrier liable fot 
misrouting, when there-is in effect, in conjunction with the 
through rate, an absorption of switching charges at destination, 
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which results in a lesser charge on a shipment moving this 
way than over the route covered by the through joint rate? 

For instance, we made a carload shipment to Binghamton, 
N. Y., for D. L. & W. delivery. The through rate from point of 
origin which is located on the B. & A., applied via D. & H. and 
D. L. & W., both intermediate and delivering carriers getting a 
line haul. However, if this shipment had moved via D. & H., for 
switching at destination to the D. L. & W., the charges would 
have figured 60 cents per ton less. 

We placed no routing on the bill of lading other than the 
name of the delivering carrier requested. 

Answer: Under the Commission’s opinion in Fechheimer 
Steel & Iron Co. vs. Penna. R. R., 51 1. C. C. 183, if, as we under- 
stand, merely the name of the delivering carrier was shown in 
the bill of lading, the carriers were under the obligation to for- 
ward the shipment so as to accord that line a road haul. See 
also Prentiss & Co. vs. P. R. R., 19 I. C. C. 69, and Northern 
Lumber Co. vs. Southern Ry., 41 I. C. C. 629. 

Reparation on Shipments Overcharged Under Commission’s Opin- 
ion in Sligo Iron Store Case 

Illinois —Question: I filed a number of rate overcharge 
claims on live stock shipments with the “A” Railroad and the 
“B” Railroad based on carrier’s failure to apply Kelly’s rule 228, 
where only the combination tariff carries the combination rule. 

Carriers promptly corrected their tariffs for the future, and 
replied, though willing to make refund, they could not lawfully 
do so without the authority of the Interstate Commerce Com- 
mission, but applied to the Interstate Commerce Commission on 
special docket application on all claims filed for this authority. 
The special docket applications were signed by parties, com- 
pleted, and filed with the Interstate Commerce Commission. 

The Interstate Commerce Commission duly answered that 
these were straight overcharge claims, which may be refunded 
without the specific authority of the Commission. 

Still the carriers delay adjustment. What must I do to ob- 
tain payment, or what steps can I take to prevent these claims 
expiring when the railways tarry, or are they safe from expiring? 

Claims are on live stock shipments to Chicago accurring 
from the termination of government guaranty to the 17th of July, 
1921, when rule was published in both tariffs. j 

Answer: Under the Commission’s opinion in the Sligo Iron 
Store case, 62 I. C. C. 648, and 73 I. C. C. 651, the collection of 
charges on the basis of more than one increase as applied to 
combination rates is an overcharge which should be refunded 
by the carriers without an order from the Commission. 

If, however, the. carriers will not voluntarily refund the 
overcharge, if there is such as to. the shipments in question, your 
only recourse is to file a formal complaint with the Commission 
praying that an order be issued by the Commission directing the 
carriers involved to refund any overcharge which has been 
collected. 

Your claims having been filed with .the Commission on its 
special docket by the.carriers the running of the statute of 
limitations has been stopped, but you should not delay the filing 
of your complaint. 


Liability of Carrier for Goods After Cars Have Been Placed on 
Private Side Tracks 

New Jersey.—Question: A carrier constructively places a 
car outside the plant of an industry. The industry cannot order 
in the car inasmuch as it is on “order” bill of lading. Upon 
receipt of the bill the industry delivers it to the carrier, but does 
not order car to be placed in plant until two days later. Upon 
actual placement it is discovered that seals on car are missing 
and that a certain amount of packages are missing. The carrier 
claims that seals were intact- when car was originally delivered 
outside of plant. The question arises: Who is responsible for 
the loss? Must the industry stand liable either before or after 
surrender of bill of lading? In other words, is industry liable in 
any case while a car is constructively placed outside of plant 
awaiting actual placement in yard? Would state that the in- 
dustry has never agreed to assume responsibility until cars 
were actually placed. 

Answer: Section 4, paragraph A thereof, of the Uniform 
Bill of Lading provides: ; 


Property not removed by the part entitled to receive it within 
the free time allowed by tariffs, lawfully on file (such free time to be 
computed as therein provided), after notice of the arrival of the prop- 
erty at destination or at the port of export (if intended for export) 
has been duly sent or given, and after placement of the property for 
delivery at destination has been made, may be kept in vessel, car, 
depot, warehouse or place of delivery of the carrier, subject to the 
tariff charge for storage and to carrier’s responsibility as warehouse- 
man, only, or at the option of the carrier, may be removed to and 
stored in a public or licensed warehouse at the place of delivery or 
other available place, at the cost of the owner,°*and there -held- without 
pany on the part of the carrier, and subject to a lien for all freight 
and other lawful charges, including a reasonable charge for storage. 


So far as deliveries on private tracks are concerned, there 
has been no decision by the Supreme Court as to when the car- 
rier’s liability as such terminates and its liability as a ware- 
houseman begins and terminates. In the Supreme Court’s 
opinions in Y. & M. V..vs. Nichols & Co., 256 U. S. 540 and Mich. 
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Cent. R. R. vs. Mark Owens & Co., 256 U. S. 427, these points 
are touched upon, but of course no decision is made for the 


reason that the decisions cover the receipt of and delivery by 


the carrier of freight on public team tracks. However, while it 
is more or less of an open question as to what the carrier’s 
liability is during the period of free time so far as deliveries 
on private tracks are concerned, it does not seem doubtful but 
what the Supremé Court would hold that the carrier’s liability 
as carrier, if not as warehouseman, terminates after the expira- 
tion of. free time. In this connection see our answer to “Wis- 
consin” on page 1148 of the May 12, 1923, Traffic World, under 
the above caption. 

Duty of Carrier Where Reconsigning Order Contains Route and 

Rate Which Does Not Apply Via That of Any Other Route 


Colorado.—Question: We shipped a car of potatoes from 
Lingle, Wyoming, on the “A” Railroad to ourselves at Kansas 
City. After inspecting the car, we diverted it to Lawton, Okla- 
homa, routing via the “B” Railroad. 

It afterward developed that through routing from Lingle 
to Lawton is via Fairbury, Nebraska, but that car could have 
moved via the Frisco on published through rate of 82 cents via 
Kansas City. , 

In diverting the car, we gave the “A” Railroad our standard 
printed diversion specifying a rate of 59c which was given us 
by the “A” Railroad rate clerk. The “A” Railroad in accepting 
our diversion gave us a receipted copy. 


Upon arrival of car at Lawton; agent collected charges on 
basis of 9714c, basing same 42c to Kansas City and 5714¢ beyond. 

We filed claim, but same was declined. It is our contention, 
per Union Saw Mill Co. vs. St. L. I. M. & S. Ry., 40 I. C. C. 
661, that inasmuch as a 69c rate was specified on our diversion 
order and receipted for by the railroad, and as car could not be 
diverted on the through rate via the “B” Railroad, that it was 
the duty of the carrier to obtain further and definite instruc- 
tions from the shipper, when we could have had the car diverted 
via the Frisco and rate of 82c protected. 


Answer: If the instructions shown in your reconsigning 
order as to routing and rate can be likened to those contained 
in a bill of lading, there seems to be no doubt but that the 
principle of the Union Saw Mill Case, 40 I. C. C. 661 should 
govern, 


However, as the Commission has, in several cases which 
specifically involved the reconsignment of shipments, held that 
the carrier was not liable for additional charges which resulted 
from its failure to observe the terms of the reconsigning order 
where the shipment had been accepted at destination, it is 
rather hard to determine which principle should be applied to 
the instant case. See Reeves Coal Co. vs. C. M. & St P., 34 
a. C. C. 122, 37 E C. C. Wt -Charies K. Parry vs. lL. & N., & 
I. C. C. 623; William Galloway Co. vs. G. B. & W., 48 I. C. C. 
455 and Sunderland Bros. Co. vs. C. B. & Q., 45 I. C. C. 209 in 
which latter case the Commission said: “Whether the movement 
be considered one which was authorized by complainant upon 
erroneous information or as one unauthorized by the terms of 
the reconsigning order, still delivery of the shipment was ac- 
cepted at Linneus, and there can be no departure from the estab- 
lished rate for that service. Reeves Coal Co. vs. C. M. & St. P. 
Ry Co., 37.1. C. C. 707.” 


We know of no opinion of the Commission which covers 4 
like situation. We believe however, that the principle of the 
Union Saw Mill Case, above referred to should be applied. 


Minimum Weight Applicable to L. C. L. Shipment Tendered for 
Trap Car Movement When Carload Rate is Applied as 
Maximum Charge 
Pennsylvania. Question: Shipper loads a car on private 


siding for shipment, which is tendered to the carrier as a less 
carload shipment. In the “rate column” on the bill of lading, a 
notation is made, “L. C. L.” The commodity is machinery, sub- 
ject to Rule 34 and the length of car is 43 feet. Upon checking 
rates it is found that the shipment would be afforded a cheaper 
rating on a carload basis, but due to the fact it is loaded in 4 
43 foot car, carriers are claiming that minimum weight should 
be 34,080 pounds. 


Our contention is that due to the fact that shipment was 
tendered as L. C. L. it is the duty of the carrier to switch cat 
to station and handle as a ferry car, which would permit shipper 
to rate same as a minimum carload basis of 24,000 pounds. 

Any ruling relative to the above will be appreciated. 

Answer: If a shipment is tendered to a carrier as a L C. 
L. shipment, that is, if the requirements of the classification a8 
to the tender of the shipment as an L. C. L. shipment are com 
plied with, the shipper is entitled to the protection of either the 
L. C., L. or the C. L. rate on the shipment, whichever makes 4 
lower charge. , 

Assuming that the shipment in question was properly 
tendered as an L. C. L. shipment for trap car movement, it is 
our opinion that the minimum weight for the size of car requir 
for the shipment should be applied. This is in line with the pm 
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visions of Section 2 of Rule 15 of the Consolidated Classification 
which covers L. C. L. shipments loaded by a carrier. 
Reconsignment Privilege Lost Due to Failure of Carrier to Follow 

Routing Instructions, but Shipment Accepted at Original 

Billed Destination 

Illinois: Question: Shipment is made from point “A” to 
point “C” via junction ”B”, shippers routing on bill of lading 
showing “A” Railroad via “B”’, “C” and “D” Railroads to desti- 
nation. On account no through rate applying, we endeavored to 
reconsign the day after car was shipped. “A” Railroad delivered 
at junction “B” to connecting line not shown on bill of lading, 
and our reconsigning order was sent to “C” Railroad, but owing 
to “C” Railroad not receiving car at “B” junction, car was not 
diverted and went through on original billing. There also was 
error in billing name of consignee and car was on hand several 
days accruing demurrage. Car was finally accepted by original 
consignee. In view of the fact that consignee accepted car, and 
no through rates applying, do you think carriers can assess us 
for combination rate, demurrage, etc., or should we have notified 
carrier to back haul and deliver to consignee shown on diversion 
order? Can we file claim for excess charges? Can you cite 
any cases by the Courts or Commission on this? 

Answer: If you specified routing in the bill of lading, “via” 
junction “B” care C. & D. Railroad to destination,” and the car- 
rier forwarded to the billed destination via a line other than 
the C. & D. Railroad, which was the cause of your reconsigning 
order failing to overtake the shipment, you could have demanded 
that the misrouting carrier, “A” Railroad, defray all expenses 
necessary to move the car to the destination specified in the 
reconsigning order. 

In the case of Gray vs. Pennsylvania Company, 34 I. C. C. 25, 
the Commission said: 


We have frequently held that a carrier's liability for misrouting 
extends not only to the excessive charges accruing from the imposi- 
tion of a higher rate over the route of actual movement, but also 
to damages resulting from loss of transit service applicable in com- 
bination with the route over which the shipment should be moved. 
i Cc. siraan Ruling 230: Newman Lumber Co. vs. M. C. R. R. 

0., ye C. CO. BF. 


You would in that case have been subject to payment of 
the rate from “A” to the reconsigned destination applicable in 
connection with line “A” and “C” and “D”, because your recon- 
signment order contemplated its accomplishment by “C” and “D”. 

As the matter stands, however, the original line misrouted 
shipment to its original billed destination, you did not insist upon 
the reconsignment order being complied with, and car was 
delivered at original billed destination just as if there had been 
no reconsignment order issued by you. 

You are entitled to the rate applicable via the route specified 
in the bill of lading if lower than the rate via route car actually 
travelled, whether it be a joint or combination rate. Section 15, 
Interstate Commerc Act. 

If the demurrage accrued while car was waiting for action 
on the reconsignment order, you can not recover this for by 
accepting delivery at original destination instead of insisting 
upon execution of the reconsignment order you have ratified the 
mis-delivery and waived all your rights under reconsigning 
order. Reeves Coal Co. vs. C. M. & St. P., 34 I. ©. C.122; 37 
I. C. C. 707. If the demurrage accrued by reason of the carrier’s 
having erroneously shown name of the consignee and thereby 
preventing consignee from receiving any notice of arrival, the 
carrier is liable for the demurrage. The demurrage tariff itself 
provides that any error on the part of carriers which prevents 
proper tender or delivery will preclude assessment of demur- 
rage for detention caused thereby. 

Switching Charges—IiIn Addition to Road-Haul Rates 


Oklahoma.—Question: We have received several cars of 
apples from “A,” Missouri, a local point on the “X.” R. R. We 
being located on the “Y.” R. R. tracks ordered cars placed to 
the “Y.” R. R. for unloading. The carrier is assessing a rate 
of 5314¢, as carried in S. W. L. Tariff No. 74-E. In addition to 
this, they are also assessing $6.30 switching charges. We feel 
they are in error in this as car could have been billed direct 
to Shawnee, Oklahoma, for “Y.” R. R. delivery and diverted to 
Oklahoma City by “Y.” R. R. on the same rate and there would 
have been no switching charge. ‘ 

We feel the “X.” R. R. is assessing switching charges in error 
on a car of potatoes shipped from Olathe, Colorado, to Depew, 
Oklahoma, and reconsigned to Oklahoma City. They advise that 
this charge is due on any car which is shipped to a non-com- 
petitive point and reconsigned to a competitive point. Are they 
correct in assessing these charges? 

Answer: Regarding your first questiom: concerning pro- 
priety of the addition of Rock Island switching charge to the 
Frisco’s local road-haul rate on apples from Marionville, Mis- 
souri, to Oklahoma City, we have to advise as follows: 

There is no joint through rate on apples from Marionville 
to your plant on the Rock Island when shipments move via 
the Fricso direct to Oklahoma City, with a switch movement 
via the Rock Island. The lowest combination is, therefore, 
applicable, i. e., the Frisco road-haul rate plus the Rock Island 
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switch charge. If the Frisco would absorb the Rock Islandg 
charge and pay the Rock Island switching bill itself, you would 
not be charged with it, but apparently the Frisco does not 
care to do so, and has nothing in particular to influence it to 
do so. It provides in its tariff 1069-series, however, that it wil] 
absorb switching charges on “competitive” traffic. Under the 
law, it can not absorb connecting line’s switching charges without 
tariff authority therefor. 


This tariff defines “competitive” traffic as “all traffic, except 


that originating at or destined to stations served only by the 
Frisco,” etc. 


Obviously Marionville traffic is local and non-competitive 
and there is no authority by which the carrier can lawfully waive 
this charge. The fact that the Frisco also participates in a 
rate between the same points which allows the Rock Island 
a road haul, via Shawnee, thereby eliminating the cross-town 
switch at Oklahoma City can not possibly operate to offset the 
legality of the switching rate on shipments moving via the 
Frisco to Oklahoma City direct. It may be unreasonable, but it 
is lawful to assess the charge. 


Regarding your second question relative to potatoes from 
Olathe, Colorado, reconsigned at Depew to Oklahoma City, Item 
135, above tariff provides: “Traffic forwarded to a non-competi- 
tive point and reconsigned to a competitive point * * * will 
pon 4 considered competitive traffic within the meaning of this 
ta fay < 


Not being competitive traffic, because Depew, the recon- 
signing point, is local to the Frisco and no road could have 
handled car through Depew, the switching charge can not be 
absorbed as the tariff now reads. 


‘Combination Rates—Rate Applicable When Not All Locals Are 


Subject to Jones’ Tariff 228, I. C. C. U. S.-1. 


Minnesota.—Question: Some time ago we were advised that 
in figuring combination rates, if one of the tariffs used carried 
the combination rule (Jones’ tariff No. 228, I. C. C. No. U. S.-1) 
that was sufficient to apply that rule to the entire through move- 
ment.. The same carrier that gave us this information now 
claims all tariffs used in figuring rates must carry the combina- 


tion rule. We would like some definite information regarding 
this matter. 
Answer: This question was fully answered in our reply 


to “Tennessee” and “Washington,” pp. 978 and 1272, Traffic 
World of November 4th and December 9th, 1922, respectively. 

The Commission holds that when a cerrier publishes in 
its tariff a rate, or a basis for making a through rate to a 
point on its own connecting line, it is holding that rate out to 
the public and offering to transport to final destinatiion on that 
basis of charge, regardless of whether its connection concurs 
in the through rate or arrangement for construction thereof. 
Sligo Iron Stores Co. versus W. M., 62 I. C. C. 648, is the leading 
case, and is followed in numerous subsequent cases. 


According to this view, therefore, if but one tariff containing 
one of the locals to be used in constructing the through charge 
is subject to Jones’ combination rule, that is sufficient to cause 
all locals to be reduced for combination purposes. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 12040, American Box Board Compaty 
vs. Director General, Grand Trunk R. R. of Canada et al., has 
petitioned the Commission to reopen the case in order that addi- 
tional testimony may be introduced and that reconsideration of 
the record may be had. 


The complainant in No. 13117, Little Fork Coal Company V5. 
Eastern Kentucky Railway, Director General, et al., has asked the 
Commission to grant a reopening of its case in order that it may 
eae additional evidence with regard to the reparation feature 
thereof. 

The Director General of Railroads has petitioned the Com 
mission for reargument, rehearing or revision of No. 13333, Her 
cules Powder Company vs. N. Y. C. R. R., Director General, 
et al. (78 I. C. C. 55), alleging that the finding of illegal rates 
is erroneous. 

The defendants in No. 12728, Western Meat Co. vs. Director 
General, No. 12723, Sub-No. 1, Pacific Coast Steel Co. vs. Dr 
rector-General, and No. 13049, E. H. Edwards, etc., vs. Director 
General, have petitioned the Commission for rehearing therell, 
alleging that the decision rendered March 14 and reported it 
78 I. C. C. 77 was erroneous in that the evidence does 20 
sustain the finding of unreasonable rates and on the contentio® 
that reparation should have been awarded on no lower basis 
prior to June 25, 1918, than subsequently. 

The attorney for complainant in No. 14352, Murphysboro 
Paving Brick Co. vs. Alabama & Mississippi R. R. et al. or 
filed a-petition with the Commission asking for a reopening ° 
the proceedings for the purpose of taking additional testimony 
therein, alleging, among other things, that the examiner's pro 
posed report is based upon a change in rates applying from 
complainant’s plant made since the hearing in the case. 
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EXPEDITE YOUR SHIPMENTS 


PEORIA &PEKIN UNION RAILWAY CO. 
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Of the sixteen railroad lines entering Peoria, the Peoria and 
Pekin Union Railway Company, a terminal and switching 
line, is the connecting link used in the interchange of all the traffic 
between Eastern and Western lines and the greater portion of traffic 
between Northern and Southern lines passing through the Peoria gateway. 


Transfers of traffic between these many line-haul carriers are 
made within a few hours by the use of the facilities of the 
Peoria and Pekin Union, while a much longer period is required for such 
interchange of traffic through some of the larger and congested gate- 
ways. Traffic is handled with sufficient dispatch to avoid congestion, thus 
— regular and expeditious service in the movement of all through 
traffic. 


Peoria and Pekin Union Railway Company has unexcelled 
facilities for carrying on local and -ingustrial traffic at and 
between Peoria and Pekin, Illinois and serves efficiently all industries 
located upon its rails. 


PEORIA & PEKIN UNION RAIDWAY @. 
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MUST ELECTRIFY N. Y. CITY ROADS 


The Trafic World New York Bureau 


Governor Smith has signed the Kaufman bill requiring the 
electrification of all railroads in New York City. This applies 
not only to the tracks of the New York Central, along llth 
Avenue, which have been under fire for years, but to all other 
tracks entering the city. No comment accompanied the signing 
by the governor. The law will cost the roads many millions 
of dollars. 

Representatives of the N. Y. Central, Baltimore & Ohio, New 
Haven, and Long Island Railroads appeared at the hearing 
before the governor in opposition to the bill. Frank A. Mc- 
Namee, Jr., for the N. Y. Central, said he did not believe it 
would be possible for his company to electrify all of its tracks 
without great danger, due to grades and other difficulties. 
He added that no estimate of the probable cost had been made. 
Joseph Keeney, for the Long Island, estimated the cost for 
his company at $30,000,000. Carl A. Degersdorff, for the B. 
& O., said it would cost his company at least $17,000,000. 
William Barnett, of the New Haven, estimated the cost at 
$5,000,000. 

A. G. Strasser, counsel for the Chatworth apartments, told 
the Governor that the health of the people of New York should 
have as much consideration from him as the cost to the rail- 
roads to make the change to electricity. Other speakers repre- 
senting various civic and welfare organizations voiced similar 
opinions. 

Officials of tke railroads in New York are now considering 
their next move to comply with the law requiring electrification 
of tracks within the city by January 1, 1926. Later estimates 
indicate that this will cost between $50,000,000 and $100,000,000. 
The carriers affected most seriously are west side tracks of 
the New York Central, the freight tracks of the Long Island, 
and the Staten Island tracks of the Baltimore & Ohio. Merely 
to put down third rails would create a constant danger to pedes- 
trians, it is pointed out, especially at grade crossings. 


BAD ORDER CARS 


Freight cars in need of repairs totaled 210,243 or 9.3 per 
cent of the total on line, as of May 15, a decrease of 262 cars 
under May 1, according to the semi-monthly report of the car 
service division of the A. R. A. The percentage, however, was 
9.2 per cent on May 1. The actual decrease in the number of 
cars in bad order as of May 15 but the increase in percentage 
over May 1, was explained as follows by the division: 

This increase in the percentage on May 15 in the face of a 
reduction in the number of cars actually in need of repair was 
due to the fact that on the later date there were approximately 
24,000 fewer freight cars on the lines of the Class One rail- 
roads of this country, than there were at the beginning of 
this month. This was due to an increase in the number of 
freight cars not only on Canadian lines but also on other than 
Class One railroads of the United. States. 

Freight cars in need of light repair totaled 54,982 on May 
15, a decrease compared with May 1 of 4,088 cars. There was 
also 155,261 freight cars in need of heavy repair which was 
an increase, however, of 3,826 within the same period. 


REVENUE FREIGHT LOADING 


The railroads loaded 1,014,029 cars of revenue freight in 
the week ended May 26, according to the weekly report of the 
ear service division of the American Railway Association. This' 
loading was exceeded only twice before in the history of the 
railroads—in the week ended October 13, 1920, when 1,018,539 
cars were loaded, and in the week ended October 27, 1922, 
when 1,014,480 cars were loaded. The figure for the week 
ended October 13, 1920, is the highest to date in the history 
of the roads but if estimates are borne out it will soon be 
exceeded. Never before in the history of the roads has loading 
been so heavy before the fall peak and the loading for the 
week ended May 26 again established a record for the period 
of the year involved. Loading in the corresponding weeks of 
1922 and 1921 totaled 806,877 and 795,335 cars, respectively. 

Loading for the week ended May 26 and in the correspond- 
ing week of 1922 was as follows: 


Eastern district: Grain and grain products, 8,032 and 9,898; live 
stock, 3,012 and 2,882; coal, 57,312 and 7,829; coke, 3,920 and 1,325; 
forest products, 6,629 and 5,926; ore, 8,415 and 3,028; merchandise, 
L. C. L., 67,814 and 68,715; miscellaneous, 98,400 and 87,263; total, 
1923, 253,534; 1922, 186,866; 1921, 194,000. 

Allegheny district: Grain’ and grain products, 2,428 and 2,716; 
live stock, 2,601 and 2,581; coal, 61,032 and 15,670; coke, 7,667 and 
4,856; forest products, 3,629 and 2,795; ore, 14,973 and 2,739; merchan- 
dise, L. C. L., 49,503 and 52,533; miscellaneous, 89,057 and 71,073; total, 
1923, 230,890; 1922, 154,963; 1921, 168,449. 

Pocahontas district: Grain and grain products, 215 and 224; live 
stock, 128 and 140; coal, 27,934 and 30,482; coke, 480 and 210; forest 
products, 2,111 and 1,539; ore, 394 and 41; merchandise, L. C. L., 6,597 
and 6,223; miscellaneous, 4,973 and 4,105; total, 1923, 42,832; 1922, 
42,964; 1921, 34,026. 

Southern district: Grain and grain products, 3,588 and 3,356; live 
stock, 2,163 and 2,186; coal, 22,838 and 24,188; coke, 1,317 and 673; 
forest products, 24,371 and 19,974; ore, 1,772 and 967; merchandise, 
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L. C. L., 38,617 and 36,960; miscellaneous, 42,804 and 41,013; totaj 
1923, 137,470; 1922, 129,317; 1921, 114,717. . 

Northwestern district: Grain and grain products, 9,318 and 12,920: 
live stock, 9,361 and 8,050; coal, 6,189 and 6,555; coke, 1,056 and 1,425: 
forest products, 21,681 and 18,662; ore, 40,442 and 14,100; merchandise, 
L. C. L., 31,146 and 30,495; miscellaneous, 38,639 and 33,014; total, 
1923, 157,832; 1922, 125,221; 1921, 113,024. 

Central Western district: Grain and grain products, 8,400 and 
12,350; live stock, 11,725 and 10,679; coal, 12,880 and 3,988; coke, 413 
and 222; forest products, 12,634 and 7,261; ore, 3,601 and 2,119; mer- 
chandise, L. C, L., 35,488 and 35,116; miscellaneous, 50,041 and 43,759; 
total, 1923, 135,182; 1922, 115,494; 1921, 111,270. 

Southwestern district: Grain and grain products, 3,541 and 3,942; 
live stock, 2,786 and 2,353; coal, 3,907 and 2,018; coke, 147 and 128; 
forest products, 8,284 and 7,238; ore, 522 and 496; merchandise, L, C, 

-» 14,669 and 14,261; miscellaneous, 22,432 and 21,616; total, 1923, 
56,289; 1922, 52,052; 1921, 59,849. 

Total, all roads: Grain and grain products, 35,522 and 45,406; live 
stock, 31,777 and 28,871; coal, 192,092 and 90,730; coke, 15,000 and 
8,839; forest products, 79,339 and 63,395; ore, 70,119 and 23,490; mer- 
chandise, L. C. ., 248,834 and 244,303; miscellaneous, 346,346 and 
301,843; total, 1923, 1,014,029; 1922, 806,877; 1921, 795,335. 


CONDITION OF LOCOMOTIVES 


The following is authorized by the car service division of 
the American Railway Association: 


The railroads of the United States on May 15 not only had 
more serviceable locomotives than ever before since the Car 
Service Division began the compilation of its locomotive records in 
August, 1920, but there were also fewer locomotives in need of 
repair than ever before during the same period. 

Serviceable locomotives on May 15 totaled 50,587, an increase 
of 328 over the total number on May 1 this year, which had pre- 
viously marked the peak. 4 

Locomotives in need of repair on May 15 totaled 13.495 or 21 
per cent of the number on line. Compared with the number on 
May 1, this was a decrease of 636. 

Locomotives awaiting heavy repair totaled 12,183 or 19 per 
cent of the number on line, compared with 12,473 or 19.4 per cent 
on May 1, or a difference of 290 locomotives. Under the program 
unanimously adopted at a meeting of the railroads in April in New 
York, the number of locomotives awaiting heavy repair are to 
be reduced by October 1 next to 15 per cent. 

Reports also showed 1,312, or 2 per cent of the total number 
on line, to be in need of light repair on May 15. This was a 
decrease of 346 sjnce May 1. 

During the semi-monthly period from May 1 to May 165, a 
total of 16,904 locomotives were repaired and turned out of the 
shops. This was an increase of 485 over the number repaired 
during the last half of April. 

Reports filed by the carriers also showed that on May 15, 
there were 1,376 serviceable locomotives in storage and available 
for use when traffic conditions warrant. This was an increase of 
50 locomotives over the number in storage on May 1. 


| 


No. 14908, Sub. No. 5. Toberman, Mackey & Co., St. Louis, Mo., vs. 
Chicago, Rock Island & Pacific. 

Alleges unreasonable and discriminatory charges for delivedy of 
shipments of hay on public team tracks at St. Louis because in 
violation of. tariff provisions that no reconsigning charges shall 
be made for delivery of cars on defendant’s public team tracks. 
Asks reparation. 

No. 14908, Sub. No. 6. Same vs. M. K. & T. et al. 


Same complaint and prayer as to other shipments of hay re- 
ceived at St. Louis, Mo. 


No. 14917. Chicago Live Stock Exchange, Chicago, IIl., vs. Director 
General, as agent, Canadian Pacific et al. : 
Alleges that rates collected on shipments of cattle from _points 
in Alberta, Canada, to Chicago, Ill., were in excess of the through 
rate. Asks reparation. 
No. ae Iron City Produce Co., Inc., Pittsburgh, Pa., vs. I. & G. N. 
e 3 
Unjust, unreasonable, discriminatory and prejudicial rates and 
weights on spinach from Laredo, Tex., to eastern destinations 
because charges were collected on basis of the actual weights in- 
stead of an estimated weight of 20 pounds per bushel basket, in- 
cluding ice. Asks reparation. 
14919. J. W. Patterson Commission Co. et al., Howell Stock 
Yards, Ga., vs. Director General, as agent, Pennsylvania et al. 
Illegal rates in excess of the lowest combination on horses and 
mules from points in Indiana and Ohio to Howell Stock Yards and 
Atlanta, Ga. Asks reparation. 
No. 14920. Julius W. Jockusch et al., Galveston, Tex., vs. Gulf, Colo- 
rado & Santa Fe et al. . ’ 
Unjust and unreasonable rates on grain originating in and 
moving from points in western grain producing states to Gal- 


eee. Tex., for export beyond to foreign countries. Asks repara- 
on. 


No, —. _ William F. Allen & Co. et al., Cape Charles, Va., vs. Penn- 
sylvania. : 
Unjust and unreasonable charges on shipments of strawberries 
from points in Delaware and Maryland to New York, N. Y., New- 
ark, N. J., Philadelphia, Pa., and other eastern destinations be- 
cause of imposition of icing charges alleged to have been erron- 
eously applied for. Asks reparation. 
No. 14922. The Carter Oil Co., Tulsa, Okla., vs. C. R. I. & P. et al. 
Unjust and unreasonable rates in violation of the long-and- 
short-haul clause of section 4 on wrought iron and steel pipe from 
Honig, Kan., to Duncan, Okla. Asks cease and desist order, jus 
and reasonable rates and reparation. y 1 
No. 14923. James B. Clow & Sons, Chicago, Ill., vs. Pennsylvania et al. 
Unjust, unreasonable and discriminatory combination_rate on 
cast iron pipe from Newcomerstown, O., to Algonac, Mich., be- 
cause in excess of through rate subsequently established. Asks 
reparation. rs 
No. 14924. Trenton Smelting and Refining Co. et al., Trenton, N. J., 
vs. Pennsylvania et al. X 
Unjust, unreasonable, discriminatory and prejudicial rates on 
spelter from Trenton, N. J., to Baltimore, Md. ‘Asks just a” 
reasonable rates and reparation. 





Digest of New Complaints 
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AFRICA 


EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 





WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 
Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 
and Curacao as sufficient cargo offers. 
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A. J. FORD, Manager 
NEW YORK sale W. E. HEDGER-JENKS CO., Inc. 
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112 West Adams Street ; 
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Deoeket of the Commission 


Note. items in the Docket marked with an asterisk (* A new, 
having ry en —— the last issue of The Traffic World. - 
lations and postponements announced too late to show the oles In 

this Docket will be noted elsewhere. 

June 11—Tallahassee ,Fla.—Examiner Cassidy: 

* 1, and S. 1825—Cancellation of South Georgia Ry., switching ar- 
rangements at Perry, 

june 11—New York, N. Se Gerry and Mr. Crosland: 

° aes into legality of tariffs purporting to embrace or cover 
motor trucks or wagon transfer service in connection with trans- 
portation by rail or water. 

June 11—St. Louis, Mo.—Examiner Cummings: 

Fourth section application 1615 and others covering rates on classes 

and commodities between points in western trunk line territory 


and between points in woalern trunk line territory and points in 
adjacent territories. 


Fourth Section Applications Nos. 671 and 12291, filed by F. A. Leland, 


arco | rates on =. grain products, hay, straw, etc., be- 
tween points in Oklahoma and Texas 


* Fourth Section Application No. 104 et al., filed by C. B. & Q. et al., 
concerning rates on commodities between points in Illinois, Tow 
Missouri and Wisconsin without observing the long-and- short hau 
provision of the fourth section of the interstate Coemmneros act. 

dune 11—Washington, D, C.—Examiner F. W. White 

Fourth Section ‘Application No. 12373 et a filed by N. W. 
Gawkes, eat. concerning class and commodity rates from New 


New York Lighterage points, Albany, N. Y., and 
ba il N. thereof on the D. & H. Co. to Chicago, m., Mil- 
Waukee, Wis., and other points in C. F. A. territory via rail- 
and-lake or rail-lake-and-rail, in connection with the Rutland- 


Lake Michigan Transit Company. 
~—_ Nr ay 


ment at Washington, D. C.: 
e matter of minimum carload weight on shipments of 
“aos within the state of Iowa. 
ha’ 7 eames carload weights on hogs in Missouri and other 
es. 
June 11—Washington, D. C.—Examiner Marchand: 
' Valuation Docket No. 260—In re tentative valuation of the property 
of Pere Marquette R. R. Co., Grand Rapids, Kalkaska & 8S. E. 
R. Co., Huron and Western R. R. Co., and Chicago and West 
iichigan Ry. Co. 
June 12—Argument at Washington, D. C.: 
* — gy pues Merchants’ Assn. vs. Director General, A. T. & 
y eta 
June 12—Washington, D. C.—Examiner Wagner: 
as wae, Oil Corporation et al, vs. Director General, A. C. L. 
. R, et al. 
14610—Steuart, Son & Company vs. Director General, B. & O. R. R. 
June 12—Washington, D. C.—Examiner McQuillan: 

11446—Northern West Virginia Coal Operators’ Assn. vs. Pa. R. R., 
Director General, et al. (With respect to (a) facts pon heretofore 
disclosed of record ——a the eastern car pool, and (b) facts 
with respect to orders given by mines for cars and mine ratings.) 

June 12—Auburn, N. Y.—New York Commission: 

* Finance No. 2722—In the matter of application of Central New York 
Southern R. R. Corporation for certificate of public convenience 
and necessity authorizing it to abandon its line. 

June 13—Chicago, Ill.—Examiner Hillyer: 

14771—John Morell and Company et al. vs. N. Y. C. et al. 

14771 (Sub, No. 1)—Swift & Company et al. vs. N. Y. C. et al. 
June 13—Washington, D. C.—Examiner Wagner: 

14772—General Fire Extinguisher Company vs. Director General. 

14773—General Fire Extinguisher Company vs. Director General. 
June 13—Argument at Washington, D. C.: 

13570—Divsions between carriers of rates on bituminous coal to 
destinations in Michigan, Ohio, Indiana, and Wisconsin under 
the report of the Commission in Ex Parte 74. 

1 = Milk Products Company vs. Ahnappe & Western 

y.e 


June 13—Washington, D. oO. ae Hillyer: 
14742-—Joseph P, Evans vs. C. & O. 
June 13—Kansas City, Mo. je ay Gada ess 


i. om § S. No. 1779—Vinegar from Pacific Coast to Middle West terri- 
ti) 


1. one S. No. 1779—(first eee order)—Vinegar from Pa- 
cific coast to Middle West territory 


June 14—Argument at Washington, D. C.: 
14142—Illinois Coal Traffic Bureau vs. C. & N. W. Ry. et al. 
14476—Northwestern Coal Dock Operators Assn. vs. C. & A. R. R. 


et al. 
14477—C. Reiss Coa) Company et al. vs. Ahnapee & Western Ry. 


et , 
bey ay | Bureau of a Sioux City Chamber of Commerce et 
al. vs. B. 


R. R. 
* 14622—Board of Railroad —— of the state of South Da- 
kota vs. C. & A. R. R, et al. 


June 14—Washington, D. ae Dir. J. F. Gray 
2806— 


* Finnace No. In the matter of the senibentben of the South- 
eastern Ry. Co. for a certificate of public convenience and_neces- 
sity authorizing it to construct a line of railroad in Lee County, 
Va., and Harlan County, Ky. 

June 14—Cincinnati, O.—Examiner Gerry and Mr. Crosland: 

eee into legality of tariffs purporting to embrace or cover 
motor trucks or wagon transfer service in connection with trans- 
portation by rail or water. 

June 15—Washington, D. C.—Examiner Wagner: 

* |, and S. 1824—Class rates—Delaware, Maryland and Virginia to 
Buffalo, N. Y., also Baltimore, Md., to Delaware and Maryland. 

June 15—Austin, Tex. —Railroad Commission of Texas: 

* Finance No. 2874—In the matter of the application of the San An- 
tonio Southern Railway Company for a certificate of public con- 
venience and eecenuite. authorizing it to construct a line of rail- 
road and for permission to retain the excess earnings thereof. 

= 15—Nashville, Tenn.—Examiner Weaver: 

- & S&S. No. 1809—Transit of Phosphated Flour at Nashville, Tenn., 
" and points on the Tennessee Central Railroad. 


June 15—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 323—In re tentative valuation of the property of 
California Western Railroad & tone Company. 
June 15—Buffalo, N. Y.—Examiner Donnally 
14777—The State of New York and Sew. s. Walsh, Supt. of Public 
Works, vs. N. Y. C. R. R. 
June 15—Roanoke, Va.—Examiner Butler: 
14794—Virginia Can Company vs. Alabama & Vicksburg Ry. et al, 
June 15—Austin, Tex.—Texas Commission: 
* Finance No. 2915—In matter of application of San Antonio & Mexi- 
can for certificate authorizing it to construct a line of railroad, 
June 16—Chicago, Yll.—Examiner Hillyer: 
14233—The Cutler-Hammer Manufacturing Co. vs. Director General, 
Grand Trunk Ry. of Canada et al. 
June 16—Washington, D. C.—Examiner Marchand: 
Valuation Docket No. 257—In re tentative valuation of the property 
of Cement, Tolenas & Tidewater Railroad Company. 
june 18—Cleveland, O.—Examiner Donnally: 
* 14809—The Valley Camp Coal Co. vs. B. & O. R. R. Co. 
June 18—Washington, D. C.—Examiner Wagner. 
14831—Winding Gulf Colliery Co. vs. C. & O. Ry. et al. 
June 18—Tulsa, Okla.—Examiner Weaver: 
13552—Empire Refineries, Inc., et al. vs. A. T. & S. F. et al. 
13553—Empire Refineries, Inc., et al. vs. A. T. & S. F. et al. 
June 18—Pittsburgh, Pa.—Examiner Howell: 
— Engineering & Foundry Company vs. Director Gen- 
eral. 
June 18—Wilmington, Del.—Examiner Mackley 
14769—Joseph Bancroft & Sons Company vs, Director General, P. 
& R. Ry. et al. 
June 18—Goldsboro, N. C.—Examiner Butler: 
> Dept., Goldsboro Chamber of Commerce vs. A. Cc, L 
. R. et al. 

Portions of fourth section application Nos. 703 et al., filed 
by A. C. L. and others, concerning rates on fertilizer from Wil- 
mington, N. C., to points in N. C., S. C., and Va., as described 
in Agent Cottrell’s I. C. C. 418, etc. 


Fag 18—Chicago, Ill—Commissioner Hall and Examiner Healy: 
12964—Consolidation of Railroads. 


om, ar ne am Idaho—Commissioner Aitchison and Examiner 
she 
a "queen of transportation facilities in the northwest Pacific 
8 
— 18—Argument at Washington, D. : : 
13992—Cream of Wheat Company vs. T. & S. F. Ry. et al. 
13281—Smokeless Fuel Company et ae vs. N. & W. Ry. 
June 18—Washington, D. C.—Examiner Marchand: 
*‘ Valuation Docket No. 239—In re the tentative valuation of the prop- 
erty of the Sharpsville Railroad Company. 
June 18—Chicago, Ill.—Examiner ig or 
14839—Charles Friend & Co. vs. C. B. & Q. R. R. et al. 
June 19—Argument at Washington, D. C.: 
14177—The Southern Cotton Oil ay vs. Director General. 
“_ 19—Oklahoma City, Okla.—Examiner Weaver: 


Alton Mercantile Company et al. vs. A. G. 
— Traffic Assn. et al. 


R. R. et al. 
vs. Abilene & Southern Ry. 


June © Sse York, N. Y.—Examiner Mackley 
14224—The New Jersey Zinc Company et ~ | vs. Director General, 
The Texas Mexican Railway et al. | 
14462—Badger Bag & Paper Company vs. M. D. & W. Rry., Director 
General, et al. 
June 18—Pittsburgh, Pa.—Examiner Howell: 
14696—The Empire Lumber Company vs. Director General, Southern 
Pacific et al. 
~“— 19—Argument at Washington, D. C.: 
13969—Southern Cotton Oil Company vs. Director General. 
+ Central Oil and Refining Corporation vs. Director 


al, P R. et al. 
14316 Municipal Electric & Water Depts., City of Anderson, Ind, 


vs. C. I. & W. R. R. et al. 


June 19—Washington, D. C.—Examiner Marchan 


a: : 
Valuation Docket No. 234—In re tentative valuation of the property © 


of Augusta Belt Railway Company. 


sa 20—Chicago, Ill.—Examiner Hillyer: 


waukee and Chicago rate points. 
June 20—Detroit, Mich.—Examiner Donnally 
“a 


Dominion Canners, Ltd., vs. Diretter General, Grand run 


of Canada et al. 
14688 (Sub. No. 1)—Dominion Canners, Ltd., vs. Director General 
Grand Trunk Ry. of Canada et al. 
14658 (Sub. Nos. 2, 3 and a Canners, Ltd., vs. Director 
General, Grand Trunk Ry. of Canada et al. 
14732—Vincent M. Brennan vs. Lehigh bexvavd R. KR. et al. 4 


June 20—Wheeling, W. Va.—Examiner How 


14797—Henry M. Davies, as Mayor of St. “Sivirsville, O., 
Union Telegraph Co. 


June 20—Oklahoma City, Okla.—Examiner Weaver: 
14821—Dawson Produce Co. vs. Amer. Ry. Express Co. 


June S 20—Washington, N. C. ead Butler: 


14824—W. A. Flowers and R. H. Stell, trading as Flowers & Stell, . 
Norfolk Southern R. R. et zx 


June 20—Argument at Washington, D. C.: o 
13802—Texas Farm & Ranch Publishing Company vs. Ahnapeé 
Western Ry. et al. 

Portions of fourth section application No. 700, filed by F. 
Leland, relating to i on printing paper from Cheboygan 
Kalamazoo, Mich., to Dallas, anaes, etc. 

<ecaee Kelly Company vs. A. B. & A. By. et al. 
3—Express Publishing Company vs. G. H. & S. A. Ry. et al. 


vs. Wester } 


- and S. 1826—Waste paper, rags and shoddy dust between Mile 
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June FP Chicago, ill-—Examiner Keeler and Commissioner Campbell: 
1 r In gh re. of charges for passengers traveling in sleeping 
and parlo 
11567—Order of of ‘United Commercial Travelers of America vs. Pull- 
man Company. 
June hag moe ag C.—Examiner Marchand: 
Valuation Docket N . 247—In re tentative — of the property 
of Augusta and Suminerville R. R. Compan 


June 21—New York, N. Y.—Examiner Mackley: 
1 4 peelens Linseed Products Co. vs. Tarector General, Erie R. R. 
et a 
June 21—Chicago, Ill.—Examiner Hillyer: 
14820—W. B. Ahern Brokerage Co. et al. vs. A. C. L. et al. 
June 21—Buffalo, N. Y.—Commissioner Hall and Examiner Healy: 
12964—Consolidation of Railroads. 
June 21—Argument at Washington, D. C.: 
13721—International Harvester Company vs. N. Y. C. R. R., Director 
General et al. 
he Ee Aga Pulp & Paper Company vs. Greenwich & John- 
t 
* 13591—Read "batephate Company vs. Director General. 
* 14141—Tennessee Chemical Company vs. Louisville & Nashville 
Railroad Co. et al. 
vam 22—Charleston, 8S. C.—Examiner Butler: 
14795—Charleston Traffic Bureau vs. A. G. 2. Re 
* 14902—Savannah Traffic Bureau vs. A. G. 
June 22—Dallas, Tex.—Examiner Weaver: 
14826—Cullum & Boren Co. et al. vs. C. B. & Q. R. R. et al. 
June 22—Chicago, Ill.—BExaminer Hillyer: 
14827—National Assn, - Upholstered ‘Furniture Manufacturers vs. 
Ann Arbor R. R. et'al. 
June 22—Philadelphia, Pa.—Commissioner Hall and Examiner Healy: 
1 onsolidation of “Railroads. 
June 22—Argument at Washington, D. C.: 
14534—-Rates, regulations and practices of Peoria & Pekin Union 
Railway Co. and connections at Peoria, Ill., and Nearby points. 
il. and S. No. 1455—Intermediate switching» charges at Peoria & 
Pekin, Illinois. 
1. and S. No. 1596—Intermediate quitching charges at rs Til. 
13110—The Minneapolis & St. Louis R. R. Co. vs. Peoria & Pekin 
Union Ry. Co. 
June 23—Chicago, Ill._—Examiner Hillyer: 
1. and S. No. 1821—Minimum weights on coal tar paving cement and 
asbestos or magnesia cement and asbestos millboard in straight or 
mixed carloads from defined territory to southwestern points. 


June 23—Reno, Nev.—Commissioner Aitchison and Examiner Eshel- 


man: 
14022—Rates and divisions of rates of the Indian Valley R. R. on 
ores and concentrates. 
11396—Mason Valley Mines Co. vs. Western Pacific et al. 
11396 (Sub. No. 1)—G. H. Goodhue et al. vs. Western Pacific et al. 
14325—Mason Valley Mines Co. vs. Westera Pacific et al. 
June 23—St. Louis, Mo.—Examiner Donnally 
12779—National rw and Fruit Preducts Assn. vs. Abilene & 
Southern Ry. et al. 
12779 (Sub. No. 1)—National Preservers and Fruit Products Assn. 
‘vs. Director General. 
June 25—New York, N. Y.—Examiner Mackley: 
14746—Itallan Government Commission vs. Director General. 
June 25—Columbia, S. C.—Examiner Butler: 
14734—Fibercraft Chair Company vs, Aberdeen & Rockfish R. R. et al. 


R. et al. 
R. R. et al, 


Portions of fourth section application Nos. 703, filed by A. C. L., 
rates on furniture from 


and 1548, filed by Sou. Ry., concernin 
North Carolina points to destinations in 


Jum 25—Chicago, Ill.—Examiner Hillyer: 


orida and Georgia, etc. 


4514—Shreveport Creosoting Co. vs. La. & Pac. Ry., Director Gen- 


eral et al. 
June 25—Austin, Tex.—Examiner Weaver: 

14807—Alexander Grocery Co. et al. vs. B. S. L. & W. Ry. et al. 
June 25—Akron, O.—Examiner Howell: 

14818—The Goodyear Tire and Rubber Co. vs. A. C. & Y. Ry. et al. 


June 25—New York City, N. Y.—Commissioner Hall and Examiner 


ealy: 
12964—Consolidation of Railroads. 
June 25—Argument at Washington, D. C.: 


11541—Arizona Corporation Commission et al. vs. Arizona Eastern 


R. R. et al. 


June 25—Chicago, Ill.—Examiner Hillyer: 
14837—Burson Knitting Co. vs. B. & O. R. R. et al. 
June 25—Washington, D. C.—Examiner Marchand: 


Valuation Docket No. 251—In re the tentative valuation of the prop- 


erty of Munising, Marquette & Southeastern Railway Company. 
June 26—Columbia, S. C.—Examiner Butler: 


14752—South Carolina Cotton Seed Crushers’ Association vs. Aber- 


deen & Rockfish R. R. et al. 
Ju 26—Dayton, O.—Examiner Howell: 


4692—The New Idea Spreader Co. vs. Director General, Cincinnati 


Northern R, R. et al. 
June 26—Chicago, Ill_—Examiner Hillyer: 
14733—A. G. Zulfer & Co. vs. Director General. 
section application Nos. 704 et al., filed by A. C. L. R. 
concerning rates on celery, 
Sanford and other Florida points to Chicago, Ill., etc. 
14816—Aluminum Goods Mfg. Co. et al. vs. A. & Vv. Ry. et al. 
June 26—New York, N. Y.—Examiner Mackley: 
14813—Strauss & ‘Adler, Inc., vs. Pa. R. R. et al. 
June 26—Argument at Washington, m. €&s 
wets — The Hanging Rock Iron Company vs. N. & W. Ry. 


alley R. R. 


Vi 
* |. and S. 1817—Restrictions in transit privileges on cotton, cotton 


linters or regins at certain southern points. 


june 27—Boston, Mass.—Asst. Chief Examiner Butler: 


i gga Railroad Company et al. vs. Boston & Maine Railroad 


June 27—Argument at Washington, D. 
13659—Go 


rgas-Pierie Manufacturing Company vs. Director General. 


1371 neo wk Oil 


vs. Director General, B. & O. R. R. et al. 
Metal & Thermit Corporation vs. Director General. 


13795— 
13955—Pittsburgh Crucible Steel Company vs. Director General, P. 


R. R.-Western Lines, 


TRAFFIC WORLD 


Portions of fourth 
R. et al, 
in straight or mixed carloads, from 


t al. 
G. apres Company, Inc. vs, Director tee ae Lehigh 


_ 4 for (New Jersey) vs. Director General, 
13689 (and Subs. 1 to 8, Incl: se ae Oil Company (New Jersey) 
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June 27—Washington, D. C.—Examiner Marchand: 
Valuation Docket No. 27i—In re tentative valuation of the property 
of Kentucky Midland Railroad Company. 


June 27—New York, N. Y.—Examiner Mackley: 
14836—Union Sulphur Co. vs. Texas & New Orleans R. R. et al. 


June 27—Chicago, Ill.—Examiner Hillyer: 
14730—National Association of Ice Cream Manufacturers vs. Amerj- 
can Railway Express Co. et al. 
June 27—Indianapolis, Ind.—Examiner . ‘ee 
14865—The Hinde & Dauch Paper Co. vs. Cc. Cc. & St. L. Ry. et al, 
11894—Indiana Rates, Fares and Charges ae questions raised by 
Commission’s orders of March 5 and May-7). 


June 27—Houston, Tex.—Examiner be ey 
14823—Litowich Bros., Inc., vs. A. T. & S. F. Ry. et al. 
June 28-29—Argument at wr acbiotia ys Me oA 
13930—Express rates, 
14349—Ypsilanti Reed Furniture Co. et al. vs. Ameriean Railway Ex. 
press Co. 
June 28—Kansas City, Mo.—Examiner Donnally: 
14503—The Larabee Flour Mills Corp. vs. Director General, 


June 28—Shreveport, La.—Examiner Weaver: 
14842—Caddo Central Oil and Refining Corporation vs. Director Gen- 
eral, K. C. S. Ry. et a 
14842 (Sub. Ron 1)—-Caddo Central Oil and Refining Corporation et al, 
vs. K. 
14598—Bodcaw - Co. of Louisiana et al. vs. C. R. I. & P. Ry, 
et al. 
June 29—New York, N. Y.—Examiner Mackley 
b= reed York Stable Manure Co. vs. Director General, Pa. R. R., 
eta 
June 29—Washington, D. C.—Examiner Marchand 
Valuation Docket No. 275—In re tentative valuation of the property 
of Manchester & Oneida Railway Company. 


June 29—Kansas City, Mo.—Examiner Donnally 
land S. No. 1483 (and sub. Nos. 1 and 2)—torees and mules from 
Kansas City, Mo., and Wichita, Kan., to New Orleans, La, 
Memphis, Tenn., and other points. 


June 29—Atlanta, Ga. —Examiner Butler: 
9966—Hudson Mule Co. et al. vs. ¥ & N., Director General et al. 
9967—Hudson Mule Co. et al. vs. & N., Director General, et al. 
ey Mule Co. et al. vs. My! c. & St. L. Ry., Director Gen- 
eral, et a 
(Hearing for sole purpose of 0 Vea proof of damages as to ship- 
ments subsequent to May 8, 
June 29—Washington, D. oo illocaden’ Marchand: 
Valuation Docket No. 279—In re tentative valuation of the property 
of Muscatine, Burlnigton & Southern Rallye Company. 


June 29—New York, N. Y.—Examiner Mackley 
14858—Edward D. Murphy and Wm. P. leeks, trading as Murphy 
Bros., vs. New York Central R. R. 
~~ $—Birmingham, Ala.—Examiner Butler: 
14780—American Cast Iron Pipe Co. vs. L. & N. R. R. et al. 
July 2—Kansas City, Mo.—Examiner Donnally: 
13623—The Arkansas City Sand Co. et al. vs. St. L.-S. F. Ry. 


July 2—Boston, Mass.—Examiner Mackley: 
7—Boston Wool Trade Assn. vs. A. T. & S. F. Ry. et al. 
July 2—Monroe, La.—Examiner Weaver: 
14848—The Peerless Carbon Black Co. vs. +. & La. Mo. Ry. et al. 
14850—E. J. Deas Company vs. K. C. S. R. R. et al. 
July 2—La Crosse, Wis.—Examiner Hillyer: 
1 —Traffic Bureau Chamber of Commerce, La Crosse, Wis., et al. 
vs. Great Lakes Transit Corporation et al. 
July 3—Peoria, Ill—Examiner Howell: 
14841—The Keystone Steel and Wire Co. vs. Director General, In- 
diana Harbor Belt R. R. et al. 
July 5—Monmouth, Ill.—Examiner Howell: 
14832—Western Stoneware Co. et al..vs. C. B. & Q. R. R. et al. 


July 5—Duluth, Minn.—Examiner Hillyer: 
14230—Duluth Iron and Metal Co. vs. Director General. 
14438—Duluth Boiler Works vs. A. T. & S. F. ~~ et al. 
14438 (Sub. No. 1)—Duluth Boiler Works vs. A. T. & S. F. Ry. et al. 
July 5—Portland, Me.—Examiner Mackley: 
14849—S. W. Thaxter & Co. vs. Enyecter General. 
July 5—Jackson, Miss.—Examiner Weaver 
“a a ‘Oil and Fertilizer Co. vs. “Director General, C. of Ga 
y. eta 
~— 2. Joseph, Mo.—Examiner Donnally: 
39—The News Corporation, doing business as the St. Joseph 
News-Press, vs. Mo. Pac. R. R. et al. 
14439 (Sub. No. 1)—The News Corporation, doing business as the 
St. — News-Press, vs. C. G. W. R. R. et al. 
14439 (Su No. 2)—The News nape. doing business as the 
St. Joseph News-Press, vs. C. R. I, & P. Ry. et al. 
July 5—Chattanooga, Tenn. jae Sth ed Butler: 
a7si— Phillips Excelsior Co. vs. Director General, C. N. 0. & T 


July 5—Los Angeles, Calif—Commissioner Aitchison and Examiner 
shelman: 
14778—City of Los Angeles vs. Los Angeles & Salt Lake R. R. et al 
July 6—Argument at Washington, D. C.: 
* Il, and S. 1786—Routing of grain and ‘grain products from Chicago 
Joliet, aa and Peoria, Ill., to Texas points. a 
* I, and S. 1792—Grain and grain products between Minnesota all 
South Dakota points to — and Ohio River crossings am 
points in Mississippi Valley. 
July 6—Nashville, Tenn.—-Examiner Butler: & 
Veet Trafic ewer of Nashville et al. vs. Director General, B. 
. R. R. eta 


a 7—Davenport, Ia.—Examiner Howell: , 
11788—Traffic Bureau, Davenport ‘pmeeeecen Club et al. vs. Direct? 
General, A. T. & S. F. Ry. et Ark. 

12003—Burlington Shippers’ Assn. et al. vs. Director General, 
Cent. R. R. et al. 

July 7—Jonesboro, Ark.—Examiner Weaver: al. 

onesbor Freight Bureau et al. vs. “St. L.-S. W. Ry. et 

“ 7—Superior, Wis.—Examiner Hillyer: 
14779—Great Western Paper Co. vs. C. & E. I. Ry. et al. 

~- 7—Omaha, Neb.—Examiner Donnally: 

14740—Sunderland Bros. Co. vs. Director General et al. 

ig 9—Louisviwe, Ky.—Examiner McChord: CC. 

ortions of Fourth Section applications 1625 and 1780, filed by 


McCain and 2063 filed by J. F. Tucker, class and commodity rates 
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Norfolk’s New Municipal Export Grain Elevator 


A NEW GRAIN PORT— : 


On Hampton Roads 

2 Free from ice the entire year 

2 Norfolk’s new Municipal Export Grain Ele- Conveyor galleries along marginal wharf are 
= vator is the principal unit in a $5,000,000 term- now being constructed, and will be ready for 
. inal development by the city. use shortly. In the meantime ships are being 
= ; This elevator embodies all the most modern se from workhouse, through three 
= eatures of elevator construction and equipment, ° ae : 

= and is particularly designed for quickest possible ‘5 Rees, cane of 2,000 bushels per hour 
= loading of vessels and release of railroad cars. This elevator is served by the eight railroads 
= Having an initial storage capacity of 800,000 entering the port, through the Norfolk & Portsmouth 
= bushels, the elevator is so designed that its Belt Line Railway. 

= capacity can be increased to 10,000,000 bushels NO HARBOR OR TERMINAL CONGES- 
= by the construction of additional units, without TION, NO EMBARGOES, NO ICE—NO 
= disturbing the original construction. DELAYS! 

= For Information write 

= NORFOLK, VIRGINIA 

= Route your shipments through the 

= rT - : ° 99 
: Port of Quick Dispatch and Economical Handling 
Pil 0001040000000 
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from the Buffalo-Pittsburgh and Jp hnstown-Cumberland _terri- 
tories to Hopkinsville, Ky. (In con tion with Docket 14688.) 
duly 9—Portsmouth, O.—Examiner Butler: 
1 Peerless Lumber Co. vs. Director wenersl. 
ete "ee eee” Co, et al. vs. C. & O. 


t al. 
uly 19-9 ye Ue Ay sy, ame Hillyer: 

782—Tomahawk Shoe Co. vs. C. M. & St. P. Ry, et al. 

be 10—Toledo, O.—Examiner A oticorNy 
1—Continental Sugar Co. vs. New York Central R. R. et al. 

- 11—Argument at Washington, D. C.: 
* 11606—John E. Murray vs. D rector General. 
* 12969—Divisions received by the Brimstone Railroad and Canal Co. 
"eee 11—Jackson, O.—Examiner Butler: * 

i gh a Jackson Iron and Steel Co. vs. Director General, D. T. & 


Ry., Director Gen- 


duty od sald at Washington, D. C.: 
ba! apg wy A Sand Co. et al. vs. Director General, Beaver Valley 


+ 142820 ;y matter of intrastate rates on sand, gravel, crushed 
stone and vitrified paving blocks within the state of Ohio. 

og 12—Chicago, Ill.—Examiner Hillyer: 
heal Rapids Gas Co. vs. Director General, C. R. I. & P. Ry. 


11980 “Unitea Light ane Railways Co. et al. vs. Director General, 
Cc. R. I. & P. Ry. eta 


1. and S. No, 1858—Coal” from Kentucky, Tennessee and Virginia to 
northern and northwestern points. 
i. and §. No. 1787—Cancellation of rates on coal, carloads, —~ 
Rentgcty. Tennessee and Virginia to Minnesota points via C, 
and P. Ry. ee portions of fourth section application No. tos3, 
filed by L. & N. R. R., concerning rates on bituminous coal, C. L., 
from points in Kentucky, Tennessee and Virginia to St. Paul, 
Minn., and points taking the same rates, etc. 
dul 13—Argument at Washington, D. C.: 
P nee Rapids Terminal Belt Ry. Co. vs. Pere Marquette Ry. 


* 13606—T he Ohio Quarries Co. et al. vs. N. Y. C. R. R. J ae 
* 13665 (Sub, 1)—The Lorain & Southern R. R. Co. % N. 
* 13841—Indiana State Chamber of Commerce vs. B. 


ite 13—Parkersburg, W. Va.—Examiner Butler: 
19—The Parkersburg Rig & Reel Co., ¥s. 


—s 


R. R. 
& O. ROR. et al: 


gr C. RL & P. Ry. Co., 
14760~‘the Parkersburg Rig & Reel Co., vs. C. Re 1. & P. Ry. -Co., 


14760 (ub. 1)—Parkersburg Rig & Reel Co. vs. Mo. Pac! oP ot al 

oa 14—Argument at Washington, D. C:: : 
ye Southern. Wire and Iron Co. et al. vs. The Akram. 
one stown Ry. Co. et + 

3656—Harly-Foster Co, ot 

° laaei—Galens Signal O ce ae? 
Louis-San Francisco Ry. Co. et al, 

Jul iy 16—Chicago, Ill.—Examiner Pitt: 
ourth Section Applications Nos. 12217 et al., filed by agents and 
carriers concerning —s bers oints in C, F. A. territory 
and _ points in C, F. A, and Illinois Freight Committee ter- 


8182—In the matter of rates on cement between points in Western 
Trunk Line territory and between points in Western Trunk Line 
territory and adjacent territory (and sovleee re by 
Fourth Section Order No. 7260 in connection therewith 
July 16—Charleston, W. Va. “wy y 4" Butler: 
14856—Tioga Coal Co. vs. B. & O. R. R. et al. 


y. enema, Wash.—Commissioner Aitchison and Examiner Esh- 






akg vs. Director ya St. 


14784 Adequacy of transportation facilities in the northwest Pacific 
s 


uly ap -renatebes, Wash.—Commissioner Aitchison and Examiner 


elma 
Finance Docket 2172—In the matter of the application of the 
Wenatchee Southern Ry. Co. for a certificate of — convenience 
and necessity authorizing it to construct a new line of railroad. 
July 30—Spokane, Wash.—Commissioner Aitchison and Examiner 
Eshelman: 
nye ar Adequacy of transportation facilities in the Northwest Pacific 
states. 


July So aeenene, Aitchison and Examiner 
Eshelman: 

Fourth Section Application No. 12391—Filed by Spokane Eastern Ry. 
& Power Co., concerzming rates on classes and commodities from 
Portland, Ore., Seattle and Tacoma, Wash., and related points 
on one hand, and Dishman, Wash., on the other, also commodities 
items from San Francisco, Cal., to Dishman, Wash. 


August 3—Portland, Ore.—Commissioner Aitchison and Examiner Esh- 


Wash.—Commissioner 


elman: 
—a Service Commission of Oregon vs. Central Pacific Ry. 
et al. 


~~ ust 6—San Francisco, Calif.—Examiner Mullen: 


Railway mail pay (with respect to the rates of pay accorded 
ane western short lines). 


Se tember 20—Argument at Washin . D> <2 


bay pe ao Rice Mill Co. et _ A. *. A Ry. Co. et al. 
13883—Anheuser-Busch, Inc., vs. "@ *o. R. R. Co. et al. 


: 13865—A nheuser-Busch, Inc., vs. rat & A. 


Sepomeer 21—Argument at Washington, D. nak: 
4 ‘Van Dyke Smelting and Refining Works, _s., va. Te EE: B. 
Pa, 


mm al 


— -y a Dyke Smelting and Refining Works, Inc., vs. 
et a 


* 14021—American Sugar Refining Co. vs. Director Sens. 


* ~—o Atlantic Refining Co. vs. Director General, B. & O. R. R. 


* 13978 ok. I. Du Pont de Nemours & Co. vs. Director General. 
Se tember 22—Argument at Washington, D. C.: 


ae Mathieson Alkali Works, Inc., et al. vs. B. & O. R. R. 
et al. 


SOUTHERN PACIFIC MEXICAN LINE 


The Southern Pacific Railroad has awarded a $6,000,000 
contract for the building of a single track line from a point a 
short distance north of La Quemala, Mexico, to approximately 
twelve miles south of Tepic, Mexico. Completion of this 
85 miles of line will give the Southern Pacific an entrance 
into Mexico City in connection with the National Railways of 


asaam 
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that country. It will finish the project that the company hag 
had under consideration since the incorporation of the Southern 
Pacific Railroad of Mexico in 1909. At that time it was 
planned to build a line down the west coast of Mexico and 
connect it with Mexico City by junction with the National Rail. 
ways. Short strips of road were constructed but had to be 
discontinued because of revolutions. Improved conditions re. 
cently in Mexico have brought about the successful termination 
of efforts to make further progress with the plans. The con. 
tract calis for the construction of a number of small tunnels 
and several steel suspension: bridges. 





NEW ROLLING STOCK 


The railroads from May 1 to May 15 installed 5,633 new 
cars and 308 new locomotives, according to reports filed with 
the car service division of the American Railway Association, 
This brought the total number of new freight cars installed 
since January 1 to 55,784, while a total of 1,536 new locomotives 
have been placed in service during the same period. 

New freight cars on order on May 15 totaled 113,619. of 
that number, box cars totaled 48,569; refrigerator cars, 14,228. 
coal cars, 45,742, and stock cars, 1,925. During the first 15 days 
in May, the ’ carriers placed orders calling for the delivery of 
147 new locomotives, which brought the total number on order 
on May 15 to 2,103. 


COMMISSION TAKES HOLIDAY 


The Commission suspended work all day Tuesday on account 
of the parade of Shriners. Other branches of the government 
also made it a holiday and put over until Wednesday what other. 
wise would have been done Tuesday. 


WASTE IN TRANSPORTATION 


The conference called on prevention of waste in transporta- 
tion at the Department of Commerce June 13 has been indef- 
nitely postponed, principally because Secretary Hoover will be 
busy making preparations to go with President Harding on his 


é - —_— trip. 


Cc. & O. EQUIPMENT NOTES 
The Chesapeake & Ohio Railway Company has applied to 
the Commission for authority to assume liability as to $371,000 
of equipment trust certificates in connection with the acquisi- 
tion of 600 second-hand privately owned coal cars. 



















“Analytic” Work 





Incident to Rate Adjustments and the 
preparation of Reparation Claims, ana- 
lytic work can be successfully handled 


only by competent Traffic Experts, who 
are, at the same time, expert rate men. 


Our organization embraces men of this 
character. 


Just one of the various branches of 
service rendered by us. 


“AT YOUR SERVICE” 






SPECIAL SERVICE DEPARTMENT 


The Traffic Service Corporation 
Colorado Bldg. WASHINGTON, D. C. 
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This 
STRONGER TRUSS 
Insures 80% to 70% 


More Protection to 
GoodsShipped in Mid- 
West Shipping Boxes. 


The fallacy of the low priced 


“Sust as good” corrugated 
fibre board Shipping Box 


The argument sometimes advanced by the 
buyer of corrugated fibre board shipping boxes 
that ‘“‘the boxes I am using now are satisfac- 
tory and I am paying less than for your box’’ 
is a perfectly good alibi—until there is a 
systematic check-up on performance. 


The showdown will generally indicate that the slight - 
difference in cost of the higher priced box will cover 
enough advantages to make the low priced box the 
most expensive in the end. Approximately 70% of 
the cost of a corrugated fibre box is for raw material. 
Naturally, a low priced box cannot show the best 
materials. A further check-up will often show an 
absence of the HIGH TEST LINERS railroad speci- 
fications call for. 


The Mid-West shipping 
box is built up to a serv- 
ice ra wn toa 
price. Tis high, strong, 
resilient truss construc- 
tion and high test liners 
have reduced the shipping | 
costs of hundreds of big 
shippers to a simple de- 
pendable formula—30% 
to 70% more protec- 
tion. ee 

to consult us about your 
shipping problems at any 
time. No obligation. 


Three Distinctive 
Mid-West Features 


1—Waterproof Container: 


For every occasion requiring 
complete protection against 
moisture or wet conditions. 


2—Triple Tape Corners: 


A strong reinforcement which 
prevents tapes from splitting 
and peeling. 


3—Offset Score: 


Insures a positive tight clos- 
ing contact of end flaps. 





Write for our ‘Perfect Package’”” Data Sheet. Has saved 
thousands of dollars to big shippers. Free upon request. 


MID-WEST Box COMPANY 


GENERAL OFFICES: 18th Floor Conway Bldg., CHICAGO, ILL. 






Corrugated Factories: 
Fibre Board Anderson, Ind. 
Products Kokomo, Ind. 

Chicago, Ill. 





Fibre Board 





Fairmont, W.Va. 
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NEW ORLEANS 


(Second Port U. S. A.) 
No Congestion—No Delay 


Open Throughout the Year 


TRANSPORTATION 


constitutes the measure of a port’s efficiency 
as well as its possibilities for expansion 


THE PORT OF NEW ORLEANS 


is efficiently served by these railroads: 











Gulf Coast Lines, Missouri Pacific Ry., 
Illinois Central R. R., N. O. Great Northern R. R., 
Yazoo © Miss. Valley R. R., Southern Ry. System, 
Louisville © Nashville R. R., Southern Pacific System, 
La. Ry. @ Navigation Co., Texas © Pacific Ry., 


Louisiana Southern R. R., 





New Orleans © Lower Coast R. R. 


A TOTAL OF 48,375 MILES of easy grade, well 
equipped Railroads which, with their connections, 
radiate to all parts of the country, supplying de- 
pendable inland transportation for exports and 

imports 

A publicly owned Belt Railroad serves all Public Docks 


— also — 


Ninety-four Steamship Lines connect New Orleans with 
all World Ports 


For further information address 


_ BOARD OF COMMISSIONERS OF THE PORT OF NEW ORLEANS 


(An Agency of the State of Louisiana) 
New Orleans, La. 
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A. G. F. A, 
San Antonio, Tex. 


H. C. Franks, 
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Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 








Waco Houston San Antonio | Corpus Christi Alice Laredo via Alice 
msas d 3% d 4da 
Silom. | cc: | gS" age | age | ae he 
a I se ae 3%“ 3 3% « a“ 
New rieans 3 days 3% « 3 oe 3 os 3 oe 3% 

















Proportionate service to above is rendered to all intermediate points. 
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R OklahomaCity 
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The San Antonio and Aransas Pass Railway Co. 


py Muskogee 
# 
‘ 
Y McAlester Little Rock, 


> 





SPEEDY, 
ACCURATE, 


AND 
ACCOMMODATING : 
PERFORMANCE : 


List of Direct Connecting Rail Lines: 
Aransas Harbor Terminal Railway 
Fredericksburg & Northern Ry. 

Gulf Coast Lines 

Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
Missouri, Kansas & Texas Ry. 

Southern Pacific Lines 

San Antonio. Uvalde & Gulf R. R. 

San Antonio Southern Ry. 

St. Louis Southwestern Ry. (Cotton Belt) 
Sugar Land Ry. 

Trinity & Brazos Valley Ry. 

Texas Mexican Ry. 
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mops tree 6TF AIF IC UOULINES 


Where to reach them 


—TRAFFIC— 


The Price-Making and Sales Department 
And Vastly More 


Engaged in a quasi-public service, railroad officers and their organ- 
izations are charged with exacting and important duties and respon- 
sibilities. It is their high privilege to serve the general public, patrons, 
and stockholders, and no man lacking the vision, imagination and intuition 
of a statesman and Empire Builder is properly equipped to discharge the 
duties of an important traffic position. 


No industrial calling known affords a wider field for devotion to a 
high purpose or greater opportunity to indulge the urge to service and 
public usefulness. The ideal traffic man should be endowed with a passion 
for painstaking examination of the public’s problems and joy in facili- 
tating the industry of others while serving his own. 


The map of SOUTHERN PACIFIC LINES indicates in what a vast 
territory these lines are a factor in every traffic problem. When these 
problems are your problems, let us help solve them. 








